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HOCH TELLS WHAT IT MEANS 


We are printing elsewhere a statement by Repre- 
sentative Hoch, of Kansas, co-author of the Hoch-Smith 
resolution, in which that alleged statesman tells what he 
thinks of the western railroad situation and the attempts 
of carriers in that territory to obtain an increase in rev- 
enue. Even assuming that he knows something about 
this matter, his views are distorted and he draws wrong 
conclusions from what he knows. But when it comes to 
telling what the Hoch-Smith resolution means, or was 
intended to mean, it must be admitted that he speaks 
with authority. And this is what he says about it: 

The law for survey and scientific readjustment of the 
freight structure lays down plain and fair directions. It speaks 
the deliberate will of Congress. Recognizing the economic de- 
pression of agriculture and the unjust freight burden upon basic 
commodities, which was brought about largely by the horizontal 
and utterly unscientific rate increase put on during and just 
after the war, it directs a readjustment of the freight burden 
with the least possible delay. 

In other words, Mr. Hoch says the resolution, which 
is partly the result of his labors, means what it says and 
what any man of ordinary intelligence, not confused by 
legal quibbling, would say at once that it says and means. 
It calls for a readjustment of freight rates that will re- 
move some of the burden on agricultural commodities 
and place it elsewhere or nowhere. 

Of course, Mr. Hoch thinks the railroads are tricky 
and unfair in attempting to avoid the consequences of 
this resolution. They should not look after their own 
interests, but it is all right for Mr. Hoch and his kind 
to look after agriculture at the expense of the railroads. 


TRANSPORTATION BY AIR 
We do not quite “get” the idea of Secretary Hoover, 
of the Department of Commerce, and Postmaster-General 
New, developed at the aircraft investigation, conducted 


Hoover’s thought, for instance, that, though there need 
be no subsidies, Congress should enact air transport leg- 
islation analogous to the merchant marine act. Why 
should that be true? It may be, and doubtless is, true 
that air transportation has “arrived” as a means of carry- 
ing, to a limited extent, passengers, mail, and parcel 
freight. If it has arrived, it has done so (aside from the 
mail phase of the matter) because enough people wish to 
travel or ship by that method to make it profitable. If 
enough people do not wish to travel or ship via air, then 
that means of transportation certainly has not arrived. 
On the theory that it has arrived or that it will soon ar- 
rive, private capital may be trusted to see the profits to 
be earned from it and to provide the facilities needed. 
We do not see that the government need concern itself, 
except, of course, as representing a progressive people, 
to foster and encourage scientific experiment and study. 
With the commercial phase it has nothing to do, as we 
see it. 


That it is being made to appear a function of gov- 
ernment to develop commercial aviation is due to the 
ideas and the efforts of the kind of persons who insist 
that the government should operate a merchant marine 
and who, if the truth were known, are rather favorable 
than otherwise to the idea of the government operating 
the railroads. The government, we insist, has no busi- 
ness in business. If commercial aviation is practical and 
profitable, private capital will develop it. If it is not, 
then the government ought not to force it. It has no 
sort of obligation to do so. 


The transportation of the mails by air is, of course, 
a different matter. The government is already in the 
postal business. If it can add to and improve its service 
by using air transport it has the same obligation to do 
so and should have the same incentive to do so as would 
be the case with private business engaged in the same 
enterprise. It should, of course—as it does—make a con- 
siderably higher charge for transporting a letter or a 
package through the air than over the rails. It may find 
it to its advantage to contract for the air carriage of the 
mails with private companies engaged in aviation. Cer- 
tainly, the fact that it wishes to transport mail in this 
fashion will be an incentive to private business as afford- 
ing a potential customer. But for the government to 
give substantial aid to private aviation companies in 
order that it may have someone with whom to contract 
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for the carriage of the mails looks to us like a rather 
circuitous and unbusiness-like method. 


TRAFFIC WORLD SPECIAL ARTICLES 

The series of thirty articles on the organization and 
management of industrial and commercial traffic depart- 
ments, by Professor G. Lloyd Wilson, is approaching its 
end. Article number twenty-five will be published Oc- 
tober 3. These articles have been so valuable and pop- 
ular, however, that we have arranged with Professor 
Wilson for a continuation of them in thirty more articles 
on the administration of industrial traffic departments. 
In this series, to begin immediately on the conclusion of 
the present series, Professor Wilson will discuss the man- 
agement and operation of the various sections of indus- 
trial traffic departments and analyze the performance of 
the important traffic and transportation functions of such 
departments. The series will include the plans of organ- 
ization and the operation of shipping rooms, receiving 
rooms, local motor transportation departments, plant 
transportation, rate bureaus, tariff bureaus, and other 
parts of typical traffic departments. The functions of 
routing, tracing, expediting, shipping, receiving, motor 
and internal plant transportation will be discussed. The 
preparation of shipping papers, the preparation and pres- 
entation of claims against carriers, and the office man- 
agement of traffic departments will be analyzed from the 
point of view of the industrial traffic manager. The se- 
ries will also include discussions of procedure before 
committees and commissions, the preparation of reports 
and exhibits, the executive control of the traffic depart- 
ment, and conclude with an article on the sources of 
traffic and transportation information and one on the 
future of trafic management. 

One of these articles will be printed every two 
weeks, as is the custom with the present series. On the 
alternate weeks Professor Wilson will complete his pres- 
ent series on diversion and reconsignment, to be followed 
by another short series on the subject of special services, 
and another on the subject of terminal services. There 
will also be four articles by the same author on the trans- 
portation act, the merchant marine, motor transportation, 
and traffic management as a profession. 

Two series of articles by Professor Wilson, recently 
completed in The Traffic World—one on demurrage and 
one on transit services and privileges—have been pub- 
lished in book form and may be obtained for a small sum. 


SHIP SALES POLICIES 

In opposing the sale of the Pan America Line to the 
Munson Steamship Line because the price of $770,000 a 
ship was not adequate, Chairman O’Connor, of the Ship- 
ping Board, it seems to us, has put himself in the posi- 
tion of not practicing what he has preached. 

Within recent months the chairman has declared re- 
peatedly for the sale of the government ships. Only re- 
cently he made the following statements : 

Price is of no importance to me if the buyer knows how to 
tun the ship and has the money to pay for losses while he is 


developing the business which will some day show a profit.... 


0 give them a fair start, I am for rock-bottom prices and im- 
mediate sale, 
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Applying these statements to the Munson offer, it is 
difficult to see how the chairman voted against its ac- 
ceptance. The Munson Line is an experienced steamship 
operator. The Pan America Line, which it operates for 
the Fleet Corporation, has been showing substantial 
losses, but it is believed that, in time, it can be made to 
show a profit under private operation. No charge has 
been made that the Munson Line does not know how to 
run the ships. Here, it would seem, was a case in which, 
if the chairman had put into effect the policy enunciated 
by him, he could have done nothing but approve the 
offer. 

Disapproval of sale of government ships to experi- 
enced ship operators who will guarantee to keep them 
in operation under the American flag for a specified pe- 
riod, for the reason that the price offered is not adequate, 
rests on rather thin ground when the fact that the ships 
cost the government many times what they may bring 
today is taken into consideration. The four ships for 
which Munson bid cost, originally, approximately $6,- 
250,000 each, or a total of $25,000,000. If the vessels 
were sold for $1,000,000 each, which, it is understood, 
would be regarded as “adequate” for them, the difference 
between the total sales price and the original cost would 
be approximately $21,000,000. When the government 
inevitably faces such a loss and when, in addition, the 
vessels under government operation are losing money, it 
is more or less a quibble to disapprove such an offer as 
that made by the Munson Line. 

We thought Chairman O’Connor made a sound 
statement when he uttered the words, “price is of no im- 
portance to me if the buyer knows how to run the ship 
and has the money to pay for losses while he is devel- 
oping the business which will some day show a profit,” 
but we are unable to see that he really meant what he 
said, in view of his action on the Munson bid. 

It has long been apparent, we think, that the price 
the government receives for the wartime built ships is 
not a matter of consequence. The important thing, from 
the point of view of development of a privately owned 
and operated merchant marine, is that the ships be trans- 
ferred to competent private operators. 


REPORT TO SECURITY HOLDERS 


“The New York Security Holders’ Committee for a Fair 
Return,” composed of L. B. Gawtry, W. Emlen Roosevelt, and 
Van Santvoord Merle-Smith, has submitted to holders of securi- 


ties in northwestern railroads the following report in the west- 
ern rate advance case: 


Other committees have been organized in Massachusetts, Con- 
necticut, Virginia, Georgia, and at various points in_the West includ- 
ing Chicago, Minneapolis and St. Paul, Seattle, Spokane and Los 
Angeles. The Western committees are largely composed of shippers 
interested in the adequate maintenance and development of the 
Northwestern railroads. It has been commonly supposed that the 
great difficulty in the way of obtaining a fair return for the North- 
western carriers is the hostility of shipping interests to the railroads. 
Your committee therefore sent representatives into the Northwest 
territory from Chicago to the coast. These representatives inter- 
viewed large shippers, newspaper editors and other business inter- 
ests and found after a fair and careful discussion of the problem 
that interests which have been in the past hostile to the railroads 
are in fact ready to adopt a far sighted and fair attitude. The 
shippers’ committees have taken an active interest, and have secured 
the passage by Chambers of Commerce and other important com- 
mercial interests in the West, of resolutions recommending adequate 
support for the railroads in the Northwestern region. 

The New York Committee and the other committees mentioned, 
have received written authorizations to represent holders of securi- 
ties with a total par value of $260,315,500, of which $99,153,150 are 
securities of the Chicago, Milwaukee & St. Paul Railway and $161,- 
162,350 are securities of other Northwestern roads. 

Appearances were made by these committees through counsel at 
the hearing by the Interstate Commerce Commission_in Chicago 
during the week of Sept. 8th, known as the Western District Rate 
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Case, heard jointly with the inquiry called for by the Hoch-Smith Con- 
gressional Resolution. The Western District comprises all of the 
United States west of the Mississippi, and is sub-divided into three 
regions,—The Northwestern region, the Central Western region, 
and the Southwestern region. 


On behalf of the security holders represented by the various 
Committees, the following evidence was submitted: 


Charles C. Collins, representing 109 savings banks in Massachu- 
setts, Philip A. Benson, Chairman of the Investment Committee of 
the Savings Bank Association of the State of New York, and Charles 
H. Schweppe of Lee, Higginson & Co., gave striking page ogy con- 
cerning the adverse effect of the inadequate rates in the orth- 
western region upon the credit of the Northwestern roads. It was 
shown that the Northwestern region cannot expect to secure new 
supplies of railroad capital under the existing rate conditions. Mr. 
T. A. Hamilton, formerly President of the International-Great 
Northern Railroad, testifying as a railroad expert for the Committees, 
gave detailed figures of the losses of investors in Northwestern roads, 
including in the case of the St. Paul alone more than $400,000,000, and 
demonstrated that the principal cause of these losses has been inade- 
quate rates. 


The outstanding fact developed in Chicago was that the rates 
applicable to the roads of the Northwestern region are below the 
rates enjoyed by the other carriers in the Central and_ Southwestern 
regions of the Western district. The result of this depressed rate 
structure was made apparent by testimony showing that in 1924 the 
rate of return earned on book values was,—for the Central Western 
region 4.21 per cent, the Southwestern region 4.34 per cent, and for 
the Northwestern region only 3.12 per cent, a shortage of earning 
power as compared with the other districts of approximately 25 
per cent. The figures for the three year period ending Dec. 31, 1924, 
showed similar results. 

Besides introducing testimony, extensive conferences were had 
with the principal railway executives, traffic experts and counsel of 
the Northwestern Carriers, and with representatives of shippers 
organizations. In this way much valuable information was obtained, 
from which two underlying facts developed: First, a substantial 
agreement on the part of all concerned that the Northwestern Region 
had a special claim for increased rates, and second, that the executives 


of the railroads of that region had failed to present a concrete plan to 
remedy that condition. 


The hearing developed that all the carriers of the Western 
District originally combined on an application for an increase of 11 
per cent, but that shortly before the hearing 73 out of 74 Class 1 
roads in that District, including all of the Northwestern Carriers 
except the St. Paul, united in a declaration reducing their request 
to 5 per cent. Several executives of Northwestern roads testified 
that this increase in rates would be wholly inadequate to meet the 
financial needs of their respective properties. In view of this testi- 
mony, we inquired as to the reasons of these executives for assent- 
ing to the reduction of the application from 11 per cent to 5 per cent, 
. @, to a point admittedly below the requirements of the North- 
western Region. We ascertained that this assent to the reduc- 
tion was closely connected with the injection into the situation of 
the so-called Potter Pooling Plan. 


It was evidently felt that in order to avoid being placed in a 
false position before the public, it was necessary to meet the 5 per 
cent proposal of the Potter Plan with a similar figure; and the 
roads in the Northwestern Region felt constrained to accede to that 
figure notwithstanding its admitted inadequacy for their needs. 


Private inquiry on our part developed the remarkable fact that 
in spite of the general recognition of the especially depressed rates 
and financial condition of the Northwestern roads the carriers 
affected were not prepared with any definite plan to meet their 
special situation. This unpreparedness was accentuated by replies 
to questions by the Commission, asking each executive whether he 
had any plan for special relief of the Northwestern roads, and receiv- 
ing in every case a negative answer. 


We then investigated the practicability of securing a supplemental 
plan, additional to the 5 per cent increase, for relieving the special 
needs of the Northwestern roads. We ascertained that in the opin- 
ion of several leading traffic experts in that territory such a plan was 
feasible and practical. 


The proposed supplemental plan would require the co-operation 
of at least the major carriers in the Northwestern Region, and steps 
taken to secure such co-operation were successful to a considerable 
extent. While it may be hard to get the executives of that region to 
unite on a higher rate schedule, it is clear that unless they unite no 
special relief is likely. The executives are more likely to unite 
if the security holders plainly show their wish that they do so. 
Work is progressing on the framing of such a plan and we have 
good hopes that if it is supported by the executives of the interested 
carriers, it will commend itself to the Interstate Commerce Com- 


mission, in view of the demonstrated needs of the Northwestern roads 
for special relief. 


The result of the adoption of the proposed plan would be to equal- 
ize the rates of the Northwestern Region with the rates of other 
regions of the Western District and to produce earnings nullifying 
any argument for resort to a pooling. We found that the Potter 
Plan was almost unanimously disapproved by the other Western 
roads. We have declared our opposition to the Potter Plan (a) be- 
cause it is unsound in principle; (b) because of its doubtful legality, 
and (c) because the plan is impracticable. 


The Chicago hearing was attended by some 250 representatives 
of shippers’ organizations evidently prepared, irrespective of the pres- 
ent needs of the Northwestern carriers, to resist any adequate in- 
crease in rates. It was recognized that the appearance of security 
holders from points widely distributed over the country, represent- 
ing savings banks and other institutions as well as private investors, 
with the weight of the positions taken by them, formed an important 
element of the hearing. Their appearance at the hearing demon- 
strated the necessity of an independent, strong and continued presen- 
tation of the standpoint of the security holders. The Committee is 
going forward with this presentation, in the conviction that we are 
contributing substantially towards the adequate solution of this 
great problem. 


The Committee having thus tested the value of the tremendous 
support already given by the security holders has no hesitation in 
advising other investors in Northwestern roads to become associated 
with the Committee, thus presenting an a strong and united 
front at the final submission of the case before the whole Interstate 
Commerce Commission at Washington. ; 

We shall in due course send you a further report. We now 
emphasize the fundamental importance to your interests of the issues 
involved in this hearing, and of the action your Committee has 
taken and is proposing to take in your behalf. We ask your con- 
tinued support, and that you advise other investors in Northwestern 
roads to associate themselves with the Committee. 
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HOCH ON WESTERN CARRIERS 


Representative Hoch, of Kansas, member of the House con. 
mittee on interstate and foreign commerce and author of the 
original Hoch rate revision resolution which was finally merged 
into the Hoch-Smith resolution, has issued the following state. 


ment with respect to the petition of western carriers for jp. 
creases in rates: 


In support of their application for freight increases the rajj. 
roads hang their whole case upon the contention that they are not 
earning the 5% per cent contemplated by the law. They argue that 
if the western lines, as a whole, are not earning this “fair return’ 
the Commission has no option but to grant increases. That is not 
the law, and if the railroads make that interpretation of the law 
stick, they will put dynamite under the ‘‘fair return” section of the 
law which they support so earnestly. 

Is the question of whether the roads are making a “fair re. 
turn’ the only question the Commission has to consider? Certainly 
not. Whether receiving ‘fair return’ or not the Commission has 
no power to effect anything but ‘“‘just': and reasonable” rates. The 
very section which deals with ‘‘fair return” to the railroads is baseq 
solely, by its very terms, upon the power of the Commission to 
put in “just and reasonable” rates. Just and reasonable to whom? 
To the railroads alone? Are the rights of shippers and of the gen. 
eral public of no moment in determining what are just and rea. 
sonable rates? In testimony before the House committee, members 
of the Commission and others supporting the ‘‘fair return” section 
have repeatedly insisted that it in no way changed the law which 
makes all ‘‘unjust and unreasonable” rates unlawful, and that many 
have repeatedly insisted that it in no way changed the law which 
ness of rates. 

Iam not speaking now of the important question of honest valua- 
tions upon which to figure fair return on investment, to the rail- 
roads, nor the serious question of the soundness of the present policy 
which groups the so-called weak and strong lines, the well managed 
and the poorly managed, the fortunate and unfortunate roads to- 
gether for rate making, with the avowed purpose of maintaining, in 
the public interest, the weak lines. Incidentally, however, attention 
may be called to the utter inconsistency of those strong roads which 
have insisted upon the “fair return” provision of the law, but which 
have fought and are obstructing the other provision under which 
half of their “excess earnings’’ is to be taken or “recaptured” for 
fostering the weak lines. This “recapture of excess earnings” js 
an essential part of the “fair return’ section and without it the 
latter would have had no chance whatever of passage. If the strong 
roads succeed in nullifying the “recapture’’ provision their ‘‘fair re. 
— section will be blown up. There need be no mistake about 
that. 

Another thing. The plain fact is, known by everyone in touch 
with the developments, that the application of the railroads, at this 
time, for freight increases, was purely a counter-move to head off 
possible decreases under the recent act of Congress which provides 
for scientilc readjustment of the freight structure and under which 
the Commission is now acting. It is simply ‘“‘tactics.’’ As such it was 
perhaps a smart move. Possibly future events may prove it too 
smart. It is the sort of thing which gives inspiration to radical 
measures and makes it hard for those who wish to do no injustice 
or injury to the railroads but who also insist that shippers and the 
public generally have equal rights. The economic situation of all 
industries affected—that and many other things in addition to ‘fair 
return” to the railroads—must be considered in determining the just- 
ness and reasonableness of rates. 

he law for survey and scientific readjustment of the freight 
structure, from which the hearing in Chicago arose, lays down plain 
and fair directions. It speaks the deliberate will of Congress. Recog- 
nizing the economic depression of agriculture and the unjust freight 


burden upon basic commodities, which was brought about largely ' 


by the horizontal and utterly unscientific rate increases put on dur- 
ing and just after the war, it directs a readjustment of the freight 
burden with the least possible delay. There is nothing radical in the 
measure nor anything unfair to the railroads. 

Not only does the law for this frefght revision take notice of the 
need for promoting the freedom of movement of farm products and 
other basic commodities, but also takes notice of the discriminations 
in freight rates which have grown up as between different sections 
and localities. To iron out these discriminations in the interest of 
“the natural development of the country as a whole” will be a slow 
process, but there is urgent need for it. 

It is assumed that the Commission will, in good faith, carry out 
not only the letter but the spirit and intent of the law. And if the 
railroads prize the good will of the country and wish to perpetuate 
the healthier attitude of the public which knows the need of an 
adequate transportation system and has no patience with demagogic 
assaults upon the railroads, it will go slow on smart flank move- 
ments of obstruction. Of course, the railroads have the motor trucks 
and busses and other troubles, and some lines are in hard luck, 
while others show large earnings. But, on the whole, the -railroads 
are doing mighty well. It is a good time for them to show that they 
remember that other essential and basic industries have also had 
serious troubles and that, as Roosevelt said, “in the long run, we 
all go up or down together, in this country.’’ Solemnly asking for 
freight increases in the western territory, in order to head off freight 
decreases which are so sorely needed, may look adroit. And maybe 
it is, today. But it takes tomorrow to tell. 





PETITIONS FOR REHEARING, ETC. 

The New Orleans Joint Traffic Bureau, intervener, in No. 
12798, Galveston Commercial Association vs. G. H. & S. A. RY. 
Co. et al., has petitioned the Commission for vacation of order 
of June 24, 1925, for reopening of case, and for further hearing. 

The Board of Trade of Kansas City, Mo., the Chamber of 
Commerce of Kansas City, Mo., and Kansas City Millers’ Club 
have petitioned the Commission for rehearing and reargument 
¢ — _ Galveston Commercial Association vs. G. C. & S. F. 

y. et al. ; 

The complainants in No. 15410, United Fig & Date Co. et 
al. vs. A. C. L. R. R. Co. et al., has petitioned the Commission for 
rehearing and reargument in the above entitled proceeding. 

The defendants in No. 15044, Pacific Mutual Door Co. VS. 
Ann Arbor R. R. Co. et al., have petitioned the Commission for 
rehearing and reargument in the above entitled proceeding. 
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Secession, Slavery and Freight Rates.—In Civil War days, 
southern writers railed at New England. They charged her 
with hypocrisy and determination to rule or ruin because, they 
asserted, she had preached secession rather than submit to 
control of the government by the men of the south, who, they 
claimed, were Democrats while the New Englanders, at heart, 
were Monarchists. They asserted that, when secession talk 
failed to return the northern men to power, the latter turned 
to abolition of slavery as the method whereby they would regain 
the control they lost when Thomas Jefferson was elected. They 
did not, however, go to the extent of saying they had listened 
to bad advice when they adopted their ordinances of secession. 
Recollection of the arguments and assertions of southern men 
could not be kept in the background, while, at the Boston 
hearing in the eastern class rate case, New England complained, 
more or less bitterly, at what the southern railroads had and 
were continuing to do to take, they said, New England’s cotton 
textile industry away from it. They asserted that the southern 
roads were fostering the development of the cotton using in- 
dustry in the south by means of rates so low as to warrant 
query as to whether they should not be tested under the min- 
imum rate power of the Commission. Mr. Garfield, one of the 
New Haven’s attorneys, asked several questions, which, if put 
into the vernacular, might be said to have been equivalent to 
an inquiry as to why, in the name of the Scandanavian cold 
place of punishment the complaining New England textile men 
had not filed a complaint invoking the minimum rate power. 
One of the complaining witnesses, who told when the south had 
passed New England in the number of spindles, said the languish- 
ing condition of the industry in New England was not due alto- 
gether to labor conditions in the north, intimating that condi- 
tions in the south might be scrutinized in a hunt for the cause 
of New England’s misery. In the bitterness of the Civil War 
days, New England talked considerably about labor conditions in 
the south when slavery was developing the cotton fields. The 
south, at the time men were not careful about what they said 
about their neighbors, accused New England of abandoning 
slavery, not because of any twinges of conscience, but because 
it was no longer profitable. In these latter days, there is a ten- 
dency, noticeable at times, to assert that, because the south 
objects to the federal government putting its nose into every 
local affair, it is determined to use child. labor in the mills, 
regardless of the enlightened sentiment of the world. While, 
of course, the feeling on the textile industry question is not at 
all comparable to the intensity of that engendered on the ques- 
tion of slavery, the fact that New Englanders feel the southern 
railroads, by questionable rates, have taken a considerable share 
of their industry away from them it nevertheless suggests the 
thought that man who said wars had their origin in com- 
mercial rivalry was not such a numbskull as some have classed 
him. Depriving a man of dollars will make him fight, some 


think, more quickly than some «other things that could be 
mentioned. 











Powers of the Chancellor.—When the statutory court for the 
southern district of Virginia denied the application of the Vir- 
ginian for a temporary injunction, dismissed the application 
for a permanent injunction on the merits, and at the same time 
restrained the enforcement of the Commission’s order directing 
the Virginian and the Chesapeake and Ohio to establish through 
routes and joint rates on coal westward, it started talk as to the 
power of an equity court. The talk is interesting. It gives the 
young lawyers not otherwise seriously handicapped by work an 
opportunity to recall, if they can , what they learned at school 
about the powers of the keeper of the king’s conscience; also 
for them to read more about that excellent functionary whose 
business it was to mitigate the rigors of the law. Old practi- 
uoners will admit the youngsters probably will know more 
facts now than when they began reading. However, it is sus- 
pected, the old timers will ask leave to remain skeptical if any 
of the youngsters announces that he is able to say how far 
the equity judge may go to keep the king’s conscience on straight 
and level ground. In effect, it has been suggested, the court 
at Richmond said it was morally certain that the Commission 
had the power to require the Virginian to haul coal westward, 
but that there were arguments on the other side that might 
bersuade the highest court to say the law was not as the lower 
court had declared it to be; therefore, the lower court said it 
would keep everything as it was when the application was 
filed, so as to prevent injury to the Virginian, for which it had 
no remedy at law. The failure of the court to leave the way 
clear for the enforcement of the order does not deprive the 
Complaining coal companies of amything they have ever had. 
It simply puts off the day when they will be able to ship coal 
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west, from mines from which they never could ship coal in that 
direction, until their right to joint rates to the west has been 
clearly demonstrated to the court of last resort. 





Stabilizing the Wind.—Arguments soon to be made in the 
Sligo Iron Store Company rule case, Standard Oil Company 
(California), vs. James C. Davis et al., at San Francisco, and 
a recent publication by the Mexican government, served to 
remind one that he who speaks positively about how long the 
supply of oil will last or the prices thereof, is a bolder man 
than most prophets of fair standing. The case to be argued 
has to do with rates paid for moving oil from the mid-continent 
field to California and Arizona, in November, 1919. The idea 
of sending oil to California, at this time, seems ten times 
as foolish as buying umbrellas for fish. Yet, in 1919, California 
was exceedingly anxious about the oil supply and manufacturers 
were wondering if they could make a living in the event they 
should be forced to change from fuel oil to coal for the genera- 
tion of steam for their operations. For more than a year, crude 
oil from California congested the Panama Canal. Dispatch of 
that crude did not have an obvious effect on the market in the 
east. California crude was also placed in storage at home, the 
far western idea being that the demand for gasoline and other 
products this season would bring it into use. But production 
kept up higher than expected and consumption lagged behind 
expectations. Then California decided it was time to move that 
stored stuff. It began sending gasoline through the canal to the 
Atlantic seaboard. Result? The price of gasoline began a nose 
dive and the disturbance went westward in waves so as to bring 
loss to the refiners in the middle west. It traveled westward 
in much the same way that the hump in Indiana rates has been 
moved eastward by the Commission by its decision in the Indiana 
State Chamber of Commerce case. The fact published by the 
Mexican government was that, in the twenty-five years Mexico 
has been producing petroleum, it has brought to the surface 
1,260,300,000 barrels, worth, in United States money, about 
$1,004,400,000. Yet, as late as 1909, trade publications in the 
United States solemnly assured American producers that the 
Mexican production would never be a serious factor in the 
American market which, of course, means the world market. 
Plans for setting the wind within definite limits, as to direction 
or intensity, it might be suggested, in view of those facts, would 
be no more chimerical than the attempt of President Coolidge’s 
Federal Oil Conservation Board to tot up the figures it has been 
gathering and tell Americans how soon their oil resources will be 
exhausted. 





Adding to the Cost of the Family’s Steak.—The Secretary 
of Agriculture has brought his investigation of the acquisition 
of Morris and Company by Armour interests to an end, his con- 
clusion being that there is no foundation for the implied charge 
that that purchase would bring about violation of one or more 
of the various sorts of anti-trust laws. Everybody other than 
the supposed servants of the public, able to use the multiplica- 
tion table intelligently knew the merger of those companies three 
years ago was a move dictated by banks to prevent losses made 
by the big packers in 1921 from resulting in a financial crash. 
Only those false pretense statesmen who dub themselves progres- 
sives and upholders of the people’s rights professed to believe 
it was being made for an ulterior purpose. Had there been no 
investigation they would have babbled, yowled, and yammered 
about the “interests” and what they were doing or proposing 
to do to the plain people until the situation would have become 
well nigh intolerable. That is their way of keeping themselves 
in office, broadly speaking, accusing practically every man who 
is trying to organize industry in this country of all the crimes 
in the calendar. Just how much it cost the public to make that 
inquiry no one can know. About 18,000 pages of testimony and 
arguments were assembled. That is more than the Commission’s 
record in the southern class rate investigation. The southern 
railroads estimate that that inquiry cost them $1,000,000 out of 
pocket. How much shippers spent no one has estimated. Inas- 
much as there were more shipper lawyers and traffic managers 
than railroad employees of those classes, the cost to the shippers 
was probably fully as great, if not greater. No one has ever 
figured a law case to be productive effort. It, therefore, may be 
set down as certain that at least $2,000,000 was spent in this 
inquiry into practically a sale forced by considerations of avoid- 
ing a greater evil. However, so long as the general public is 
unable to appraise self-serving progressives and reward them 
accordingly by keeping them at home instead of sending them 
to Washington, it seems certain that such items will have to 
be carried on the books of big business as items of cost of doing 
business, for which consumers and producers must pay. No 
progressive senators or representative ever publicly has admitted 
that big business has just as many perils to overcome as little 
business, and that it is big simply because, up to date, it has not 
tripped as often as little business. 





Whose Voice Is to Be Heard.—One of the various commit- 
tees planning for the reorganization of the Chicago, Milwaukee, 
and St. Paul, has unconsciously raised a question the answer | 
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to which may have to be found by the Commission. The body 
that has raised the query is called, by Roosevelt and Son, leaders 
in the reorganization fight in favor of delaying reorganization 
until the question of rates for the Milwaukee and other north- 
western roads is settled, the New York Security Holders Com- 
mitttee of Northwestern Roads. That committee is represented 
as saying, among other things, that the railroad executives of 
the northwestern region “had failed to present a concrete plan 
to remedy that condition” (inadequate rates). That allegation 
raises the question whether the officers of a railroad company 
or a committee representing a substantial number of security 
holders shall have the right to address the Commission on the 
question of rates. This committee says the officers have failed 
to present a concrete plan. Under the law, of course, there 
can be no real question as to whose voice the Commission must 
hear in a matter of that kind. The officers are elected by, at 
least, a nominal majority of the stockholder shares. The com- 
mittee that accused the officers of a failure to perform their 
duty to claims to speak for holders of $260,315,500 of the secur- 
ities of which $97,000,000 are bonds. When there is no fight a 
stock bloc as big as that can control a big railroad. Usually 
27 per cent of the stock, tightly held, can control. If the 
various committees now fighting over plans for the revamping 
of the Milwaukee appear before the Commission they will prob- 
ably be heard regardless of what each claims to represent. Rates 
are not made in accord with the wishes of either stockholders 
or bondholders, except as they can influence the Commission 
by the weight of the facts they present. But if one or more 
committees insist on being heard as the voice of the Milwaukee, 
it has been suggested, the Commission may have to rule that, 
wherever there is a question as to the attitude of the company, 
the officers are the only ones who can be heard, with the added 
suggestion that, if any committee claims to speak for the com- 
pany, it had better go back home, hold a meeting of the stock- 
holders, and sent hither officers who will speak as the committee 
desires. Ultimately, the Milwaukee, it is believed, will have 
to come to the Commission with financing plans. Then and not 
until then can the question of how the revamping shall be 
or has been done, become of interest to those who deal with 
the Commission. A. E. H. 


COMMERCIAL AVIATION 


The Traffic World Washington Bureau 


“The Department of Commerce has been confident for the 
last two years that the development of the flying art has reached 
a point where it is near the possibility of self-supporting appli- 
cation to commercial transportation in the United States,” said 
Secretary Hoover, of the Department of Commerce, addressing 
the board appointed by President Coolidge to investigate the 
air services of the government and the charges and counter 
charges made in respect thereto. 


Acting on that belief, he said, the department had advocated 
the creation of a Bureau of Civil Aviation to the end that the 
government might undertake to give services to commercial 
aviation comparable with those it had, for more than a century, 
been giving to commercial navigation. Continuing, he said, in 
part: 


It seems to me certain that we can not have a successful devel- 
opment of commercial aviation until these government services are 
provided. For instance the federal government provides for lighting 
and marking the channels for navigation; it provides for the accurate 
study of these channels and publication of charts of them; it main- 
tains constant advice to navigators as to the shifting of channels and 
the changing of weather. It provides a service for safety inspection 
in protection of travellers and seaworthiness to carry goods. It 
provides for the examination of officers of all such craft in order to 
maintains standards of skill and experience and it gives aid in the 
development and improvement of ports and waterways. We also 
have provided a body of law covering the many phases of the special 
relations of this industry. Were all these services and their vast 
accumulation of data and precedent to be wiped out tomorrow, our 
entire waterborne traffic would stop instantly. Nor would it be pos- 
sible to re-establish navigation, except in the most primitive fashion, 
unless these services were restored and maintained. 


We have to this, I believe, a complete analogy in aviation. Be- 
fore we can expect to develop commercial aviation, we must study 
the air routes from the point of view of the best channels through 
the air and in their relation to atmospheric conditions; we must pro- 
vide for charting the airways; for lighting and marking them; for 
warnings of weather disturbances; we must undertake the develop- 
ment of ports; we must provide ultimately a body of law comparable 
to our merchant marine law. And without such service it is my 
belief that aviation can only develop in a primitive way. 


Mr. Hoover reviewed what had been done in the way of 
commercial aviation in Europe, pointing out that it was ham- 
pered by national boundaries, an obstacle that would not be 
encountered in the United States, where, on the contrary, the 
long distances without obstacles, the greater activity on the part 
of Americans, he suggested, would afford better opportunity for 
the development of air service on a commercial basis than in 
Europe. He said the department of which he was the head had 
created a technical commission for the study of the question of 
commercial aviation. He said its studies were not complete, but 
that it was expected to prepare them for submission at the 
. forthcoming session of Congress. 


Among the facts gathered by the commission was that in 





Vol. XXXVI, No, 13 





1924 the accumulated mileage of operation of regular routes jp 
Europe was estimated at 5,500,000 and more than half a Million 
for all other countries, excluding the United States. In 1994 
it was estimated the planes carried 6,800,000 pounds of freight 


and 85,000 passengers. These figures, he said, did not incluge 
the United States. 


The most important civilian service in the United States 
he said, was the postal service, the mileage of its routes total. 
ing 2,700 in 1924, the miles flown 1,522,000, and the mail cay. 
ried 1,500,000 pounds, at a total cost of $1,463,000, with the 
estimated receipts covering a large part of the cost. The gov- 
ernment, he said, could not undertake to carry either pasggep. 
gers or express and, therefore, the financial results of the post 
office department, he said, were probably below what a cop. 
mercial organization might have shown. 


Mr. Hoover suggested an appropriation of $400,000 for start. 
ing the organization of the government to encourage commercia| 
aviation and the creation, thereby, of a reserve available for 
air defense. He said the Winslow bill, pending in the last Con. 
gress, in the main, was on the right lines. 

He expressed the belief that, with three forms of practica] 
assistance, the United States could obtain definite commercia] 
aviation service without subsidies. The three forms of assist. 
ance suggested by him were: 


First. The establishment of an aviation bureau, so as to provide 
the services which I have mentioned. 

Second. We should contract out the carriage of the mail. It is 
my belief that such contracts can now be let for an amount not to 
exceed 80 per cent of the postal receipts of the air mail. This 
income together with the promise of additional revenue that could be 
obtaind from express and passengers appears to be sufficient to 
induce substantial concerns to undertake these ventures. 

Third. The establishment of air ports at the important munici- 
palities. This has to some extent been already accomplished and it 
appears to me to be the duty of either the citizens or the municj- 
palities themselves. I am convinced that the time has arrived when 
the air port will be a necessary adjunct to each important town. 
It has been our national policy in the past that the docks and 
terminal facilities for water borne traffic should be supplied either 
by the municipalities or citizens of our cities and not by the Federal 
government. I believe that many of our municipalities are prepared 
to find such facilities today if they could be assured of commercial 


service. 
RULES OF PRACTICE 


The Commission has amended Rule XIII (b) of its Rules of 
Practice, so that true copies of portions of tariffs, reports, cir- 
culars or other documents on file with the Commission must be 
submitted for the record in the form of exhibits when such 
matter is offered in evidence. The old rule permitted the offer- 
ing of such matter in evidence by giving specific reference to 
the items. The amendment follows: 


Rule XIII (b) of the Rules of Practice before the Commission is 
amended to read as follows: 

(b) In case any portion of a tariff, report, circular, or other 
document on file with the Commission, or of the record before the 
Commission, in any proceeding other than the one on hearing, is 
offered in evidence a true copy of such portion shall be presented 
for the record in the form of an exhibit. When exhibits of a docu- 
mentary character are to be offered in evidence copies must be fur- 
nished to opposing counsel. 


The rule formerly read as follows: 


(b) In case any portion of a tariff, report, circular, or other 
document on file with the Commission is offered in evidence, the 
party offering the same must give specific reference to the items 
or pages and lines thereof to be considered. The Commission will 
take notice of items in tariffs and annual or other periodical re- 
ports of carriers properly on file with ft or in annual, statistical, 
and other official reports of the Commission. When it is desired to 
direct the Commission’s attention to such tariffs or reports upon 
hearing or in briefs or argument it must be done with the precision 
specified in the second preceding sentence. In case any testimony in 
proceedings other than the one on hearing is offered in evidence, 
a copy of such testimony must be presented as an exhibit. When 
exhibits of a documentary character are to be offered in evidence, 
copies must be furnished to opposing counsel. 





ASK FOR NINETY DAYS TIME 


Backed by the traffic managers of the iron and steel industry 
interested in the matter, C. W. Galligan and Eugene Morris, on 
behalf of the Illinois and the Central Freight Association lines 
respectively, have asked for a ninety day extension, from October 
18, of the time allowed for making effective the westbound iron 
and steel rates prescribed by the Commission in the Jones & 
Laughlin Steel Corporation case. They asserted they could not 
comply with the order by October 18 and do the work that the 
industry had asked to have done in connection with the revision 
ordered in that case. 

Among the obstacles in the way pointed out by them were 
the negotiations between the carriers and shippers for the 
adjustment in Illinois Freight Association territory made neces- 
sary by the order, and the applications of steel making points 
in Ohio, such as Mansfield, Lorain and Portsmouth for the ex- 
tension of the adjustment to them. There are about a dozen 
such points. Their applications have been docketed by the 


Cc. F. A. committee but they have not been heard. The tariff 
publishing agents filed, with their application, a copy of 4 
letter on the subject adopted by the iron and steel traffic man- 
agers pointing out the desirability of postponement of the 
effective date of the order if confusion was to be avoided. 
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DES MOINES GETS INTO TEXAS 


A finding of undue prejudice and an order to remove it not 
later than November 30 have been made in No. 15029, Des 
Moines Board of Trade et al. vs. Des Moines & Central Iowa et 
al, mimeographed, as to proportional rates on grain, from Des 
Moines to destinations in Texas. The report, written by Com- 
missioner McManamy, found the rates unduly prejudicial to the 
complaining point and unduly preferential of shippers at Coun- 
cil Bluffs and Omaha. The order requires the carriers, not later 
than the day mentioned, to establish proportional rates not ex- 
ceeding the contemporaneous proportionals from Council Bluffs 
or Ohama. 

The complaint, as filed, attacked both local and proportional 
rates, from Des Moines to destinations in Texas, as unreason- 
able, unjustly discriminatory and unduly prejudicial against Des 
Moines and unduly preferential of Kansas City, and other Mis- 
souri River cities, Minneapolis, St. Louis, Chicago, Davenport 
and Peoria. At the hearing, however, the report said, the com- 
plainants abandoned the attack upon the local rates and modi- 
fied the prayer to the extent of asking for proportional to des- 
tinations in Texas no greater than those from Council Bluffs 
and Omaha. The Commission treated the case as one alleging 
undue prejudice, although it said it made use of testimony on 
the other allegations for the light it threw upon the issue. 

Many commercial bodies intervened, generally in opposi- 
tion, the report said. Sioux City was not opposed to the estab- 
lishment of proportionals, but said it felt it was entitled to 
similar relief if any were granted to Des Moines. 


The Commission said Des Moines had proportional rates to 
St. Louis and Cairo on a substantial parity with Omaha and 
Council Bluffs, but that it had no proportionals to Texas other 
than to Texarkana and points on the Rock Island. Generally 
the Des Moines rates, other than those mentioned, are com- 
binations of proportionals based on St. Joseph or Kansas City. 

This decision, made by division No. 1 composed of Commis- 
sioners McChord, Lewis and McManamy, according to testimony 
of some of the interveners, may produce an effect in the grain 
rate structure of something akin to what happens when the pro- 
verbial bull gets into a china shop, but the division was not im- 
pressed by the claim to that effect to the extent of withhold- 
ing action in favor of the complainants. The railroads con- 
tended, Mr. McManamy said, that the case was similar to others 
in which Des Moines interests assailed the rates on grain and 
referred particularly to Beaver Valley Milling Co. vs. A. T. & 
S. F., 41 I. C. C. 5383. The reports said the issues in that case 
were not the same as in this one. But even if they were the 
same, said the report, that would not prevent their consideration 
again upon a different record and possibly changed conditions. 

In the course of the report Mr. McManamy related the his- 
tory of the proportional rate adjustment from which Des Moines 
had been excluded so far as Texas destinations were concerned; 
that the Wabash was of the opinion that Des Moines should 
have some basis of proportional rates which would enable that 
city, in the grain growing section, with direct routes to Texas, 
should be permitted to handle some of the grain, and that that 
road had concurrences authorizing it to establish proportional 
rates, but had thus far refrained from doing so in order that 
the matter might be handled through the regular channels of 
the carriers traffic committees. 

In stating the position of the opposing interveners and the 
railroads, Mr. McManamy, in part, said: 


Chicago has an elevator capacity of about 53,600,000 bushels, of 
which about 18,500,000 bushels capacity is public storage. Kansas 
City has an elevator capacity of about 32,000,000 bushels, and Omaha 
of something over 11,000,000 bushels. In 1922, over 50,000 carloads 
of grain were received at Omaha. The interveners expressed fear 
that the granting of proportional rates to Des Moines on the basis 
requested would seriously disturb the grain rate structure and impair 
their ability to compete with Des Moines for Iowa grain. They state 
that the question of markets is intimately bound up with that of 
proportional rates; that the prices on grain are made by the so-called 
future markets, so far as Texas is concerned, at Chicago, St. Louis, 
and Kansas City; and that it is necessary for these markets to have 
Proportional rates in order to stabilize values upon which grain can 
be traded. This testimony assumes the propriety and justness of hav- 
ing the price of grain fixed at a few market points and that such a 
situation must not be disturbed. 

Defendants explain that outbound proportional rates on grain were 
the result of the earlier establishment of transit arrangements. Such 
transit arrangements permitted grain to be reshipped at the balance 
of the through rate from origin to destination. The benefit of this 
arrangement was usually limited to grain upon which one carrier 
performed both the inbound and the outbound transportation. Car- 
riers serving the transit point, but whose rails did not reach into the 
originating territory, established proportional rates equal to the 

alance of the through rate. Defendants therefore argue that propor- 
tionals from one point can not fairly be measured by proportionals 
from another. Such force as the contention might otherwise have 
is lessened by the fact that whatever may have been the practice 
originally, at the present time the proportional or reshipping 
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rates from Des Moines, Council Bluffs, and Omaha generally apply 
without regard to the territory in which the grain originates. 


TANNING EXTRACT RATES 


In a mimeographed report on I. and S. No. 2448, tanning 
extracts from Norfolk and Newport News to western points, 
the Commission found that the carriers had not justified the pro- 
posed increased rates on extract, from the Virginia ports men- 
tioned to Memphis and destinations in central territory. The 
proposal was to cancel the commodity rates from all non-pro- 
ducing points and allow the fifth class rates to apply. Protests 
alone were made by the two Virginia ports. 

The cancellation was proposed, the report said, “account no 
movement of the traffic.’ Although that was assigned as the 
reason for the proposal, the report said it was developed at the 
hearing that one of the principal reasons for the proposed in- 
crease was a prospective movement. The prospective move- 
ment, it said, was of imported quebracho through the protesting 
ports. 

Error in tariff publication was assigned as the reason for 
desiring to cut out the rates under consideration. The Chesa- 
peake & Ohio assumed the burden of defending the proposal. 
That carrier pointed out that although the existing tariff named 
commodity rates on tanning extracts from points on its line, and 
on the Norfolk & Western and Virginian, the rates from Nor- 
folk did not apply via the lines other than those of the Chesa- 
peake. It urged there was no more reason for establishing 
commodity rates from non-producing points on its line than from 
similar points on other lines. It said that a request from the 
Norfolk & Western and the Virginian to their tariff publishing 
agent, who was also the general freight agent of the Chesa- 
peake & Ohio, to establish these commodity rates from Norfolk 
on their account, led to the discovery of the so-called tariff error. 
Their request, the Chesapeake & Ohio said, was made because 
of a prospective movement of imported quebraco through Nor- 
folk. The Chesapeake & Ohio said the only prospective move- 
ment of tanning extract from the ports was quebracho, which 
was specifically provided for in Official Classification under a 
separate description and which, therefore, might not move at 
commodity rates applying on “tanning extract.” The Commis- 
sion report, however, said quebraco extract, admittedly, was a 
tanning extract and was properly entitled to the specific com- 
modity rates provided for that commodity. 

Tanners protested the proposed rates, claiming that no 
commodity having such desirable transportation characteristics 
as tanning extract moved under class rates from Norfolk and 
Newport News to points in central territory. 

The Commission pointed out that the carriers maintained 
a rate of 44 cents from Helen, Ga., to Chicago. It said the 
proposed rate from the Virginia ports to Chicago was 51.5 cents. 
It then pointed out that the routing from Helen was unrestricted, 
making it possible for shipments from Helen to Chicago to move 
‘through Norfolk and Newport News and thereby create an un- 
authorized fourth section departure. In conclusion the report 
said: 


Quebracho extract is not generally imported by the tanners 
but is purchased by them at the ports, they bearing charges there- 
from. Many tanneries in the destination territory use the imported 
extract. The logical ports of entry for this traffic are said to be 
Norfolk and Newport News and protestants have decided to insist 
upon future deliveries through these ports, provided the commodity 
rates here in issue are not canceled. In answer to respondent’s 
statement that the fifth-class rates apply from the port of New 
York to destinations in central terriory respondents state that they 
have been negotiating with the trunk lines for some time with a view 


to having commodity rates established from that port to central 
territory. 


We find that the suspended schedules have not been justified. 


An order will be entered requiring their cancellation and discon- 
tinuing this proceeding. 


OKLAHOMA GRAIN CASES ORDER 


The Commission has made a second amendatory effort, in 
No. 12244, Corporation Commission of Oklahoma vs. Abilene & 
Southern et al.; No. 13406, Corporation Commission of Oklahoma 
vs. Arkansas Railroad et al.; No. 13518, Federal Grain Co. et 
al. vs. Atchison, Topeka & Santa Fe et al.; and No. 14321, Adkins 
Hay & Feed Co. et al. vs. Atchison, Topeka & Santa Fe et al., 
known as the Oklahoma grain cases, to put out an order that 
will accomplish what it desires. The first effort resulted in an 
order published in The Traffic World September 19, p. 628. 

Apparently the desire of the Commission, in both instances, 
was to permit the carriers, temporarily, to comply with its di- 
rection as to the sort of rates needed to put the grain rate struc- 
ture upon a proper basis, by using the mileage scales instead 
of checking in specific rates, so as to bring the new basis into 
working order by October 12, and then, in not more than two 
































































































































































































































































































































































































































months, have the scales displaced by specific rates. The second 
effort resulted in the following: 


Upon further consideration of the record in the above-entitled 
proceedings, and good cause therefor appearing, 

It is ordered, That the order heretofore entered in said proceed- 
ing on Juiy 6, 1925, as since amended, be, and it is hereby, further 
amended so as to authorize the rates prescribed therein to be tem- 
porarily established, on or before October 12, 1925, by publication 
of the prescribed distance scales, upon not less than 5 days’ notice 
in the manner prescribed in section 6 of the interstate commerce 


act, for application from and to the points of origin and destination 
designated in said order. 


It is further ordered, That specific rates, respectively based upon 
and conforming to the prescribed distance scales, be duly established 
within not to exceed 60 days from and after October 12, 1925, upon 
not less than 15 days’ notice as aforesaid, for application from and 
to said points, and that thereupon the said distance scales be can- 
celled in respect of such application. 


It is fyrther ordered, That in all other respects the aforesaid or- 
der, as since amended, shall continue in full force and effect. 


COMMISSION ORDERS 


Wick H. Strother, vice-president, Commercial Bank of Gray- 
son, Ky., and other petitioners named in petition have been per. 
mitted to intervene in Finance No. 4966, in the matter of the 
application of the Eastern Kentucky Ry. Co., by its receiver, 
Sturgis G. Bates, for a certificate of public convenience and ne- 
cessity, under paragraph 18, section 1, of the interstate com- 
merce act, as amended, for permission to abandon its entire line 
of railway. 

Fox and Godding and Swift & Company have been permitted 
to intervene in No. 16773, American Fruit Growers, Inc., of Illi- 
nois et al. vs. A. & R. R. R. Co. et al. 

Wisconsin Traffic Association has been permitted to inter- 
vene in No. 16226 and Sub-Nos. 1 and 2, Omaha Chamber of 
Commerce Traffic Bureau vs. A. & R. R. R. Co. et al. 


The Traffic Bureau, Davenport Chamber of Commerce, has 
been permitted to interevne in No. 16226, Omaha Chamber of 
Commerce Traffic Bureau vs. A. & R. R. R. Co. et al. 


The Central States Millers’ Association has been permitted 
to intervene in No. 16226, Omaha Chamber of Commerce, Traffic 
Bureau vs. A. & R. R. R. Co. et al., and No. 16913, the Chamber 


of Commerce of Kansas City, Mo., et al. vs. A. & R. R. R. Co. 
et al. 


The Traffic Bureau, Winona Association of Commerce, Inc., 
has been permitted to intervene in No. 16226, Sub-No. 2, vs. A. 
& R. R. R. Co. et al 

The Commission has permitted the Wisconsin Traffic Asso- 
ciation to intervene in No 16913, the Chamber of Commerce of 
Kansas City, Mo., et al. vs. A. & R. R. R. Co. et al. 

Frank Andrews has been permitted to intervene in No. 16990, 
Mirabal Motor Co. vs. Mich. Cent. R. R. Co. et al. 

The petition in No. 13413, in the matter of automatic train 
control devices, filed by the New Central Lines on July 24, 1925, 
for the omission of the Pittsburgh & Lake Erie R. R. Co. and 
the Boston & Albany R. R. from the provisions of the order of 
January 14, 1924, is granted, in so far as the Pittsburgh & Lake 
Erie R. R. Co. is concerned, and is denied in so far as the Boston 
& Albany R. R. is concerned. 

The Atchison, Topeka & Santa Fe Railway Company has 
been permitted to intervene in Finance No. 5008, in the matter 
of application of Southern Pacific Company for authority to ac- 
quire control of Central California Traction Company by stock 
ownership under paragraph 2 of section 5 of the interstate com- 
merce act, as amended. 

Defendants’ application for an extension of 60 days from 
August 25, 1925, in No. 13535, Corporation Commission of Okla- 
homa vs. A. & R. R. R. Co. et al., and related cases, within 
which to file in said record certain freight traffic statistics 
heretofore authorized to be so filed on or before said date is 
denied. 

The report entered in No. 15926, G. G. Roudebush vs. Santa 
Fe et al., on February 19, is amended by striking out the last 
paragraph on page 321 thereof, and substituting the following: 
“We further find that complainant and interveners made ship- 
ments as described, and paid and bore the charges thereon; 
that they have been damaged thereby in the amount of the dif- 
ference between the charges paid and those which would have 
accrued upon the basis herein found reasonable; and that they 
are entitled to reparation with interest. Complainant and inter- 
veners should comply with rule V of our Rules of Practice. An 
appropriate order for the future will be entered.” 

Kelly Brothers Company, McCord-Stewart Company, J. E. 
Raley & Brother, L. W. Rogers Company, Schoen Brothers, and 
White Provision Company have been permitted to intervene in 
No. 17117, Hudson & Thompson et al. vs. N. I. & N. R. R. Co. 
et al. 

Trustees Corporation, Limited, Sir George Alexander Touche, 
Sir John S. Harmood Banner, Donald Carmichael Haldeman, 
William Sanford Poole and Philip Debell Tuckett have been 
permitted to intervene in Finance No. 4826, in the matter of 
the application of the Kansas City, Mexico & Orient Railroad 
Company for authority: (a) To assume and agree to pay notes 
of William T. Kemper, receiver of the Kansas City, Mexico & 
Orient Railroad Company, to the Secretary of the Treasury of 
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the United States; and (b) to issue and dispose of its capita) 
stock. 

The Commission has permitted the Chesapeake Western 
Railway to intervene in Finance No. 4943, in the matter of ap. 
plication. of Norfolk. & Western Railway Company to acquire 
control by lease of the Virginian Railway Company. 

The Missouri Pacific Railroad Company, New Orleans, Texas 
& Mexico Railway Company, and St. Louis, Brownsville & Mex. 
ico Railway Company have been permitted to intervene in Fj. 
nance No. 5005, in the matter of the application of the San 
Antonio & Aransas Pass Railway Company for a certificate of 
public convenience and necessity for the construction of an 
extension or branch of its existing line of railroad and of the 
proposed line of railroad covered by its application filed under 
the Commission’s Finance Docket No. 4823. 

The Commission has denied the petition of the Western 
Union Telegraph Company for intervention in Valuation No. 578, 
in re valuation of the Arcade & Attica Railroad Corporation. 

The petition of the Western Union Telegraph Company for 
permission to intervene in Valuation No. 579, Panhandle & Santa 
Fe Ry. Co. vs. the Pecos River R. R. Co., is granted. 


SUSPENDED TARIFFS 


In I. and S. No. 2511, the Commission has suspended from 
September 22 until January 20 schedules as published in the 
Alabama & Vicksburg I. C. C. No. A-204. The suspended sched- 
ules propose to restrict the transit privileges on grain and grain 
products at Jackson, Miss., so that these privileges will no 
longer be available in connection with shipments moving from 
or via the Ohio and Mississippi river crossings to destinations 
in the Carolina and southeastern territories, except when through 
rates are made on combination basis over A. & V. Ry. stations. 

In I. and S. No. 2512, the Commission has suspended from 
September 22 until January 20 schedules as published in supple- 
ments Nos. 14, 15 and 16 to Pennsylvania GO-I. C. C. No. 14214. 
The suspended schedules propose to increase the rates on pe- 
troleum and petroleum products, carloads, from Rochester, 
N. Y., to points in Delaware and Maryland on the Delaware 
division of the Pennsylvania Railroad. The following is illus- 
trative: 


From Rochester, N. Y., to Vandyke, Del., present 33, proposed 34; 
Kenton, Del., present 33, proposed 34; Centreville, Md., present 33, 
proposed 34; Oxford, Md., present 33, proposed 34. 


ASK FOR MODIFICATION OF ORDER 


The Traffic World Washington Bureau 


The Somerset County Coal Operators’ Association and the 
Central Pennsylvania Coal Producers’ Association have asked 
the Commission to modify its order in No. 15006, the anthracite 
investigation, in substantially the same way the Pennsylvania 
and other carriers asked for modification. They said the Com- 
mission might have been influenced by the imminence of the 
hard coal strike in the making of its order of July 22 so that 
the order might be regarded as an emergency provision only 
to take care of a possible fuel shortage that might arise in 
the middle Atlantic and New England states in the event of a 
prolonged strike in the anthracite field. They suggested there- 
fore that the proposed rates should be withdrawn as soon as 
the emergency for which provision had been made ceased 
to exist. 

The petitioners pointed out that literal obedience would 
require the creation of four section departures for which there 
was no authority. They asked for the elimination of all destina- 
tions south of New England. They said that should the Com- 
mission refuse to do any of those things it should make a rate 
to Baltimore of not less than $3.94 so as to put into effect at 
that point a basis $1.10 higher than the rate from Clearfield. 
Washington has a rate from the New River field of $2.84 which, 
on account of the conflict between the Pennsylvania and the 
Baltimore & Ohio, is blanketed for a considerable distance north 
of Washington. By putting Baltimore on the basis of $1.10 above 
Clearfield that blanket would be reduced in size and leave some 
of the territory now subject to the $2.84 rate to the influence of 
the Clearfield adjustment. The Commission prescribed a rate 
of $3.45 to Baltimore from the New River field. 

The petitioners pointed out in their application for modifi- 
cation that the mines for which they were speaking had a daily 
capacity of 38,860 tons, ample, in their estimation, to take care 
of the middle Atlantic and New England territory. 


CONFERENCE ON LUMBER RATES ; 

A joint conference of shippers and carriers regarding revl- 

sion of rates on lumber from Cairo, Memphis, and Southwestern 

territory to Missouri River points and related points in Iowa, 

Missouri, Kansas, Nebraska, etc., will be held in the office of 

the Southwestern Freight Bureau, Century Building, St. Louis, 
Mo., at 10 a. m. Tuesday, September 29. 


MODIFIED PROCEDURE DOCKET 
It has been decided to withdraw Docket No. 17117, Hudson 
& Thompson et al. vs. New Iberia & Northern R. R. et al., from 
the modified procedure docket. This case will be set for hear- 
ing in regular course. 
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RATES ON PICKLES IN BRINE 


Attorney-Examiner William A. Disque, in a proposed report 
in No. 15452, Harbauer Company vs. Ann Arbor et al., has rec- 
ommended a finding that rates on pickles, in brine, in carloads, 
from points in Ohio, Indiana, and Michigan to Toledo, O., are 
not unreasonable or unjustly discriminatory, but that they are 
and for the future will be unduly prejudicial in that they are on 
the fifth class basis, while lower rates apply to Chicago and 
Michigan points. He said there was no such proof respecting 
damage as the law required in cases involving undue prejudice 
to support an award of reparation. 

Complainant, according to the report, buys its raw pickles 
and sell its finished products in competition with other com- 
panies whose principal plants are located at Chicago and several 
points in central and southern Michigan, among them being 
Alma, Lansing, Holland and Saginaw. These competitors of 
complainant, Mr. Disque said, were favored with much lower 
rates on their pickles in brine than was complainant, and .that 
transportation conditions throughout the territory involved were 
substantially the same. Libby, McNeill & Libby, engaged in the 
manufacture of pickles and similar products at Alma, Mich., in- 
tervened and opposed the granting of any relief that might re- 
sult in increasing the rates to Alma. 

Commodity rates lower than fifth class, the rates charged 
on complainant’s shipments, apply from certain salting stations 
in Michigan to the Michigan plants of complainant’s competitors, 
according to the report. Mr. Disque said commodity rates had 
been maintained from and to these points for some years and 
that they were established so that the total of the inbound and 
outbound charges would be less burdensome on the Michigan 
picklers and permit sale of their products at important markets 
in competition with the pickles produced nearer the markets. 
To many important points the total of the rates in and out of 
Alma, even under the present adjustment, is greater than the 
total of the rates for similar distances in and out of Toledo, 
according to the report. To obtain the benefit of commodity 
rates to the Michigan points the pickles must move in and out 
over the same line. In other words, Mr. Disque said, it was a 
transit proposition, adding, however, that most of the traffic to 
the Michigan points moved on fifth class rates except for the 
traffic handled by the Pere Marquette. 

In Catsup, Cider, Pickles and Kraut, 81 I. C. C. 212, the Pere 
Marquette proposed to cancel its commodity rates to Chicago 
and to apply the fifth class rates instead, but the proposal was 
found not justified, Mr. Disque said. Subsequently, the parties 
interested compromised on sixth class rates and that basis is 
now obserbed, according to the report. The Pere Marquette is 
the only defendant which handles a large proportion of its 
pickle traffic at commodity rates and the movement at com- 
modity rates by the other defendants is negligible, according to 
the report. 

Before this proceeding was instituted, according to the re- 
port, complainant approached the Michigan lines with a request 
for reductions. These carriers favored the establishment of 
lower rates, but were out-voted by the central territory lines as 
a whole, apparently because it was feared that a departure from 
the fifth class basis would spread throughout the territory, Mr. 
Disque said. 


BLACKSTRAP MOLASSES, ETC. 


Dismissal of the complaint in No. 16853, Federal Products 
Company vs. Illinois Central et al., has been recommended by 
Examiner Harry C. Ames on a proposed finding that through 
charges on shipments of blackstrap molasses from New Orleans 
and points taking the same rates to Cincinnati, there converted 
into denatured alcohol and reshipped as such to interstate des- 
tinations, are not unduly prejudicial or otherwise unlawful. 

The rates assailed were alleged to be unreasonable and, as 
compared with the through rates contemporaneously maintained 
from the same points to and from Peoria and Pekin, Ill., unjustly 
discriminatory and unduly prejudicial. The examiner said no 
evidence was introduced bearing upon the unreasonableness per 
se of the rates nor upon the issue of unjust discrimination. He 
said the gist of the case was the relationship as between the 
through charges on blackstrap molasses in and alcohol out when 
the distilling was performed at Cincinnati on the one hand and 
Pekin on the other hand. 

The examiner said the joint rates from New Orleans to the 
important consuming territories on both blackstrap molas- 
ses and alcohol were the same via Pekin and Cincinnati, but 
that to the same territory of consumption the full combinations 
of locals would be materially higher through Pekin. He said 
the same conditions applied as between Pekin and distilleries 
at other eastern points and in order to alleviate this rate dis- 
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advantage transit arrangements were established at Peoria and 
Pekin by the Chicago & Alton on October 4, 1922, and by the 
Illinois Central on November 7, 1922. Complainant seeks the 
establishment of similar arrangements at Cincinnati. 

The examiner said if the same transit arrangement in effect 
at Pekin were established at Cincinnati, Cincinnati would have 
an advantage of 12.5 cents in cost of wastage in every instance 
over Pekin. He also said that Cincinnati now had an advantage 
over Pekin in the rates of 9 of 13 destinations set forth in a 
table in the report. Taking up the question of undue prejudice, 
the examiner said: 


The tariff of the Illinois Central providing for transit service at 
Pekin is not concurred in by any of the lines serving the destina- 
tion territory therein indicated. Although various lines, including 
the Cleveland, Cincinnati, Chicago & St. Louis, hereinafter alled 
the Big Four, may participate in all or a portion of the haul of 
the finished product to its final destination they do so on basis of 
their usual proportions of the through rate on alcohol from point 
of origin to final destination as they would in any instance where 
they received shipments of alcohol from the Illinois Central or other 
connections. The Supreme Court of the United States has held that 
a line which participates in a joint rate is not guilty of undue 
prejudice in failing to accord a transit service at a point on its line 
merely because another carrier party to the same joint rate does 
accord transit service. Central R. R. Co. vs. United States, 257 U. 
S. 247. In view, of that decision the Big Four, which is the only 
defendant serving both Pekin and Cincinnati, could not be found 
guilty of undue prejudice. The record shows that it does not grant 
a similar transit privilege at any point on its lines. The lines which 
serve Cincinnati in respect of traffic from New Orleans, such as 
the Louisville & Nashville and the Southern, do not reach Pekin with 
their own rails and had no voice in the establishment of the transit 
arrangements at that point. Conversely the Illinois Central, which 
serves Pekin, does not serve Cincinnati and it would be powerless to 
remove the alleged undue prejudice by establishment of a similar 
arrangement at Cincinnati. The Chicago & Alton, not named as a 
defendant, accords the same transit service at Pekin that is ac- 
corded by the Illinois Central. An order against the defendants 
named, even if sound in law and if complied with by cancellation 
of the Illinois Central transit service at Pekin, would leave the Chi- 


cago & Alton free to continue the alleged advantageous treatment 
of that point. 


RATES ON DRESSED POULTRY, ETC. 


In a proposed report on No. 16400, National Poultry, Butter 
& Egg Association vs. American Railway Express Company et al., 
Attorney-Examiner William B. Hunter has recommended that 
the Commission find that the presented interstate commodity 
rates, applicable to dressed poultry and dead rabbits, in straight 
or mixed carloads or in mixed carloads with butter and, or, eggs, 
will be for the future unreasonable to the extent that they may 
respectively exceed the rates in effect on Oct. 12, 1920, from 
and to the same points, and that reparation be denied. 

Complainant alleged that, prior to June 21, 1924, dressed 
poultry and dead rabbits in straight or mixed carloads or in 
mixed carloads with butter, and, or, eggs, were generally trans- 
ported by express or in passenger train service at rates which 
did not exceed the rates charged on butter and eggs in straight 
or mixed carloads; that effective June 21, 1924, the express rates 
on butter and eggs were reduced to the basis in effect on Oct. 
12, 1920; that no corresponding reduction was made in the rates 
on dressed poultry and dead rabbits; and that the rates published 
in certain tariffs on dressed poultry and dead rabbits in straight 
or mixed carloads or in mixed carloads with butter and, or, eggs, 
were unreasonable. Rates for the future and reparation were 
sought. Swift & Company and Fargo Creamery & Produce 
Company intervened. 

The report pointed out that, in Express Rates, 1922, 83 
I. C. C. 606, and 89 I. C. C. 297, the order of May 17, 1924, which 
was effective June 21, 1924, required defendants to establish 
and apply “to the interstate transportation of fruits, berries, 
vegetables, butter and eggs, in carloads, by express, within and 
between the several express-rate zones, in so far as commodity 
rates are now applicable thereto, rates which shall not exceed 
those in effect on Oct. 12, 1920, from and to the same points.” 
Complainant and interveners asked for an order to the same 
effect on dressed poultry and dead rabbits, which, the report 
said, would make a reduction of 10.7 per cent wherever a com- 
modity rate was in effect on Oct. 12, 1920. Prior to the above 
order, the report continued, butter, eggs and dressed poultry 
took the same commodity rate in practically all instances. 

“Dressed poultry is a product of the farm, and in this con- 
nection complainant cites the joint resolution of Congress, ap- 
proved Jan. 30, 1925, called the Hoch-Smith resolution,” Mr. 
Hunter said. F 

In Butter, Eggs, Dairy Products and Poultry, 96 I. C. C. 
19, he continued, the Commission found a maximum scale of 
rates which applied the same rates on butter, eggs and dressed 
poultry and commented favorably on the “equalization of rates 
on each of these three commodities.” He added that the present 
record contained no evidence that express rates on dressed 
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poultry should be higher than those on butter and eggs. The 
defendants’ position, he said, was that the reduced rates on 
butter and eggs were not conclusive evidence that a correspond- 
ing reduction should be made in the rates on dressed poultry, 
and that as they opposed reduction in the rates on any of 
these commodities they still opposed the proposed reduction 
on dressed poultry. 

Complainant, the report continued, showed a large number 
of comparisons of commodity rates by freight, in which that 
on dressed poultry was the same as or lower than the rate on 
butter and eggs between the same points. Mr. Hunter said no 
effort was made to dispute that point. 

Attorney-Examiner Hunter said no reparation was awarded 
in Express Rates, 1922, and that therefore reparation should be 
denied. 


RATES ON SOFT COAL 


A recommendation that the Commission find unreasonable 
and unduly prejudicial rates on bituminous coal from West 
Frankfort, West Frankfort Mine No. 18, Christopher, Christo- 
pher Mine No. 20, Johnston City and Buckner, Ill., to points in 
Indiana on the C. C. C. & St. L., and prescribe rates for the 
future has been made by Examiner Thomas E. Pyne in a pro- 
posed report in No. 15575, Old Ben Coal Corporation vs. C. C. C. 
& St. L. et al. Complainant alleged that the rates on coal from 
certain of its mines in the southern Illinois field to points in 
Indiana on the C. C. C. & St. L. were unreasonable and unduly 
prejudicial of complainant, its locality, and its coal traffic, and 
preferential of complainant’s competitors in the so-called Harris- 
burg group and elsewhere. Indiana Coal Traffic Bureau, O’Gara 
Coal Company and J. K. Dering Coal Company intervened in 
opposition to complainant. 

Complainant asked the Commission to prescribe reasonable 
and non-prejudicial rates for the future not to exceed those from 
the Harrisburg group to the same destinations. Examiner Pyne 
said numerous comparisons of record amply established the un- 
reasonableness of the rates assailed and the propriety of the 
adjustment sought by complainant. He said the Commission 
should find the rates assailed unreasonable and unduly preju- 
dicial to complainant to the extent that they exceeded the rates 
from Harrisburg, Ill., and points grouped therewith, to the same 
destinations. 


RATES ON LUMBER 


Examiner David T. Copenhafer has recommended dismissal 
of the complaint in No. 16077, Adams & Kelly Company et al. 
vs. Santa Fe et al., on a proposed finding that rates charged for 
the transportation of lumber from points in Washington, Oregon, 
Idaho, Montana and British Columbia to Lincoln and Omaha, 
Neb., and other points in Nebraska, Kansas, Missouri, Iowa and 
South Dakota, in the period July 1 to September 11, 1922, were 
not unreasonable. The report also embraces No. 16146, Bluff 
City Lumber & Coal Company et al. vs. Santa Fe et al. (Sub-No. 
1), Wheeler Lumber Bridge & Supply Company vs. Same, and 
No. 16253, Clark Lumber Company et al. vs. C. B. & Q. et al. 
Complainants attacked the rates as unjust and unreasonable to 
the extent that they exceeded rates established effective Sep- 
tember 11, 1922. Reparation was sought. 


RATES ON BULL-WHEEL ARMS, ETC. 


An award of reparation and prescription of rates for the 
future have been recommended by Examiner Burton Fuller in a 
proposed report in No. 16005, Marion Machine, Foundry & Sup- 
ply Company vs. Pennsylvania et al., on a finding that rates 
applicable on wooden bull-wheel arms, cants and pins, in car- 
loads, from Tulsa, Okla., to Scottdale, Pa., were and are unrea- 
sonable. He said the Commission should find that the rate from 
Tulsa to Scottdale was, is and for the future will be, unreason- 
able to the extent that it exceeds or may exceed 56.5 cents, 
minimum 34,000 pounds per car, prior to July 1, 1923, and 48 
cents thereafter. 


RATE ON WET WOOD PULP 


Attorney-Examiner William B. Hunter has recommended dis- 
missal of the complaint in No. 16421, Consolidated Water Power 
& Paper Company et al. vs. Canadian National Railways et al., 
on a proposed finding that a joint rate of 29 cents on wet wood 
pulp from Port Arthur, Ont., to Wisconsin Rapids and Biron, 
Wis., is not unreasonable. 


RATES ON EVAPORATED MILK 


Examiner A. S. Worthington has recommended dismissal of 
the complaint in No. 16417, Helvetia Milk Condensing Company 
vs. Santa Fe et al., on a proposed finding that rates on evap- 
orated milk, in carloads, from Lamar, Colo., to Dawson, N. M., 
were not unreasonable or otherwise unlawful. Complainant al- 
leged that the rates charged on nine carloads of evaporated milk 
from Lamar to Dawson, in the period between May 21, 1921, and 
June 29, 1923, both inclusive, were unreasonable, unjustly dis- 
criminatory and unduly prejudicial to the extent that they ex- 
ceeded the rates contemporaneously applicable from Pueblo, 
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Colo., to Dawson. The examiner said the present rate of 79 
cents from Lamar yielded earnings that did not compare yp. 
favorably with those on similar traffic in the territory considereq. 
A rate of 80.5 cents was charged on shipments that moved prior 
to July 29, 1922. 


RATE ON SAND APPROVED 


A rate of 88 cents per ton on sand from Michigan City, Ind, 
to points in the Chicago switching district not on the Michigan 
Central, is not unreasonable or unduly prejudicial, says Attorney- 
Examiner William B. Hunter in a proposed report recommending 
dismissal of the complaint in No. 16429, John N. Bos Sand Com. 
pany et al. vs. Santa Fe et al. Complainants contended that the 
88-cent rate was unreasonable to the extent that it exceeded 84 
cents. 


RATES ON CRUSHED STONE 


In a proposed report in No. 16638, Raleigh Freight Traffic 
Bureau vs. Atlantic Coast Line et al., Examiner M. W. Knowlton 
has recommended a finding that rates on crushed stone from 
Columbia, S. C., to Wilford and Edwards, N. C., were not and 
are not unreasonable, but that applicable rates from Columbia 
to Deans Siding, N. C., were unreasonable to the extent that they 
exceeded $1.89 per ton, the rate contemporaneously applicable 
to Edwards. He said undercharges to the basis of the rate 
found reasonable on the shipments to Deans Siding should be 
waived by defendants. 








FAILURE TO EFFECT DIVERSION 


Failure of the Norfolk & Western to effect diversions resulted 
in collection of unreasonable charges on a carload of ground 
peanut hulls from Suffolk, Va., to Granite City, Ill., reconsigned 
to Steubenville, O., and reparation should be awarded, Examiner 
W. A. Hill has found in a proposed report in No. 16706, New- 
some Feed & Grain Company vs. C. C. C. & St. L. et al. The 
car, according to the report, left Suffolk on the evening ofr Fri- 
day, August 31, 1923, and arrived at Roanoke, Va., at 4:10 pb. m. 
the next day. At about 1:45 p. m. that day, complainaat di- 
rected defendant’s agent at Suffolk to divert the car to Steuben- 
ville. The car went on to Granite City. Complainant contended 
that if the diversion order had been complied with a joint rate 
of 22.5 cents from Suffolk to Steubenville would have applied. 
The examiner found that reparation should be made to the basis 
of 22.5 cents and a diversion charge of $2.70. 


REPARATION ON CASH BOXES 

An award of reparation has been recommended by Attorney- 
Examiner William B. Hunter in No. 16446, Horder’s, Incorpo- 
rated, vs. Canada Atlantic Transit Company of the United 
States et al., on a proposed finding that the double first class rate 
charged on boxes, iron, steel or tin, sometimes called cash or 
document boxes, from Middlefield, Middletown and New Haven, 
Conn., and Grand Rapids, Mich., to Chicago, Ill., was inapplica- 
ble, and that the first class rate was applicable. 


WHEAT SHIPMENTS MISROUTED 

In a proposed report in No. 15826, Victor Milling Company 
vs. Missouri Pacific et al., Examiner F. M. Weaver has recom- 
mended an award of reparation on a finding that wheat origi- 
nating at points west of Kansas City, Mo., shipped therefrom 
to Oklahoma City, Okla., milled in transit at Marshall, Mo., were 
misrouted. He said the Commission should find that, in the ab- 
sence of routing instructions to the contrary in the governing 
tariff, a rate of 29.5 cents was applicable from Kansas City to 
Oklahoma City via Kirkwood and Carondelet, Mo., and Argenta, 
Ark., referred to as the St. Louis route, and that the Missouri 
Pacific was guilty of misrouting because of its failure to forward 
the shipments beyond Marshall over the St. Louis route. He 
said the Commission should further find that the complainant 
was entitled to reparation in the sum of the difference between 
the charges based on the rate assessed of 54.5 cents and the 
rate of 29.5 cents on the cars reshipped from Kansas City and 
29.5 cents plus the proportional rate of 5.5 cents on the cars 
reshipped from Leavenworth, found applicable over the St. Louis 
route. 


CHARGES ON WHEAT BRAN, ETC. 


Dismissal of the complaint in No. 16656, Hogan Brothers 
vs. C. B. & Q. et al., has been recommended by Examiner J. F. 
Eshelman on a proposed finding that freight, demurrage and re- 
consignment charges collected on a carload shipment of wheat 
bran and wheat shorts originating at Wray, Colo., and reshipped 
November 20, 1924, from Kansas City, Mo., to Atlanta, Ga., were 
not unlawful. 


RATE ON CURTAIN POLES, ETC. 

Examiner Myron Witters, in a proposed report in No. 16474, 
Lumberton Broom & Mop Handle Factory vs. New Orleans & 
Northeastern, has recommended a finding that the rate of 15 

(Continued on page 716) 


— 


reacts OL. rem 


my 


om — -— Mm et me 


a 2k se ce 2 See 6 ee eee 





70 


d. 
or 


an 
By- 
ng 
m- 
he 


ffic 
ion 
om 
ind 
bia 
ley 
ble 
ate 


ted 
ind 
ned 
ner 
ew- 
rhe 
Fri- 


di- 
en- 
ded 
‘ate 
ied, 
Asis 


ney- 
rpo- 
ited 
rate 
1 or 
ven, 
lica- 


hers 
;. &. 
i re- 
heat 
pped 
were 


5474, 
is & 
f 15 


September 26, 1925 


EASTERN CLASS RATE HEARINGS 


Discrimination as between shippers and receivers of freight 
in New England territory on the one hand and those in Central 
Freight Association on the other, with preference to those in 
New England, was pointed out by C. E. Hochstedler, secretary 
of the shippers steering committee, C. F. A. territory, who 
occupied the stand at the opening, in Chicago, of the con- 
tinued hearing in the eastern class rate investigation, before 
Commissioner Eastman and Examiner Hosmer, September 21. 
The witness introduced a number of exhibits comparing the 
present rates and those proposed and emphasized in every in- 
stance that the rates eastbound were higher than those west- 
pound and that this undue prejudice to the shippers in C. F. A. 
territory was intensified under the proposed adjustment. 

He began his testimony by giving the history of the life 
of the steering committee, showing how it was formed fol- 
lowing the conferences of shippers in the fall of 1924. Then 
he introduced as an exhibit the report of the shippers, adopted 
Nov. 14, 1924, opposing the revision of class rates between 
points in C. F. A. territory, on the one hand, and points east, on 
the other, in which they said that the carriers’ proposals of a 
basic scale between Chicago and New York, starting with $1.61 
first class, Was unwarranted and without justification. That 
report maintained that, under present conditions, a general 
increase in class rates was not justified; that the present inter- 
territorial rates, judged by the intraterritorial scales proposed in 
the same proceeding, were generally higher; that, although the 
carriers made the plea of harmonization as between the two, 
the fact was that harmonization was confined to the relation- 
ship of the lower classes to first class, and there should be 
more harmonization between the interterritorial or overhead 
rates, and those within the territories; that the proposal ignored 
the principle of the degree of progression decreasing as the 
distance increased, transportation conditions being equal; that 
the proposed rates approximated Eastern Trunk Line Scale 
Number 3, applicable in a region where traffic density was very 
light; that the proposed rates were relatively higher than those 
under C. F. A. Zone B, C, and D, scales which represented the 
carriers’ judgment as to what should be the rates in the high- 
est rated portions of C. F. A. territory; that, despite the pro- 
posed increases, service in the territory had deteriorated—for 
example, the Chicago to New York service under the old 75- 
hour service was sixty hours, while the service today was 84 
hours; that the only justification the carriers had for the pro- 
posed changes was an attempt to bring class rates into conform- 
ity with the fourth section, but the proposal did not accomplish 
that; and that the practice of carrying different bases of rates 


east and west bound, according to all indications, was to be 
continued. 


Mr. Hochstedler read that statement adopted by the ship- 
pers and said that the number of commercial interests be rep- 
resented as secretary of the steering committee was about 1,000 
and that, in all the time since the opposition statement was 
adopted and circulated, he had heard no objection to it coming 
from any shipper in the territory. He went on to say that the 
purpose of the statement had been to have the carriers with- 
draw their proposal and to confer with the shippers on a further 
proposition, but that no more conferences were ever held and 
that Mr. Collyer, as Exhibit 88, presented the same proposal 


for revision of class rates that had been submitted to the ship- 
pers in the fall of 1924. 


He said that, with a view to bringing out the lack of har- 
mony in rate levels, he would introduce a series of exhibits, and 
it was the opinion of the shippers that harmony ought to prevail 
between the levels of rates as well as between the classes. He 
submitted a chart and rate statement showing comparisons of 
the present and proposed first class rates between Chicago and 
representative eastern basing points, indicating the relation of 
these rates to the rresent C. F. A. Zone A scale, extended, and 
the proposed Trunk Line Scale No. 1, extended. 


The eastern basing points used in the exhibit were Pitts- 
burgh, Buffalo, Rochester, Cumberland, Syracuse, Williamsport, 
Pa., Utica, Roanoke, Scranton, Baltimore, Albany, Philadelphia, 
Richmond, Va., New York, Norfolk and Boston. He dealt with 
each of the points in the same fashion, bringing out the irregu- 
larities of relationship. An example of his illustration is Syra- 
cuse, N. Y. He said that the present westbound rate from 
Syracuse to Chicago was 991% cents, or 10 cents less than the 
westbound rate from Cumberland, notwithstanding the fact that 
the distance to Cumberland was 39 miles further. The Syracuse 
rate, he said, was 14% cents below the C, F. A. Zone A scale and 
19% cents below the proposed Trunk Line scale No. 1. 

The proposed rate westbound from Cumberland, he pointed 
out, was $1.22% cents, or an increase of 23 per cent, and 8 per 
cent higher than the C. F. A. Zone A scale, and 3 per cent higher 
than Trunk Line scale No. 1. 

He said the present eastbound rate from Chicago to Syra- 
cuse was $1.131%4 cents, the same as the rate eastbound to 
Cumberland, though the distance to the latter was 39 miles 
further, but that the eastbound rate was 14 cents in excess of 
the westbound rate from Syracuse. The proposed eastbound 
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rate was $1.29, or 6% cents in excess of the proposed west- 
bound rate. 

He went on to show the relationships in that fashion for 
each of the 14 basing points and said it was found that the 
present eastbound rates from Chicago in 11 of the 14 in- 
stances were higher than would result from the application of 
the C. F. A. Zone A scale for the distances involved, the excess 
ranging from 3 cents at Cumberland to 23 cents at Williams- 
port, while, to the remaining three points, the application of 
the extended C. F. A. scale for Zone A exceed the present rates 
by amounts ranging from % cent to 4% cents. On the whole, 
he said, the present eastbound rates averaged eight cents a 
hundred in excess of the extended C. F. A. Zone A scale. On 
the rates westbound, he said, the situation was different, due 
to the lower basis observed. Of the 14 points, the rates from 
10 were lower than would result from application of the Zone 
A scale for involved distances, the average of the rates from the 
14 points being 4.2 cents lower. 

With regard to the proposed rates eastbound, he said that, 
in every instance, they exceeded the rates to be obtained by 
applying the Zone A scale for the distances involved, while from 
the 14 points westbound the proposed rates in seven instances 
exceeded the rates resulting from the application of the Zone 
A scale. He continued, in part, as follows: 


On the whole, the proposed eastbound rates exceed the rates re- 
sulting from the application of the extended C. F. A. Zone ‘‘D’’ Scale 
by an average amount of 14.2 cents, while the proposed westbound 
rates exceed the rates resulting from the application of the extended 
Cc. F. A. Zone *‘D” Scale by an average amount of 2.4 cents. The 
average of the proposed eastbound and westbound rates is $1.451, 
while the average rate under the extended C. F. A. Zone ‘“‘D” Scale 
for the distances involved was $1.368, reflecting a difference of 8.3 
cents, thus clearly substantiating the alle-ation of the interested 
receivers, shippers and commercial organizations, as contained in 
the Nov. 13, 1924, statement, and which has not been answered by the 
carriers either informally or in this proceeding. 


He said the shippers’ steering committee believed that their 
showing as to first class rates was representative of the class 
adjustment as a whole, since the-carriers’ proposals, except 
where differentials were observed, contemplated the same per- 
centage relationship of the lower classes to first class. How- 
ever, in view of the stress laid by the carriers on the contem- 
plated reductions in sixth class rates, he said it was considered 
advisable to make similar comparisons for the lower classes. 
He entered further exhibits to show the relationships in the 
same fashion as he had with regard to the first class rates. 
With regard to the contention of the carriers that the reduc- 
tions in sixth class rates would offset the advances in the other 
classes, he said the increases, stated in percentages amounted 
to, first class, 13.4 per cent; second, 10 per cent; third, 14 
per cent; fourth, 20.5 per cent. The reduction on sixth class, 
he said, amounted to 5.3 per cent. He went on to say that, 
based on his own experience in C. F. A. territory, he would not 
hesitate to express the opinion that the total freight revenue 
accruing on interterritorial traffic in the territories involved, 
moving at sixth class, would not equal 3.55 per cent of the total 
freight traffic and that the reduction of 5.3 per cent in the rates 
would mean almost nothing in dollars and cents as compared 
with the increases proposed. 

In closing his testimony, he said the only thing the state- 
ment of the shippers in opposition to the proposed changes had 
to say about rates for the future was the paragraph in which 
they went on record as being in favor of continuing the group 
principle of rate making, using “fair average mileages” to estab- 
lish rates and such rates to apply between groups. He said 
further that, as a representative of the steering committee, 
speaking for shippers throughout the territory, he was not em- 
powered to say more about rates for the future, but that the 
individual commercial interests would submit their views as to 
an adjustment that would carry out the intent of the investi- 
gation. 

Commissioner Eastman asked Mr. Hochstedler whether it 
was: the complaint of the shippers that the present rates were 
too high, and the witness replied that he could not answer for 
all the shippers as to that, but he would answer it for the 
Illinois interests later. Then, with regard to the preference 
alleged in favor of the shippers westbound to the prejudice 
of those eastbound, the commissioner asked if there had been 
any complaint of that by shippers in C. F. A. territory and 
the witness said he did not know that there had been. 

Wilbur La Roe, representing various interests in New 
York state, on cross examination, asked whether the witness 
had any suggestion as to how the fourth section might be com- 
plied with in the instances involved. Mr. Hochstedler answered 
that he thought Order 8900 took care of that, and when he 
was asked how that might be applied, he answered that its 
application was not up to him. 

A few minutes later, when the witness was asked as to 
the meaning of “fair average mileage” in the statement of the 
shippers, Mr. La Roe waxed sarcastic and objected on the 
grounds that the question had something to do with the issues. 
After several more questions on the subject, Commissioner 
Eastman addressed the witness, asking if it were not true that 
he really did not know the meaning of the phrase. The witness 
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said he had his personal view, but he could not say what all 
of the shippers represented meant. 

Mr. Hochstedler next began to give direct testimony as a 
representative of Illinois commercial interests, namely, the 
Illinois Chamber of Commerce, the Illinois District Traffic League, 
the Illinois Manufacturers’ Association, the Chicago Shippers’ 
Conference, and the Chicago Association of Commerce. He 
said he would enter exhibits to supplement those he had already 
put in as to the relation between the rates from Chicago to 
the 14 eastern basing points. He used Peoria, Cairo, East St. 
Louis, Detroit, and Grand Rapids, as well as other points 
in C. F. A. territory, comparing the rates from them to the 14 
basing points used in his earlier exhibits. Before he got very 
far, Commissioner Eastman adjourned the hearing until the 
following day. 

Illinois Presents Scale 


A tentative mileage scale, the gradation of which, in the 
judgment of Illinois shippers, should be reflected in the class 
rate structure in Official Classification territory, was presented 
by Mr. Hochstedler, appearing for Illinois shippers, September 22. 

The scale starts with a rate of 35 cents for five miles and 
from that distance up to 50 miles reflects a gradation of 1% 
cents per five-mile block; 1 cent per five-mile block from 50 to 
100 miles; 1%% cents per ten-mile block from 100 miles to 200 
miles; 2 cents per 20-mile block from 200 miles to 300 miles; 
1% cents per 20-mile block from 300 to 600 miles; 1% cents 
per 25-mile block from 600 to 800 miles, and 3 cents per 50-mile 
block beyond 800 miles. 


The witness described the per cent of gradation, comparing 
it with other scales, as follows: 


Our tentative scale reflects gradation of 100 per cent for the 
first 50 miles, as does also the attorney examiner’s proposed scale 
in the Southwest and the original Central Freight Association Zone 
“A” Scale. The proposed Trunk Line Scale No. 1 reflects 100 per 
cent gradation to 40 miles only, and the scale recently prescribed 
in the Southeastern Case reflects 100 per cent gradation for the first 
75 miles. 

Our tentative scale reflects gradation equal to 6634 per cent of 
the initial gradation for the blocks from 50 miles to 100 miles and 
the same is true of the proposed Southwestern Scale. 

The Southeastern Scale reflects the same gradation for dis- 
tances from 75 miles to 100 miles, while the original C. F. A. Zone 
“*A” and the Trunk Line proposed Scale No. 1 reflects gradation for 
the mileage blocks between 50 miles and 100 miles equal to only 
50 per cent of the initial gradation. 

From 100 miles to 200 miles, our tentative scale reflects grada- 
tion equal to 50 per cent of the initial gradation, and the same is 
true of the proposed Southwestern Scale. The Southeastern Scale 
reflects 50 per cent of the initial gradation from 100 to 150 miles, 
and 33% per cent from 150 miles to 200 miles, while the Trunk 
Line proposed Scale No. 1 reflects 50 per cent of the initial grada- 
tion from 100 miles to 170 miles, and thereafter 25 per cent. 

From 200 miles to 300 miles, the gradation under our tentative 
scale is 33% per cent of the initial gradation, as compared with 41% 
per cent under the proposed Southwestern Scale, 25 per cent under 
the original C. F. A. Zone ‘‘A’”’ Scale, and the proposed Trunk Line 
Scale No. 1, while under the Southeastern Scale the gradation is 
334% per cent from 200 miles to 240 miles, and 25 per cent from 240 
miles to 300 miles. 

From 300 miles to 600 miles, the gradation of our tentative scale 
is equivalent to 25 per cent of the original gradation, which is the 
same percentage as reflected in the Southeastern Scale, the original 
C. F. A. Zone ‘‘A”’ Scale, and the proposed Trunk Line Scale No. 1, 
while under the proposed Southwestern Scale the gradation for this 
portion of the Scale is 33% per cent of the initial gradation. 

Beyond 600 miles our tentative scale reflects gradation at the 
rate of 20 per cent of the initial gradation, while under the proposed 
Southwestern Scale the percentage is 2624 per cent from 600 to 800 
miles, and 20 per cent thereafter. Under the Southeastern Scale the 
gradation is 25 per cent from 600 miles to 800 miles, and 20 per 
cent thereafter. Under the original C. F. A. Zone ‘A’? Scale, which 
only extended to 660 miles, the gradation was 25 per cent, and under 
the proposed Trunk Line Scale No. 1, which only extends to 680 
miles, the gradation is likewise 25 per cent of the initial gradation. 


Under both the present and proposed Chicago-New York scales the 
gradation is uniformly 109 per cent. 


It is interesting to observe that our tentative scale, which was 
prepared prior to the promulgation of the Commission’s decision in 
the Southern Class Rate Investigation, I. C. C. Docket 13494, pos- 
sSesses many of the characteristics of the Southern Scale. 


Mr. Hochstedler said that, constructing a mileage scale be- 
ginning with the 35-cent rate and following through the grada- 
tion, the rates would compare with those of the C. F. A. Zone 
A scale thus: At 75 miles, 6 cents in excess of the Zone A 
scale; at 100 miles, 7 cents in excess of the Zone A scale; at 
150 miles, 5 cents in excess; at 240 miles, 14% cents in excess; 
while, at 800 miles, the constructed scale would be less than 
the Zone A scale, extended, by 7 cents, and at 1,000 miles would 
be 13% cents less. He made other comparisons that brought 
out the fact that the tentative scale, while high for the short 
hauls, would be lower on the distance traffic. 


With regard to the starting rate of 35 cents, he said ship- 
pers felt that this rate might or might not be proper and they 
believed cost studies should be made by the carriers and super- 
vised by the Commission so that the minimum rate established 
should be no less than the out-of-pocket cost representing ter- 
minal expense. He pointed out that what the shippers wished 
to emphasize was the per cent of gradation in their scale. He 
said that, in the preparation of the scale, they had been influ- 
enced by the conviction that the long haul traffic via the rail 
carriers had been unduly penalized, while it should have been 
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encouraged and the volume increased, for it was the profitable 
traffic; on the other hand, the short haul traffic should be mage 
to pay its own way. He said that the taking of the short hay 
traffic by motor trucks would place the carriers in a position 
where the development of long haul traffic meant a good dea] 
to them. 

The witness said, with regard to the question of the clagsj. 
fications, that, with 12 classes to consider, it would only add to 
confusion to try to determine whether or not there should be 
more or fewer classes, and, in regard to the relationship of 
classes, he said the percentage relationship established in the 
C. F. A. class scale case had generally proved satisfactory, and, 
while the necessity of any change was deplored, in view of the 
differences now existing between the relationship of the lower 
classes to first class with respect to C. F. A. intraterritorial aq- 
justment on the one hand, and the C. F. A.-Trunk Line inter. 
territorial adjustment, on the other, and realizing that these 
relationships should, as a result of this proceeding, be harmon. 
ized to the greatest possible extent, the application of the per. 
centage relationships suggested earlier by Witness Bell for 
eastern shippers was favored. These were: 

100 per cent first class, 85 per cent, second class, 75 per 
cent rule 25, 65 per cent third class, 55 per cent rule 26, 45 per 
cent fourth class, 37 per cent fifth class, 30 per cent sixth clags, 

Before. reaching the point of offering the tentative scale, Mr. 
Hochstedler continued his portrayal of the disorder relationships 
between points in C. F. A. territory and the 14 eastern basing 
points, begun on the previous day. He entered exhibits to show 
comparisons of the present and proposed rates under the dif- 
ferent scales from Cleveland, Cincinnati, Toledo and Grand 
Rapids. He also showed the relationships between New York 
and C. F. A. points under the different classes, indicating lack 
of orderly relationships, and also from Boston, Syracuse, Balti- 
more, Richmond, and Old Town, Va. 


Commissioner Eastman asked whether or not the lake-and- 
rail lines could be prevented from breaking down the minimum 
rate as proposed and the witness answered that he did not believe 
that they could be. Then the Commissioner asked if conditions 
might not reach a point where exceptions to the rates might 
become the rule. The witness said he did not believe so. Com- 
missioner Eastman asked about New England, where there was 
alleged to be a situation whereby mileage rates might be harm- 
ful, inquiring whether or not there was likely to be a number 
of exceptions there. Mr. Hochstedler said there should not be— 
that in all fairness there ought not to be exceptions for the 
New England shippers as contrasted with those in C. F. A. ter- 
ritory. 

In answer to a question as to how much was relied on mile- 
age, the witness said he thought everything else in making the 
rates should be subordinated to mileage, unless it might be in 
the case of a particular commodity, where there were peculiar 


conditions that had to be taken into account above everything 
else. 


Individual presentation of testimony on behalf of Springfield, 
Zion, and Rockford, Ill. was made September 23. That was 
followed by testimony by E. E. Williamson, on behalf of the 
Limestone Producing Corporation of America and the National 
Slag Company. 

A. E. Hueneryager, for the Zion City industries, took the 
stand to tell of the importance of the proposed readjustment to 
that city. He said there were 28 industries there, of which 
bakery goods and canned goods were the most important. He 
said the production of fig bars in the baking industry necessi- 
tated the annual consumption of 175 carloads of figs, which came 
from New York, on a rate of 66 cents a hundred. It was pro- 
posed to increase the rate 14 cents, the witness pointed out, 
while the rate on fig bars eastbound was to be increased 14% 
cents. The increase amounted to one-fourth cent a pound on 
the finished product, he said, and the margin of profit was only 
about one-half cent, so that it was clear that the margin of 
profit would be almost eaten up by the increase. 


The witness said he subscribed to the testimony put in by 
Mr. Hochstedler, for Illinois, and he thought Zion should be 
continued in the Chicago per cent group as it always had been. 
He also testified that he saw no reason for the continuation of 
the different rates east and west bound, and he pointed out that 
he took this position in spite of the fact that a large amount 
of textiles was used at Zion which came from New England. 

Commissioner Eastman asked if fig bars were the only prod- 
uct that was in competition with eastern producers, and the 
witness replied that all bakery goods produced at Zion were in 
competition, but that that product was the most important. 


H. I. Wagner, of the Portsmouth-Norfolk Traffic Commission, 
asked the witness, after he had said that he favored a mileage 
basis of rates, whether the feature of “long standing adjust- 
ments” should be considered in rate making along with mileage, 
and the answer was that it should be considered to some extent. 

H. A. Tuohy, for the Springfield Chamber of Commerce, said 
he was appearing for the purpose of asking that Springfield have 
a position in the 110 per cent group as against its present posi- 
tion in the 113 per cent and 117 per cent groups, east and west 
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pound. He said Springfield was in an area where it was highly 
competitive with Decatur, Peoria and near-by cities. 

He testified that, as between the making of rates on a group 
pasis and a mileage basis, there was little choice so far as 
Springfield was concerned, provided the group boundaries were 
made uniform. He entered exhibits to show rate comparisons 
with Decatur, Quincy, Peoria, and St. Louis. He said that, to 
the east, Springfield had higher rates than Decatur and to the 
southeast and that to no point did it have lower rates. Quincy, 
he said, had lower rates to all western points than Springfield, 
Peoria had lower rates to the east and northwest, and St. Louis 
had lower rates to the southeast, southwest, and west. He said 
that what he thought proper in fixing up the adjustment was 
to place Peoria, Springfield, Bloomington and Decatur in the 
same group. 

Cc. S. Bather, for the Rockford Manufacturers’ Association, 
said the interests of Rockford were opposed to the carriers’ 
proposal. He said the present basis of rates from Rockford to 
the east was 112 per cent of the Chicago-New York rate and 
that to maintain that percentage was a discrimination against 
Rockford if other scales went into effect. He said the present 
spread between the Chicago-Buffalo-Pittsburgh rate and the 
Rockford-Buffalo-Pittsburgh rate was 1844 cents, whereas, under 
the Zone A C. F. A, scale, the spread would be only 7 cents. 

The traffic out of Rockford, he testified, was of a higher 
class, furniture and machinery. He said the differential basis 
applied westbound, under the rates eastbound, was a discrimina- 
tion against Rockford. In the case of shoes, he pointed out, 
the rate eastbound was 7 cents higher than westbound, allowing 
New England manufacturers to dump their product in the Rock- 
ford district. He said there was no traffic or transportation 
condition that could explain this and he was opposed to it. With 
regard to the rates from and to Rockford, he said he thought 
the proper basis was 6 cents over Chicago. 


Williamson Presents Scale 


E. E. Williamson, for slag and limestone interests, said that, 
because there was an indication that when the class rates had 
been adjusted, the commodity rates would then be investigated, 
and, since the products he represented moved on rates made 
with relation to class rates, he was testifying in the present 
case. He said the questions with relation to which he would 
testify were how the level of the carriers’ proposed rates was 
related to the C. F. A. and Trunk Line scales and as to what 
the level of the overhead interterritorial rates should be in rela- 
tion to the intraterritorial scales. 

He said that, in his exhibits and his studies of the situation, 
he had used the Pennsylvania railroad as a typical carrier be- 
cause it had statistical information available for a number of 
years, and he later introduced testimony with relation to oper- 
ating expenses to show that it was a typical road. He said the 
reasons had been advanced for the Trunk Line territory having 
a higher scale than the C. F. A. territory to the effect that the 
operating conditions were more severe in the Trunk Line area 
than in C. F. A. territory. He entered exhibits to show that, 
since 1900, on the Pennsylvania, the average cost per ton-mile 
of operation had been less on that part of the Pennsylvania’s 
eastern lines than on its lines more properly in C. F. A. territory. 

He said there was nothing to justify a higher scale of rates 
in the one territory than in the other; that, in his opinion, the 
same level, or a standard scale, should apply. He then began 
to lay the foundation of testimony for proposing a new scale. 

He entered a copy of the original McGraham scale of rates 
westbound and said there never had been any McGraham per- 
centage scale eastbound. However, in 1879, there had been the 
realization that a change was needed in the freight structure 
eastbound. The witness had reached that point in his testimony 
when the hearing was adjourned for the day. 


E. E. Williamson, representing slag and limestone interests, 
continued his testimony September 24 and proposed a mileage 
scale of his own reflecting a fixed terminal charge at all points, 
for application between the territories involved. 

He said that, in 1879, it was realized by the carriers that 
a change in the adjustment of rates eastbound from Chicago 
was necessary in order to produce higher rates. Up to that 
time, he said, the terminal charge was in the rate, but was 
undefined. Then, in June, 1879, the general freight agents 
arrived at a formula to use in raising the rates. They took the 
rate from Chicago to New York and subtracted from it a fixed 
terminal charge of six cents. Of the resultant amount, the per- 
centage of any point east of Chicago, the rate of which they 
were making, was taken, and to that result was added back 
the fixed terminal charge, giving a figure for the rate of the 
point being readjusted that was a higher percentage of the 
Chicago rate than it had been perviously. The new percentage was 
then used in making the rates from the point involved. As an 
illustration, the witness used Columbus, O., which, before the 
readjustment of 1879, had rates that were 70 per cent of the 
Chicago rate. From the Chicago rate of 25 cents, a fixed ter- 
minal charge of 6 cents was subtracted, leaving 19 cents. Of 
the latter figure, 70 per cent was taken, the result being 13.3 
cents, to which the 6 cents fixed charge was added back. This 
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gave a figure of 19.3 cents, which was 77.2 per cent of the Chi- 
cago rate. Thereafter the rate from Columbus, O., was 77.2 
per cent of the Chicago rate. 

The point about the readjustment that was important, the 
witness said, was that the resultant rates had in them the re- 
flected terminal charge. He said the carriers, however, from 
points west of Chicago, continued the straight mileage basis, so 
that, in place of a harmonized adjustment, they then had C. F. A. 
territory split at Chicago, the points west being out of harmony 
with the rest of the area. As a result of this, he said, later 
increases raised not only the line haul, but the terminal rates 
from such points as Peoria, Cairo and East St. Louis, so that 
the rates showed terminal charges at those points of from 37.5 
cents to 41 cents, first class, while all other rates from Chicago 
and points east represented the same fixed charge, effected by 
general increases, or 34 cents. This meant, he said, that the 
rates to Cairo should be 115 per cent of the Chicago rate instead 
of 120 per cent, as now, East St. Louis, 112 per cent instead of 
117 per cent, and the ratio from Peoria, 107% per cent instead 
of 110 per cent, if the rates were figured on the basis on which 
the rates from points east of Chicago had been computed. 

These facts, he said, pointed to the necessity for the uni- 
form application of the fixed terminal charge as the important 
factor in making rates He referred to his testimony to the 
effect that there should be no higher scale for one freight ter- 
ritory than the other. From that point he went on to say that 
he had prepared a standard scale that he desired to present. 

He presented his scale which had in it a fixed receiving 
and delivering terminal charge. For the first five miles, he used 
the terminal charge of 34 cents, divided into a delivering and 
receiving terminal charge. That constituted the rate for that 
distance, all movements within that distance being considered 
terminal in character. Beginning with a line haul charge of 
1 cent for distances of 10 miles and over 5, a line haul charge 
of 1 cent was added to the terminal charge for each 5-mile block 
up to and including 100 miles; from 100 to 170 miles, a line 
haul charge of 2 cents for each 10-mile block is added; from 
170 miles to 300 miles, a line haul charge of 1 cent for every 
10-mile block; and from 300 miles to 1,500 miles, a line haul 
charge of 2 cents for every 20-mile block is added. The line 
haul charge, the witness pointed out, had a rate of progression 
up to and including 170 miles that was double the progression 
from that point up to 1,500 miles. The figures he gave were for 
first class and he explained that he meant the other classes to 
bear the Disque C. F. A. percentage relation to the terminal, the 
line haul, and the total charges. 

What he wanted to emphasize was that in every instance the 
line haul charge was added to the fixed terminal charge and 
the total resulting made the rate, the terminal charge being the 
same from Chicago and all points east. His scale would result 
in lower rates than proposed, except on the short haul distances, 
and would approximate the C. F. A. Zone A scale, but would iron 
out the latter’s inequalities, by reason of the Williamson scale’s 
more regular progression, he said. 

The next point he took up was the simplification of tariffs 
and class structure. He proposed a class structure built on 
base rates. In the illustrations he used he took the first class 
rates as the base rates and related to them percentage classes 
all the way from 10 per cent to 100 per cent, having separated 
classes for every 2% per cent. Beyond 100 per cent of the base 
rate, he had 9 classes running up to 300 per cent. With his 
plan there would be universal freight rate base sheets in use 
and, by reference to these, the charge for any one of the many 
classes could be found readily. It was his position that, because 
of the inncreasingly complex industrial conditions, the present 
classes were too few to be fair to all commodities. His plan 
for simplifying tariffs was to print opposite an item simply its 
percentage and then to have the base rates printed on one page 
of the tariff. 

W. S. Crilly, for the International Shoe Company, St. Louis, 
testified briefly as to the effect of the proposed increases on 
that industry. He said it would mean a loss of about $1,000,000 
a year to the industry as a whole, and, on the basis of a year’s 
business, would cost his firm $55,000. He said he thought 
fourth section departures should be handled on their own merits 
and he saw no reason for changing the base rates. 


H. A. Hollopeter, of the Indiana State Chamber of Com- 
merce, for Indiana, entered testimony in opposition to the pres- 
ent grouping in Indiana, offering exhibits to show its irregu- 
larity. He proposed new groups to the number of 10, taking 
from 83 to 105 per cent of the Chicago rate. While the groups 
were not on a strict mileage basis, fair average distances were 
used. In the Fort Wayne or 83 per cent group were points from 
723 to 748 miles from New York, averaging 737 miles; in the 
Muncie or 85 per cent group were points from 743 to 764 miles 
from New York, averaging 754 miles; in the Marion-Elkhart, or 
87 per cent group, were points from 764 to 795 miles from New 
York, averaging 776 miles; in the Indianapolis-South Bend, or 
89 per cent group, were points from 783 to 810 miles from New 
York, averaging 793 miles; in the Logansport, or 92 per cent 
group, were points from 801 to 834 miles from New York, aver- 
aging 816 miles; in the Lafayette, or 94 per cent group, were 
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points 824 to 848 miles from New York; in the Bedford, or 97 
per cent group, were points 847 to 871 miles from New York, 
averaging 861 miles; in the Terre Haute, or 98 per cent gro'lp, 
were points 846 to 893 miles from New York, averaging 874 
miles; in the Vincennes, or 101 per cent group, were points from 
884 to 918 miles from New York, averaging $01 miles, and in 
the Princeton-Evansville, or 105 per cent group, were points 915 
to 963 miles from New York, averaging 941 miles. The witness 
explained his view of grouping as follows: 


The shipipng interests of Indiana, as previously testified to 
by witness for the C. F. A. Shippers’ Steering Committee, are in 
favor of reasonable grouping with fair average mileages, as the 
basis for rates interterritorially between Central Freight Associa- 
tion and Eastern Trunk Line and New England territories. Some 


of the principal reasons for their position may be briefly stated 
as follows: 


First, that the grouping principle on the percentage basis 
has stood the test of time for over forty years, and industry in 
this territory has developed under it. The greater part, if not 
all, of the few complaints against it, handled by the Commission 
have been directed against the misapplication, rather than ob- 
jection to the plan itself. Second, that it is more flexible and 
easier of application than a mileage scale; and third, that with a 
proper and reasonable grouping, with fair average short line 
mileages to govern the rates, the results achieved are all that can 
be secured under a strict mileage basis, when influencd by the 
fourth section of the act to regulate commerce and, in addition, 
some things desirable which cannot be so secured. The grouping 
system permits more free competition between carriers than the 
mileage basis. By this, however, we do not wish to be understood 
as approving any plan that will deny anyone material natural 
advantages of their location. 


Hearings at Boston 


Adequacy of rates to assure high class service as a method 
for preventing inflation in prices of commodities was suggested 
at the Boston hearing as an important consideration, by Charles 
F. Bliss, president of the Farrel Foundry & Machine Co. of 
Ansonia, Conn. In 1920 when rates were low and service 
not so good he pointed out that manufacturers had to contract 
for materials and supplies at high prices. Lading remained in 
cars for long periods. The interest on money tied up in that 
way, he said, was great. Assuming a carloading of one million 
a week now and as slow delivery as in the part of 1920 he had 
in mind, Mr. Bliss said the loss from the accumulation of interest 
on money invested in goods held in freight cars would be enor- 
mous. He suggested it would be unfortunate were the railroads 
compelled, as a result of this case, to take a reduction in rates. 

“TI fully believe the railroads, in the last twelve months par- 
ticularly, have been of great assistance in preventing inflation, or 
in preventing further inflation, if you choose to consider it in 
that way, and it would be unfortunate if rates were made so 
low as to prevent a continuance of the good service which has 


obtained, generally speaking, during the past year,” said 
Mr. Bliss. 


Mr. Bliss was presented as a witness by Thomas F. Wood- 
ward, who has attended all the hearings in this case and, many 
times, has mystified other attorneys by the character of his cross 
examination. In some of it he had brought out the value of good 
service on adequate rates to shippers generally. 


On account of conditions in 1920, Mr. Bliss pointed out, his 
company contracted for iron, steel and coal at very high prices 
and much in excess of requirements, largely because railroads 
were not able to make reasonable deliveries owing to lack of 
equipment and facilities in general. Instead of doing business, 
business houses were forced into what he said might be called 
gambling. He said what they were forced to do could not be 
dignified by calling it business. At the worst part of the con- 
gestion in 1920, he figured the average detention on carloads 
of pig iron, beyond the usual time for delivery, at twenty-one 
days. On outgoing and incoming shipments in that period he 
figured the interest disbursements of his company on the 
materials and products, at $1,000 a day, not including coal, coke 
and some other incoming freight. 


Generally, his testimony was a warning against making the 
income of the railroads so low they could not assure good 
service. His thought was that the inadequacy of rates in 1914 
was the ground upon which grew a considerable percentage 
of the troubles of later years. His suggestion was that nothing 
be done to prevent continuance of the good quality of service 
that had been rendered in the past two years. 


In continuation of the presentation he started at Washington, 
George P. Wilson placed James M. Davidson on the stand to 
speak for the Philadelphia Chamber of Commerce and of the 
Commercial Traffic Managers of Philadelphia. Mr. Davison de- 
voted himself to a disclosure of the evils he said would flow 
from the proposals of the railroads to inflate distances in Phil- 
adelphia. Instead, he said, they should select a typical station 
on each line and use actual distances to and from the stat’ons 
so selected. That had been done, he contended, in cities other 
than New York, Philadelphia and Baltimore. He pointed out 
instances in which points in Philadelphia would be penalized 
by fifteen miles because the actual distances were less than the 
distances to the key points and the penalty would be the differ- 
ence between the actual distance to the points in question and 
the distance to the key points plus the addition of the ten mile 
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inflation. He suggested, for the Pennsylvania Broad and Wash. 
ington avenue as the typical station; Broad and Callowhill for 
the Reading and 24th and Race streets for the Baltimore & Ohio, 

Howard P. Shook, Traffic Manager, McCormick & Co., Balti. 
more, gave testimony on behalf of the American Sp:ce Trade 
Association and the National Extract Manufacturers’ Association 
of the United States. Mr. Shook stated that practically all of 
the raw materials and manufactured products of the spice and 
flavoring extract trade moved on class rates and would fee] 
heavily the increases in rates proposed by the carriers. He 
pointed out that the trade prices were made a year in advance 
for staple articles retailing for 10 to 15 and 25 cents and any 
advance would have to be paid by the manufacturers. He said 
that, taking of representative industries the amount of increase 
was estimated at approximately $40,000 which would have to 
be passed on to the ultimate consumer. 

The facts constituting the foundation on which the southern 
carriers based their request for extension of time in which to 
make representations to the Commission in respect of the imper-. 
fections and inconsistencies of the class rate scheme it told them 
to put into effect in No. 13494, the southern class rate investiga- 
tion, were put before the Commission by Charles Barham, chair- 
man of the Southern Freight Association. He wrote two letters, 
the one in behalf of carriers other than the Illinois Central, 
Yazoo & Mississippi Valley, Gulf and Ship Island, Alabama & 
Vicksburg, Gulf, Mobile & Northern, Birmingham & North- 
western and the Tennessee Central, going into considerable 
detail. The letter in behalf of the carriers excepted from the 
first mentioned letter, did not contain details. The first men- 
tioned letter, other than the statements to indicate why it was 
written, is as follows: 

Because of the very broad scope of the proceeding the carriers 
have found it will be impossible to complete this analysis by Sep- 


tember 4, 1925. This work, however, has progressed far enough to 
prove that the findings and requirements of the report must neces- 


sarily be subject to serious objections on the part of the carriers. 


in many respects and cannot be accepted without very material 
modifications. As illustrative, the following may be mentioned at 
this time: 
1: LEVEL OF THE SCALE , 

(a) The level of the prescribed scale was evidently determined 
on the assumption that it would preserve the carriers’ revenues on 
intraterritorial class traffic if and when the intrastate rates are 
revised to the basis prescribed for interstate traffic; the Commission 
can issue no order in this case requiring the revision of intrastate 
rates; therefore, the carriers, under the report, could not hope to 
make up any part of their losses by increases in intrastate rates 
without the uncertainty and delay that would necessarily follow 
presentation of petitions to the state commissions, public hearings 
on such petitions, and possibly long drawn out litigation if any of 
the states should finally reject the level fixed by the Interstate 
Commission, . 

(b) The decision does not even purport to protect the carriers’ 
present revenues on interterritorial traffic, and the substitution of 
the prescribed mileage scale for the long continued combination basis 
seriously threatens their net revenues. The report states that sub- 
stantial reductions will result on interterritorial class traffic. 

The certainty of the carriers being faced with even greater re- 
ductions on interterritorial commodity traffic is strikingly illustrated 
by a recent tentative report in Docket 11203, in which the examiner 
recommends rates on roofing and roofing material, carload, both intra 
and interterritorially the same as the rates on ninth class in this case, 
such basis having evidently been determined by an effort to main- 
tain the level of present rates within southern territory and the 
extension of such level to interterritorial traffic, notwithstanding the 
enormous reductions that would follow. The revision of commodity 
rates generally on such a basis would result in the insolvency of 
some southern carriers. 
2: MILEAGES 

Finding 14, which requires that in computing distances the 
shortest route for the interchange of carload traffic shall be used 
without the addition of joint line differentials is objectionable because 
it requires the calculation of distances via unused impracticable 
routes which the report admits cannot be required to be opened. 
3: FLORIDA ADJUSTMENT 

At page 624 the report admits the propriety of higher rates to 
the Florida peninsula than to other sections of the South, and the 
desirability of avoiding heavy reductions in present rates, yet pro- 
ceeds to make such drastic interstate reductions as seriously to 
jeopardize the prosperity of the carriers in that state. The reduc- 
tions are illustrated in statement below from and to typical points. 
These reductions are so excessive that the carriers cannot believe they 
were intended, as it is not conceivable the Commission was aware 
of the measure and extent of these reductions, and they earnestly 
protest the proposed plan as an inadequate consideration of the 
admitted requirements of the carriers serving the peninsula of Florida: 


TO ORLANDO, FLORIDA 
Z 2 4 5 


From 3 7 8 9 10 
Atlanta, Ga. 
PEED vecamrcdisdcscecswuss 24 24 49.5 43 39 28 12 20 185 7.5 
Per cent of reduction..... 13 14.9 26.4 32.6 35.1 30.4 17.7 29.4 31.6 17.2 
St. Louis, Mo. 
er 36.5 35 64.5 58.5 49.5 34.5 20.5 26.5 25 13.5 
Pe’ cent of reduction..... 13.4 14.7 29.1 30.9 31.4 26.4 19.6 26.9 29.4 2 
Chicago, Ill. 
UCUNOND ins ctieininaeWrwecee 56 52 63.5 64.5 49 34 


Per cent of reduction..... 17.9 19.2 26 20.5 29.2 24.8 
TO WEST PALM BEACH, FLORIDA 
Atlanta, Ga. 


Be Ee 28 27.5 44 56 51.5 42 23 33 30.5 15 

Per cent of reduction..... 13.5 14.9 25.3 35.4 38.3 36.2 26.1 37.1 39.9 26.3 
St. Louis, Mo. 

er ee 43.5 40.5 60 72.5 64 50.5 33.5 41.5 41 24.5 

Per cent of reduction..... 14.3 15.5 24.8 33.6 35.4 32.7 26.9 34.7 38.7 29.3 
Chicago, Ill. 

a one 60 54.5 67 76.5 62.5 49 

Per cent of reduction..... 17.8 18.5 25.4 33 33.1 30.4 

The present adjustment of rates to the Florida peninsula provides no 
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definite relation between all-rail and rail water rates and the rates 
are graded up over Jacksonville according to the distance south of 
that point. The report undertakes to divide the peninsula into groups 
on eastern traffic, the last group extending 230 miles. It prescribes 
greatly reduced all-rail rates, with the apparent purpose of requiring 
the all-rail lines to meet rail-water competition. These proposed 
all-rail rates are lower than would be produced by the application 
from origin to destination of the basic scale prescribed in the report. 
There is no testimony of record in this case warranting either of 
these findings. 

4; DIFFERENTIAL COMBINATION BASIS 

Finding 17 paragraphs (d) and (e) which provide that the rates 
between points in official territory and southern territory must not 
exceed combination on the gateways between those territories, using 
the local rates and applicable classification north of the gateways, and 
certain differentials prescribed south of the gateways governed by the 
southern classification, and substantially lower than the mileage scale 
prescribed from the gateways proper is unworkable and creates many 
inconsistencies, apparently unlawful discriminations and fourth sec- 
tion violations. For the purpose of the rate comparisons hereinafter 
made, the differential combination rates were obtained by matching 
class for class. 

(a) The finding will create numerous fourth-section violations, 
many of which evidently could not be protected by relief, for instance, 
lower rates would result from points north of the Ohio River cross- 
ings than from the Ohio River crossings proper to many points in 
Kentucky and Tennessee. 

From a point five miles north of the Ohio River crossings to a 
destination as far as 360 miles south of the river there would be 
on some classes lower rates than from the river crossings proper. 
From an origin as far north of the river as 100 miles rates would 
on some classes be lower than from the river crossing to a destina- 
tion as far south as 160 miles. To illustrate, the 5th and 6th class 
rates from Hamilton, O., (25 miles north of Cincinnati) will be the 
following amounts lower than 5th and 6th class rates from Cincin- 
nati, Ohio.: 


Miles Hamilton under Cincinnati 

To Cincinnati Hamilton 5th 6th 
Paria, TES. «20 ewes 105 2 4 
Winchester, Ky..... 96 121 4 5 
Richmond, Ky...... 119 144 4 3 
Livingston, Ky......155 180 5 6 
ey ae . Se 187 212 2 4 
LaFollette, Tenn....239 264 3 4 
Knoxville, Tenn..... 282 307 0 2 


Fourth section violations will develop throughout the South be- 
tween points in southern territory where a route through southern 
territory competes with a route through official territory, also be- 
tween points in official territory and points in southern territory 
where a route via one gateway competes with a route via another 
gateway. 

(b) This finding which is said to be designed to remove undue 
preference to the gateway point and undue prejudice to the point 
south of the gateway, will create just as many, if not more situa- 
tions where the adjustment would obviously be preferential to the 
point north of the gateway, and prejudicial to the gateway point. 

To illustrate: From Danville, Ill., to Nashville, Tenn., 319 miles, 
versus Evansville, Ind., to Nashville, Tenn., 156 miles, the difference 
in favor of Evansville compared with the differences which would 
result if the scale were applied from Danville, are as follows: 


Miles 1 3 3 4 5 6 
Difference 163 28 24 18% 13% 5% 4 
Scale difference 28 24 20 16 12 11 


From Terre Haute, Ind., to Hopkinsville, Ky., 174 miles, versus 
Evansville, Ind., to Hopkinsville, Ky., 82 miles, the differences as 
compared with the scale differences are as follows: 


Miles 1 2 3 4 5 6 
Difference 92 2216 19 14 914 5 3 
Scale difference 31 26 22 17 14 13 


From Cincinnati, O., to Danville, Ky., 116 miles, versus Columbus, 
O., to Danville, Ky., 232 miles, the differences as compared with the 
scale differences are as follows: 


Miles 1 2 3 4 5 6 
Difference 116 211% 17% 13 9% 314 1% 
Scale difference 27 23 19 15 12 11 


As further illustrating and emphasizing this preference and preju- 
dice, the 6th class rates from Cleveland, O., (241 miles north of 
Cincinnati) to Winchester, Ky., (96 miles south of Cincinnati) will 
be 6% cents higher than Cincinnati, while from Cleveland to Knox- 
ville (282 miles south of Cincinnati) the difference over Cincinnati 
will be 9 cents, and to Atlanta (475 miles south of Cincinnati) the 
difference Cleveland over Cincinnati will be 15 cents. 

(c) The finding will create undue preference in favor of the 
points north of the gateways and undue prejudice to points south 
of the gateways. 

To illustrate: The rates from Chattanooga, Tenn., to George- 
town, Ky., (268 miles) will be the following amounts higher than 
from Cleveland, O., to Georgetown, Ky., (314 miles). 

1 2 3 4 5 6 
8 7 8 ; & 

The following comparisons further illustrate this undue prefer- 
ence and prejudice: 

Miles 1 2 3 


4 5 6 
Cleveland, O., to Greensboro, N.C. 646 14544 126 97 69 58% 49% 


Atlanta, Ga., to 354 133 113 93 73 60 53 
Chattanooga, Tenn., to ‘“ “9 429 145 123 102 80 65 58 
Cincinnati, O., to - bie 567 159% 13814 106 75% 64 54% 


Indianapolis, Ind., to Jackson, Tenn. 384 130 110 89 67% 50% 42 
Atlanta, Ga., to a ae 383 139 118 97 76 63 56 
Louisville, Ky., to ~ iin 307 127 108 89 69 52 48% 

These illustrations clearly show that in an effort to remove alleged 
discriminations at destinations in the South as against border des- 
tinations, which in many instances are theoretical, the prescribed 
basis of rates made on differentials named in Appendix P will create, 
for the first time, serious and exceedingly practical discriminations 
against southern shippers at such points as Atlanta and Chattanooga 
in favor of shippers in Central territory at such points as Indian- 
apolis and Cleveland. 

(d) The finding will produce rates substantially lower than the 
prescribed mileage scale or key rates which are found to be reason- 
able for interterritorial application. 

The following are illustrative: 

Amounts less than pon key rate 


From To Miles 1 2 3 5 6 
Detroit, Mich. Fulton, Ky. 591 3814 33 30 2616 28% 28% 
Cleveland, O. Paris, Ky. 324 131612 12 12 14 14% 
Louisville, Ky. Wilson, N. C. 715 1814 121% 18 22%16 17% 


Detroit, Mich. Greensboro, N. C. 633 40 32 33% 33% 25 25 
Syracuse, N. Y. Chattanooga, Tenn. 909 26% 22 22 19% 19% 19% 
Rochester, N. Y. Nashville, Tenn. 787 27% 21 22 19% 19% 19 
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(e) Disruption of class percentage relationships: 

One of the stated purposes of this revision is to create a uniform 
percentage relationship between the classes. Differences in classifi- 
cations will disturb this uniformity on interterritorial traffic between 
nearby border points even on basis of actual combination. The 
effect of the prescribed ‘‘differential basis,’’ however, is to unduly 
extend this disruption of class relationships between official and 
southern territories for long distances and thus to add to the con- 
fusion of publication and to greatly exaggerate an admittedly un- 
desirable condition that this adjustment was designed to correct. 
For example, the differential basis will destroy the class relationship 
between Detroit, Michigan, and Selma, Ala., 850 miles, and between 
Boston, Mass., and Greenville, Miss., 1,528 miles. 

(f) Finding 17, paragraphs (b) and (c) provides key rates be- 
tween trunk line territory and southern territory, to accord the 
water-rail and rail-water-rail routes differentials under all-rail rates 
in some instances and same rates in others. The differential com- 
bination basis via all-rail routes in many instances effectually dis- 
rupts the relationship fixed, and not only entirely eliminates the 
differentials accorded but results in lower all-rail rates than the 
prescribed key water-rail and rail-water-rail rates. 
are illustrative: 

To Chattanooga, Tenn., the key rail-water-rail rates from Albany, 
N. Y., are the same as the key all-rail rates. The differential com- 
bination basis makes the all-rail rates lower than the rail-water-rail 


rates: 
1 3 3 4 5 6 
; 8% 3% 10% 14 10 11 
To Birmingham, Ala., the key rail-water-rail rates from Syracuse 
are the following — under the all-rail rates: 
1 1 1 
The differential combination basis makes the all-rail rates lower 
than the rail-water-rail rates as follows: 
1% 1 3 5% 7% 8% 
To Memphis, Tenn., the key water-rail rates from eastern cities 
are the ae differentials under the all-rail rates: 
rom 
Boston, MIGSS. «.....<.60000e ti 10 8 6 5 
OW FOPk, Ne. Yeesivecese sf 6 5 4 3 
9 
1 


The following 


Philadelphia, Pa... .2..060000. 4 3 3 2 
Baltimore, MG........0:.0000000 3 2 2 2 


The differential combination basis makes the all-ra 
than the water-rail rates as follows: 


Do oe 


_ 


1 rates lower 


as 2% 13 6 10 
SSRICIMOPS. BAG. 6 <oocsccccccccee a oe 6 2 6 
PRIUIBACIPHIA, P..csscccsscees ces) ee 9 4 8 
OCW WOR NY vicieiois-cis-ewieie SB 


™ To Memphis, Tenn., the key rail-water-rail rates from Albany, 
Y., are the same as via all rail. 

The differential combination basis makes the all-rail rates lower 
than the rail-water-rail rates as follows: 

3 25% 2814 29 221% 2314 

To Nashville, Tenn., the key water-rail rates from Boston, Mass., 
are the same as via all-rail. The combination differential basis 
makes the all-rail rates lower than the water-rail rates as follows: 

9 4% 10% 17 11% 13% 

(g) Finding 17, paragraphs (d) and (e) results in many fourth 
section violations both as to points of origin and destination and 
produces in many instances lower all-rail rates via the circuitous 
routes through the Ohio River than specifically prescribed as reason- 
able for application over the shorter all-rail routes through the Vir- 
ginia gateways. The following are illustrative: 

The differential combination rates from Albany, N. Y., to Chatta- 
nooga, Tenn., for a short line distance of 986 miles, are: 

1 2 4 5 6 

a es % 7 4 6 
lower than the key all-rail rates from New York—an intermediate 
point to Chattanooga, for a short line distance of 850 miles. 

The differential combination rates from Albany, N. Y., to Nash 
ville, Tenn., for a short line distance of 1,016 miles, are: 

5% 19% 211% 24 8 1 
lower than the key rates from New York to Nashville for a short 
line distance of 1,001 miles. They are also lower than the New York 
rates (including differential basis), as follows: 

; 191% 19 13 11% 91% 

The differential combination rates from Albany, N. Y., to Nash- 

ville, Tenn., for a short line distance of 1,016 miles are: 

20% 14% 18% 21 15 16 
lower than the key rates from Albany, N. Y., to Chattanooga, for 
a short line distance of 986 miles, and, 

12 11 8 7 5 5 

lower than the differential combination rates from Albany to Chatta- 
nooga. Chattanooga is directly intermediate to Nashville and less 
distant from Albany than Nashville. 


5: EASTERN ADJUSTMENT: 


In Finding 17, paragraph (b), all-rail key rates are prescribed 
between the eastern port cities, also certain interior trunk line points 
and southern territory, with provision that where key rates are not 
prescribed mileage scale will apply. In the same finding, paragraph 
(c), key rates via water-rail and rail-water-rail are prescribed be- 
tween eastern port cities and most of the southern groups and from 
some of the representative interior trunk line points to some of 
the southern groups. In the absence of key rates, the water-rail 
and rail-water-rail routes are given no representation. 

It is impossible to evolve a workable set of rates between the 
competing all-rail routes, on the one hand, and the water-rail and 
rail-water-rail routes, on the other hand, under the triple plan of 
rates proposed, i. e., key rates, mileage rates, differential rates. The 
only workable plan whereby these rates can be adjusted on a basis 
free from fourth-section violations and inconsistencies, and providing 
a consistent relative adjustment as between the two classes of routes, 
is by fixing specific rates between origin and destination groups. 

(a) The application of prescribed all-rail key rates from some 
origins and all-rail mileage rates from other origins résults in many 
inconsistencies and fourth-section violations. 

To illustrate: To southern group 14, key all-rail rate of $2.18 
on first class is prescribed from Albany, N. Y. No key rate is pre- 
scribed from Syracuse, but the mileage scale to Anniston, a repre- 
sentative point in the group, is $2.29. The scale rates vary to 
different points in the group. This results in an inconsistent adjust- 
ment from Svracuse as compared with Albany and also results in 
rates from Syracuse to group 14 (which is directly intermediate to 
group 16. in which Birmingham is located, where key rates are 
prescribed) higher than to group 16. 

Likewise, a key rate of $2.13 on first class is prescribed from 
Pittsburgh to group 16 (Birmingham) and group 12 (Columbus, Ope- 
lika and La Grange), whereas, to group 14, which embraces the line 
of the Central of Georgia Railway between Opelika and Childersburg 
and the line of the A. B, & A. Railway between La Grange and a 

























































































































































































































































































































































































































































































































































































point just west of Talladega, no key rates are prescribed and the 
mileage scale results in varying and lower rates to the points on the 
Central of Georgia Railway and the A. B. & A. Railway in group 
14, than the uniform key rates to points on either side in groups 12 
and 16. 

(b) The key all-rail rates prescribed from eastern port cities 
to some of the southern groups are so low as to cause inconsistencies 
and fourth section violations. To illustrate: : 

From New York to Chattanooga, short line all-rail distance of 
850 miles, a key rate of $1.92 on first class is prescribed. From 
Rochester, New York to Chattanooga, for a short line distance of 828 
miles, no key rate is prescribed but the scale is $2.05, which could 
not be maintained via the route from New York to Chattanooga 
through Rochester. To Memphis, Tennessee, a key rate of $2.33 on 
first class is prescribed from New York for a short line distance of 
1,241 miles. A key rate of $2.45 on first class is prescribed from 
Rochester, N. Y., for a short line distance of 1,164 miles. Rochester 
is directly intermediate with New York via the route of the New 
York Central and the mileage from Rochester is 77 miles less than 
from New York. 


(c) The key water-rail rates create inconsistencies and fourth 
section violations at eastern points. 

Key water-rail rates prescribed from Philadelphia to southern 
points range from 2 t& % cents on first class lower than the water- 
rail key rates prescribed from New York. The rail-water-rail routes 
operating through New York handle traffic from Philadelphia and 
points in the Philadelphia territory. The water distance from Phila- 
delphia to Norfolk only is 39.1 statute miles less than from New 
York, while from Philadelphia to Savannah is only 34.6 statute miles 
less than from New York. The record shows that the route from 
Philadelphia to the sea is via the Delaware River and that the channel 
is narrow and tortuous. while the route from New York is via the 
open sea all the way. There is no such difference in the water 
service from Philadelphia to the Virginia or south Atlantic ports 
as would warrant a difference in the water-rail rates from Phila- 
delphia under the New York rates. The average distance from the 
interior points in the Philadelphia territory to New York is substan- 
tially the same as to Philadelphia. 

(d) The key water-rail rates create 
section violations at southern points. 


Key water-rail rates are prescribed to South Carolina groups 5 
and 6, which embrace such cities as Florence, Sumter, Lancaster, 
Chester, York, Rock Hill and Blacksburg, lower than to group 7, 
in which Charleston and the territory immediately contiguous to 
Charleston are located. No provision is made in the fourth-section 
order accompanying the report to enable the steamship lines operat- 
ing through Charleston to handle traffic to the lower rated groups 
5 and 6 than to group 7, through which the traffic must pass. 

(c) Territory of water-rail routes is substantially curtailed. 

Notwithstanding the avowed purpose of Congress and the ex- 
pressed intention of the Commission to promote, encourage and de- 
velop water transportation service and facilities, the basis of water- 
rail and rail-water-rail rates as compared with the all-rail rates 
established by the Commission has the effect of materially limiting 
both the origin and destination territories to and from which the 
water routes now handle large volumes of traffic and unless the 
report is materially modified in this respect, the water routes will be 
injuriously affected. To illustrate: 

Key rail-water-rail rates are provided to group 8 (Spartanburg 
group) from certain interior trunk line points same as all-rail and 
from the eastern ports (except Baltimore) water-rail rates are pro- 
vided to group 25 (Knoxville group) same as all-rail with no key 
rates via rail-water-rail from any interior points. The water-rail 
routes have always enjoyed lower than all-rail rates to the territory 
embraced in destination territory groups 8 and 25 and believe that 
they should be permitted to continue differential rates under all-rail 
to this destination territory. 

The rail-water-rail routes have been denied differential rates 
from points like Syracuse and Altoona to group 10, which embraces 
not only Atlanta and Athens, but also Macon, which is comparatively 
close to the South Atlantic ports. In other instances, the differentials 
accorded the water routes are so slight on first class as to result in 
little, if any, differential on the lower classes, under which there 
is a large volume of traffic moving. Where the differential is lower 


— 6 cents on first class, no differential obtains on at least one 
class. 


inconsistencies and fourth 


Again, to group 13, which embraces the lines of the Central of 
Georgia Railway between Newnan and Chattanooga, Southern Ry. 
and Western & Atlantic Railway between Atlanta and Chattanooga, 
including cities such as Chattanooga, Rome, Dalton, Cedartown and 
Carrollton, the water-rail and rail-water-rail routes are accorded no 
differential except small differentials from Boston beginning with 4 
cents first class. Group 13 is an important destination territory for 
the water-rail and rail-water-rail routes and unless they are given 
differentials they will be deprived of a large tonnage they now handle. 

(f) Steamship lines cannot recoup their losses: 

Key rates are prescribed via rail-water-rail routes from the in- 
terior east to southern points, but the territory embraced is so cir- 
cumscribed as to prevent the steamship lines from handling a large 
percentage of the tonnage which they have heretofore secured, and 
the alternative differential adjustment provided for the all-rail routes 
takes away even some of the advantages in the key rates proposed 
for rail-water and rail-water-rail movement. The avowed purpose 
of the Commission’s decision is to encourage steamship service, but 
the effect will greatly diminish the tonnage handled by them, and 


the steamship lines having no intrastate traffic, could not recoup 
their losses in that way. 


6: SHORT AND WEAK LINES: 


With the exception of the adjustment to the local stations of 
the short and weak railroads, the lines having more than one junc- 
tion point, and competing with the standard lines to and from these 
points are in many resnects in the same positions as the standard 
lines but have had insufficient time to fully analyze the report. There 
are other objections which have not been fully developed. 


7: EFFECTIVE DATE: 


Studies and investigation so far made demonstrate beyond ques- 
tion or doubt that with the utmos 


t diligence, it is physically im- 
possible to compute the distances, publish, file and distribute re- 
vised tariffs containing class rates from, to and between all points 


in southern territory and between points in southern territory and 
official territory by January 1, 1926. 

For these and other reasons, at a meeting of the executive officers 
and counsel for southern carriers, held recently in Washington, I 
was directed to inform the Commission as to the attitude of the 
southern carriers and to say that as soon as practicable and not 
later than October 6, 1925, they will prepare and submit to the 
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Commission a comprehensive statement setting out in detail their 
principal objections to the report, and pointing out more fully what 
they believe to be the inconsistent, discriminatory and unworkable 
features thereof, and to most earnestly request thet no further ac- 


tion be taken by the Commission until this statement can be pre- 
pared and submitted. 


Application of the proposals made in behalf of carriers gen- 
erally, to the Bangor & Aroostook, officials of that company 
estimate, would cause an annual loss of more than $400,000. 
Such a loss, they said, would make it impossible for the road to 
continue on a dividend basis. They asked to be excluded from 
the application of any changes ordained by the Commission ex- 
cept such as would be caused by a change in the class relation- 
ships. The general proposition of the carriers to which the 
road objected was to apply Anderson zone B rates. At present 
the Bangor & Aroostook has rates that are higher than those 
which would result from the use of that scale. 

Percy Todd, president of the road, painted an entertaining 
picture of conditions on that road, making it necessary, in his 
estimation, to have it excepted from the application of the pro- 
posals made by the committee speaking for roads now subject 
to the Anderson and other scales. He began with the efforts 
made by the people of Maine to have the then wilderness part 
of the state given transportation facilities, other than those of 
the “tote-float” which charged fifty cents a mile for transporting 
passengers over the snow. One man who established the largest 
lumber mill in the region made such risks in behalf of the road, 
Mr. Todd said, that his whole fortune was risked more than 
once and when he died he was night watchman in the plant he 
had established, although his financial wreck was not wholly 
due to his risks in behalf of the road. 

To show that the Bangor & Aroostook was not taking ad- 
vantage of climatic conditions to insist upon higher rates, Mr. 
Todd recited a lot of relatively small facts about the close co- 
operation between the management of the road and its em- 
ployes to show how the latter worked to keep down expenses 
so the road could live even at the high rates it had to charge. 

“Our farmers think our rates are high,” said Mr. Todd, “and 
they are, but if our farmers want the kind of passenger service 
they have told us they do and such as I have described and 
which must be given at a loss, we must recoup on freight.” 
The sort of passenger service to which Mr. Todd referred was 
described by him. It includes parlor cars, passenger coaches 
lighted by electricity, and all the services of roads in parts of 
the country having a much higher traffic density than in the 
territory from which the Bangor & Aroostook hauls potatoes 
and forest products. 

“Our lumbermen are suffering terribly on account of the 
competition of the Panama Canal,” said Mr. Todd. “Some of 
the mills have had to close. Wood pulp from Scandanavia also 
has hurt our part of the country because the Scandinavian mills 
produce at less cost than our mills.” 

Mr. Todd said that a year ago, when potatoes were fifty 
cents a barrel in Maine, there was a strong pressure for a re- 
duction in rates, but he said he had refused, although he had 
had hard work to point out to the farmers that a reduction 
would do them no good, because rates from other potato fields 
would also come down, leaving the farmers without any benefit, 
but the Bangor & Aroostook with a great loss. He said the 
potato rate adjustment from the various competing fields had 
been established by the Commission and that if the Bangor & 


Aroostook made reductions other carriers would be forced to 
follow suit. 


H. P. Burns, the general auditor, submitted the figures upon 


which the estimate of a reduction of more than $400,000 a year 
was based. 


George E. Wicks, general freight agent, said that less than 
five per cent of the traffic of the road moved on class rates, but 
that the class rate changes would affect the commodity rates, 
hence the interest of the company in this case. When the hear- 
ings were begun the company took no part in the case, assuming 
that its situation was well understod, and that exemption would 
be given as a matter of course, for the reasons that caused its 
exemption from other cases. But the road took note of the criti- 
cisms and errors in testimony submitted by some shipper wit- 


nesses and therefore presented the data used to support the 
general contention of Mr. Todd. 


H. C. Crawford, assistant general traffic manager for the 
Bethlehem Steel Corporation, took the stand to discuss the pro- 
posal made in behalf of all carriers and the four substitutes for 
it offered by representatives of as many individual carriers, in 
respect of the Pittsburgh-Buffalo adjustment on iron and steel. 
The Bethlehem corporation, he said, was interested in both horns 
of that dilemma. His objections went largely to the disregard 
of mileage from Pittsburgh and Wheeling, the proposals being, 
in his estimation, preferential of those points and prejudicial to 
Buffalo and Johnstown, the distance of the former, in many in- 
stances, being inflated. Equalization of Buffalo and Pittsburgh 
to the territory west of the Indiana-Illinois line as something not 
worth considering seriously in view of the fact, as he pointed 
out, that neither Pittsburgh nor Buffalo could have reason to 
expect any large amount of tonnage orders from an area at the 
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doors of the mills in the Chicago district. He objected to Pitts- 
purgh being given the benefit of holddowns to the port cities, 
respect for the rates from 71 per cent territory as maxima caus- 
ing the holddowns, while mileages from Buffalo were inflated. 

As to the Johnstown situation, he said that that steel-making 
point had always had its rates made arbitraries over or under 
Pittsburgh, on long-haul traffic. But, he said, Johnstown’s ad- 
vantages in distances to the east were all held to a benefit of 
one cent, while its disadvantages in mileage to the west were 
penalized as high as four cents. He said the arbitraries should 
be the same each way. 

In behalf of J. J. Ruster, traffic manager for the Chamber 
of Commerce at Camden, James M. Davison presented the testi- 
mony that would have been given by Mr. Ruster but for the 
fact that the latter had to attend a conference at the time his 
testimony could have been taken. Mr. Ruster took the position, 
as Mr. Davison had, on behalf of Philadelphia, that short-haul 
rates to and from Camden should be measured from typical 
stations and not inflated, as the carriers had proposed. He said 
the typical stations should be Second and Stevens streets for 
the Pennsylvania and Bulston street station for the Reading. 
Mr. Ruster said Camden had no objection to the use of the mile- 
age method of making rates provided that group rates should 
be continued for long-haul traffic and the continuance of Camden 
in the Philadelphia group for such traffic. 

About everything produced in New England, from cotton 
waste to granite monuments, was touched on in the testimony 
at the two concluding sessions of the Boston hearing. In addition 
Albany, N. Y., Wilmington, Del., and Harrisburg, Pa., were hear‘l. 

George W. Collier, Providence, R. I., discussed what he 
treated as the deleterious effects of the carrier proposals on the 
fruit and vegetable trade of Providence. He estimated the 
changes would amount to an increase of $100,000 in the freight 
bill of his clients. In addition, he objected, on behalf of the 
Rumford Chemical Works, to increases that would result from 
the proposals, on baking powder. 

J. D. Crosby estimated increases to be paid by Pawtucket 
steel users at about $28,000 notwithstanding the avowed pur- 
pose of the carriers to make a revision without increasing their 
revenues. He also spoke for a spinning mill at Skowhegan, Me., 
in opposition to the differential proposals of the Main Central. 

Albert R. White presented witnesses in behalf of the Cotton 
Piece Goods Traffic Association, the Arkwright Club and the 
New Bedford Chamber of Commerce. W. F. Garcelon spoke 
generally for the Arkwright Club about the precarious condition 
of the textile industry in Massachusetts; Henry M. Tarr, for 
the Cotton Piece Goods Manufacturers’ Association, representing 
the interests of the finishers of cotton goods; and A. H. Fergu- 
son for the New Bedford Chamber of Commerce. The latter 
presented exhaustive rate studies and dealt at length with the 
all-water rates of the New England Steamship Co., although 
Examiner Hosmer suggested that the Commission could do noth- 
ing about them. Mr. Ferguson, however, suggested that the 
Commission, in many cases, had made suggestions as to what 
might be done in connection with matters beyond the scope of 
an inquiry, as he was willing to admit that the water rates prob- 
ably were. 


The general position of the witnesses for the textile trades 
was that the southern railroads had fostered the industry in the 
south while the New England roads, in the percentage cases, 
had greatly increased the spreads in rates from New England 
on the one hand and southern mill points on the other, to com- 
petitive markets; that any increases, whether by reason of the 
adoption of a mileage scale or otherwise, would simply render 
an already bad situation worse. Mr. Tarr said the south had 
increased its textile business in about the same degree that 
New England had lost, in the last ten years. Mr. Tarr said the 
New England interests objected not only to an increase in rates 
but also in the number of classes, as they believed the latter 
would tend to disrupt relationships still more. Mr. Ferguson 
also emphasized that point, saying that any increases would place 
New England at still greater disadvantage. He said New Eng- 
land commercial interests supported the application of the New 


. Haven to continue the operation of the New England Steamship 


Co. lines on the facts as they existed at that time but he criticized 
the continuance of water rates on the level of all-rail rates as 
continuance of war conditions that had passed. 

As to the class rates within New England Mr. Ferguson 
said the Anderson scale should not be held as the prescription 
of a reasonable class rate basis; that the interests for which 
he was speaking objected to the establishment of the full figure 
of the Anderson scale interterritorially and the addition of the 
Harlem river arbitraries. He also urged the maintenance of the 
McGrahem formula for making rates into Central Freight 
Association territory. 

G. R. Nuzum, for the Fall River Chamber of Commerce, 
endorsed the New England Trunk Line Shippers’ committee pro- 
posals with modifications for cotton piece goods. His testimony 
was much like that of Mr. Ferguson but not so extensive. 

Charles E. Vose spoke for the furniture manufacturers, mem- 
bers of the Gardner Manufacturers’ Traffic Association, saying 
that if the Commission did not stand up for what it had decided 
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in I. and S. No.’ 2276, known as the southern furniture case, the 
New England furniture manufacturers would be continued on a 
basis of rates greatly in favor of their southern competitors. 

Quincy granite interests had their views presented by Henry 
C. Smalley, Frank Morrison and Samuel Squibb, the latter inter- 
national president of the International Granite Cutters’ Union. 
Their complaint was that the rates maintained by the southern 
roads was driving Quincy granite, monuments in particular, out 
of the markets, the freight determining where the customer 
would buy his granite. 

J. D. Greene, speaking for the Albany group, suggested that 
some of the difficulties encountered in this case might be ironed 
out by the use of mileage scales but he said he objected to 
having the Boston group maintained at its present size if com- 
parison of average distances from Boston and Albany groups 
was to be made. He said that on a mileage basis the New York 
group would be extended close to but not up to Boston, the 
latter point, under a distance basis, to and from C. F. A., taking 
a higher rate than New York while considerable parts of western 
and southern New England would be below Boston. He stressed 
the importance, in the event a mileage scale was used, of the 
rate progression and the ton mile retrogression, saying that if a 
mileage basis were adopted, he hoped the Commission would 
favor long haul traffic as much as possible. 

Harry J. Newton spoke for Harrisburg and Mr. Guerke for 
Wilmington. Each put into the record exhibits showing the 
facts that would come about from the use of the carrier pro- 
posals. The latter was particularly opposed to the proposition 
to apply scale No. 2 to the Delmar peninsula. 

George F. Mahoney, speaking for the cotton waste people, 
opposed the present high ratings on cotton waste, suggesting 
there should be more classes so as to make it possible to handle 
the waste which could not be saved if the high basis was to be 
continued. Higher rates did not commend themselves to New 
England in view of the lower rates from southern mills. 

By holding a hearing the night before, Commissioner East- 
man and Examiner Hosmer were able to bring the Boston pro- 
gram to an end shortly after noon of Sept. 18, adjournment 
being taken to Chicago, Sept. 21. 


BIG SALT CASE APPENDIX 
The Trafic World Washington Bureau 


Attorneys for the big packers. Louisiana and Kansas salt 
producers, Kansas lines and Louisiana lines, with their traffic 
managers, appeared this week before Examiner Witters on a re- 
opened phase of No. 17011, an American Salt Company com- 
plaint, I. and S. No. 2414 and related cases, generally referred 
to as the big salt case, in an effort to iron out the kinks left 
in or introduced into the salt rate structure when the Commis- 
sion made its report and order in this collection of cases. 

The course of the cross-examination of B. F. F. Marsh, as- 
sistant general freight agent of the Santa Fe, not only by shipper 
attorneys but also by attorneys for the Southern Pacific, was 
such as to indicate that, in its essence, the case was a fight 
between the Southern Pacific serving the Louisiana salt mines 
in carrying salt to Fort Worth and other Texas delegations, on 
the one hand, and the Santa Fe serving the Kansas salt field, to 
the same destinations, on the other. Apparently the Santa Fe 
was trying to extend the No. 9702 scale rates into Texas, while 
the Southern Pacific seemed desirous of preserving the 1906 
rates, inflated and deflated in accordance with general advances 
and reductions, as the foundation for the rate structure, the 
Southern Pacific seeming to be of the impression that unless 
it retained the old basis, its shippers would not be able to do 
business. 

Wilson & Co., one of the packer complainants, was roiled 
over the fact that the Commission, by means of its suspension 
order, had created a fourth section departure by suspending a 
proposed rate of 35 cents from the Kansas producing points, 
Oklahoma City retaining a rate of 26 cents at Fort Worth and 
allowing a 27-cent rate to go into effect at Oklahoma City, an 
intermediate point, the rate at the intermediate point being one 
cent higher than the rate at the much more distant point. 

Paul Blanchard, for Armour & Co., quizzed Mr. Marsh about 
a seeming conflict between his testimony and the advertisement 
published over the name of W. B. Storey, president of the Santa 
Fe. Mr. Marsh said that he estimated the net effect of recent 
advances and reductions to be a fifty per cent increase in rates. 
Therefore, when he came to fix a differential relationship, he 
said, he increased the differential fifty per cent. Mr. Blanchard 
read from the advertisement credited to President Storey, which 
was to the effect that there had been an increase of only twenty- 
eight per cent in freight rates. 

The explanation made by the Santa Fe was that while the 
rates had been increased fifty per cent, the ton-mile earnings 
of the railroads had been increased only twenty-eight per cent. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury under section 204 of the transportation act that $6,279.84 is 
due the Blaney & Southern. 
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Large Class I roads having annual operating revenues above 
$25,000,000 had, in the aggregate, a net railway operating income 
of $82,957,980 in July as compared with $62,640,166 in July, 1924, 
and of $451,737,735 for the seven months ended with July as com- 
pared with $401,932,297 for the same period of 1924, according to 
statistics compiled by the Bureau of Statistics of the Commission 


on operating revenues and expenses. 


Operating revenues, operating expenses, net railway oper- 
ating income and operating ratio, for July, 1925 and 1924, for the 


individual roads, follow: 


Total—Roads reported: 


revenues expenses 


Net Oper- 
railway ating 
Operating Operating operating ratio 


income 


1925 $441,049,195 $324,836,206 $82,957,980 


1924 406,852,511 312,871,556 


New England Region: 
Boston & Maine— 


1925 6,836,234 5,189,691 
1924 6,522,683 5,285,020 


New York, New Haven & Hartford— 


1925 11,588 595 8,609,197 
1924 10,877,095 8,507,586 


Great Lakes Region: 
Delaware & Hudson— 


1925 4,043,135 2,969,745 
1924 3,755,439 2,845,790 


Delaware, Lackawanna & Western System— 


1925 7,789,128 5,389,849 
1924 7,047,545 5,137,980 


Erie (including Chicago & Erie)— 
1 


925 10,600,132 8,088,680 
1924 9,630,505 7,825,568 


Lehigh Valley— 


1925 7,070,389 5,071,318 
4,877,890 


1924 6,501,808 
Michigan Central— 


1925 7,887,715 5,186,354 
1924 7,097,847 4,927,370 
New York Central (including Boston & Albany)— 
1925 32,467,804 23,568,881 
1924 29,601,787 22,057,070 


New York, Chicago 2m. Louis— 


4,350,018 3,135,031 
1924 4,016,166 "3,152,729 


1925 3,401,509 2,489,634 
1924 3,448,727 2,346,760 


Pere Marquette— 


Pittsburgh & Lake Erie— 


1925 2,499,938 2,011,366 
1924 2,272,047 2,021,663 


1925 5,899,650 4,363,176 
1924 5,160,942 3,936,303 


Wabash— 


Central Eastern Region: 
Baltimore & Ohio— 


1925 20,023,565 14,527,128 
1924 17,503,623 12,966,064 


Central of New Jersey— 


1925 5,286,427 3,639,606 
1924 4,831,983 2,983,244 


Chicago & Eastern LIllinois— 


1925 2,136,113 1,748,144 


1924 1,957,171 1,693,295 
Cleveland, Cincinnati, Chicago & St. Louis— 

1925 7,512,759 5,608,975 

1924 6,759,531 5,514,917 


Elgin, Joliet & Eastern— 


1925 1,940,882 1,471,448 
1924 1,333,069 1,107,568 


1925 3,887,935 2,107,189 
1924 3,708,502 2,350,340 


1925 57,181,073 42,587,020 
1924 53,049,271 42,746,633 


1925 7,962,367 5,887,648 
1924 7,047,233 5,380,547 


Long Island— 
Pennsylvania— 
Reading— 


Pocahontas Region: 
Chesapeake & Ohio— 


1925 10,538,673 7,337,628 
1924 9,072,770 6,961,805 


Norfolk & ae 


Southern Region: 
Atlantic Coast Line— 
1925 


Central of Georgia— 


1925 2,506,290 1,945,243 
1924 2,390,203 1,831,729 


1925 11,932,443 9,540,736 
924 11,509,950 9,377,241 


Illinois Central— 


1 
Louisville & Nashville— 


1925 11,639,720 8,812,285 
1924 10,491,718 8,225,357 


Seaboard Air Line— 


1925 4.488.814 3,381,513 
1924 3,734,115 2,995,933 


1925 12,149 032 8,644,840 
1924 11,233,683 8,443,402 


Southern— 


Yazoo & ae Valley— 


925 1,971,173 1,423,774 
1924 1,540,741 1,203,441 


Northwestern Region: 
Chicago & North Western— 


1925 12,779,585 9,705,163 
1924 12,370,882 9,976,979 


925 8,985,810 5,947 010 
1924 7,132,821 5,349,590 


6,046,773 5,033,740 
1924 5,530,374 5,044,807 
5 


62,640,166 


1,131,228 
733,087 


2,018,872 
1,437,013 


977,733 
841,476 


1,790,606 
1,386,372 


1,745,783 
1,175,926 


1,531,947 
1,258,185 


2,096,387 
1,600,615 


6,423,745 
5,191,330 


760,309 
499,325 


606,893 
780,081 


662,274 
435,902 


999,797 
750,280 


4,197,143 
3,480,654 


1,111.388 
1,365,794 


139.205 
57,762 


1,266,512 
780,415 


188,564 
57,588 


1,289,974 
690,012 


10,132,982 
5,585,223 


1,807 991 
1,494,779 
3,005,639 
1,890,266 
2,622,105 
1,271,047 

624,719 

125,132 


414,773 
395,920 


1,656,883 
1,510,685 


2,275 989 
1,727,399 


800,965 
564,187 


2,738.926 
2,105,215 


355,679 
205,448 


2,230,895 
1,549,838 


% 


73.7 
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Chicago, Milwaukee & St, Paul— 
1925 13,529,272 11,718,314 427,055 
1924 12,288,253 9,666,687 1,534,537 
Chicago, St. Paul, Minneapolis & Omaha— 
2,185,304 1,797,448 217,868 
1322 2; 127,250 1,845,813 104,502 


1925 10,090,147 6,634,111 2,595,033 


Great Northern— 


1924 9,120,577 6,335,404 1,911,879 

Minneapolis, St. Paul & Sault Ste. Marie— 
1925 4,198,865 3,074,218 780,524 
1924 3,833,750 3, 043,747 454,653 


Northern Pacific— 
1925 8,074,052 5,875,973 1,750,817 
1924 7,299,929 5,854,967 1,068,232 
Oregon-Washington R. R. & Navigation Co.— 
1925 2,254,709 1,957,315 5,575 
1924 2,248,891 1,916,324 42,332 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1925 17,257,180 11,781,824 4,137,667 
1924 15,940,062 11,821,163 2,978,817 
Chicago & Alton— 
1925 2,672,454 1,897,660 540,168 
1924 2,454,144 1,847,147 413,203 
Chicago, Burlington & Quincy— 
1925 13,517,004 9,642,663 2,626.948 
1924 12, 626,305 9,451,134 2,029,860 
Chicago, Rock Island & Pacific— 


1925 10,819,787 8,209,352 1,413,780 
1924 10,741,454 8,637,012 940,266 
Denver & Rio Grande Western— 
1925 2,805,187 1,964,569 707,023 
1924 2,761,042 2,635,453 14,759 
Oregon Short Line— 
1925 2,690,434 2,235,054 138,474 
1924 2,782,525 2,185,368 221,868 


Southern Pacific = System — 
1925 18,187,142 13,126,159 3,237,989 
1924 17,530,632 11,998,998 3,765,307 


1925 8,702,225 6,361,263 1,558 224 
1924 8,726,887 6,414,776 1,315,183 
Southwestern Region: 


Galveston, Harrisburg & San Antonio— 


Union Pacific— 


1925 2,280,356 1,911,644 212,733 

1924 2,782,447 2,036,536 545,339 
Gulf, Colorado & Santa Fe— 

1925 2,434,297 1,853,329 357,691 

1924 2,323,334 1,673,372 459,533 


Missouri-Kansas-Texas— 
1925 3,069,423 1,865,891 1,048,045 


1924 2,763,172 1,908,476 622,221 
Missouri-Kansas-Texas of Texas— 

1925 1,702,687 1,493,016 d54,221 

1924 1,754,273 1,324,363 248,466 


Missouri Pacific— 
1925 10,935,242 8,630,304 1,465,607 
1924 7,001,867 4,953,450 1,615,973 
St. Louis-San Francisco— 
1925 7,550.221 5,234,393 1,845,700 
1924 7,001,867 4,953,450 1,615,973 


1925 2,689,526 2,149.694 339.374 
1924 2,671,922 2,336,250 136,943 


Texas & Pacific— 
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The corresponding figures for the seven months ended with 


July follow: 
Net 


Oper- 


railway ating 
Operating Operating operating ratio 


revenues expenses income 
Total—Roads reported: 
1925 $2,886,136,289 $2.220,359,304 $451,737,735 
1924 2,838,732,742 2,235,581,980 401,932,297 
New England Region: 
Boston & Maine— 
1925 45,015,057 36,323,063 5,281,984 
1924 44,942,309 37,656,295 4,030,508 
New York, New Haven & Hartford— 
1925 74,732,589 55.999,878 12,393,189 
1924 73,357,035 57,305,532 10,254,084 
Great Lakes Region: 


Delaware & Hudson— 

1925 26,498,848 20,913,937 4,952,127 

1924 25,924,869 21,803,401 3,602,479 
Delaware, Lackawanna & Western System— 

925 51,350.619 37 743,724 9,655,132 

1924 49,938,219 37,874,929 8,667,976 
Erie (including Chicago & Erie)— 

1925 68.002,532 54,665,774 8 885,562 
1924 67,954,037 56,165,274 8,342,819 


1925 45,444,088 33,830 000 8,446,378 
1922 43,822,538 35,322,050 6,385,230 


Michigan Central— 

— 51,616,051 35,659,424 12,775,504 

1924 51,299,331 36,656,222 10,849,840 

New York Central (including Boston & Albany)— 

1925 215,335.356 161,516,306 36,944,758 

1924 212,738,012 161,090,867 36,010,107 
New York, Chicago & St. Louis— 

1925 30,847.166 22,484,357 5,729,610 
1924 30,965,027 23,875,294 4,471,256 


1925 22,841,121 17,423,975 3,779,110 
1924 23,769,976 18,401,071 3,289,188 
Pittsburgh & Lake Erie— 
1925 18,581 548 14,900,680 4,972,171 
1924 18,731,986 14,995,825 4,892,054 


1925 38,772 699 29,819.879 5,357,535 
1924 37,049,408 29,537,139 3,877,323 

Central Eastern Region: 

Baltimore & Ohio— 
1925 129,812,024 101,370,812 19,915,555 
1924 128,226,890 101,210,121 19,248,131 

Central of New Jersey— 

1925 33,034,346 24,408,980 5,107,068 
1924 31,632,593 25,064,489 3, "406, 872 


Lehigh Valley— 


Pere Marquette— 


Wabash— 
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Operating 
revenues expenses 
Chicago & Eastern Illinois— 
1925 14,450 403 12,565,573 
1924 14,755,559 13,208,729 
Cleveland, Cincinnati, Chicago & St. Louis— 
1925 51,070,498 37,805,546 
1924 49,383,306 38,696,440 
Elgin, Joliet & Eastern— 
1925 14 850,203 10,284,258 
1924 12,904,197 9,446,352 
Long Island— 
1925 20,951,073 15,705,740 
1924 19,788,671 15,544,165 
Pennsylvania— 
1925 374,980,003 301,182,871 
1924 368,986,630 297,572,584 
Reading— 
1925 53,889,874 40,744,981 
1924 53,409,522 41,787,539 
Pocahontas Region: 
Chesapeake & Ohio— 
1925 66,855,851 49,389,685 
1924 60,614,860 45,988,670 
Norfolk & Western— 
1925 56,422,726 38,484.903 
1924 52,436,229 40,492,538 
Southern Region: 
Atlantic Coast Line— 
1925 53,835.953 36,590.383 
1924 50,313,018 35,698,152 
Central of Georgia— 
1925 16,580,496 13,092,953 
1924 15,531,374 12,229,963 
Illinois Central— 
1925 84,924,778 66 159.354 
1924 86,954,142 68,226,880 
Louisville & Nashville— 
1925 79,015,569 62,095,631 
1924 76,520,003 63,474,461 
Seaboard Air Line— 
1925 34,626,305 26 247,248 
1924 31,294,414 24,270,586 
Southern— 
1925 83,147.861 60,248.878 
1924 80,853,264 60,633,599 
Yazoo & Mississippi Valley— 
1925 13,006,263 9,495,172 
1924 11,696,637 8,946,792 
Northwestern Region: 
Chicago & North Western— 
1925 80,468.015 64,821,121 
1924 83.688,766 70,175,793 
Chicago, Milwaukee & St. Paul— 
1925 87,059,242 75.204 812 
1924 87.153.228 73,515,383 
Chicago, St. Paul, Minneapolis & Omaha— 
1925 14.628.335 12.094,498 
1924 15,372,192 12,935,140 
Great Northern— ; 
1925 56,930,453 42.317 975 
1924 54.798 .236 42,403,367 
Minneapolis, St. Paul & Sault Ste. Marie— 
1925 25,678.180 20,412,455 
1924 24,738,331 21,024,100 
Northern Pacific— 
1925 50,212.345 40 601.393 
1924 49.907.377 41.526,463 
Oregon-Washington R. R. & Navigation Co.— 
1925 14,671,983 12.673,878 
1924 16,286,420 18,119,446 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1925 105,448,189 79,227,584 
1924 103,833,214 82,162,569 
Chicago & Alton— 
1925 17.012 425 13,192.820 
1924 17,253,651 13,638,229 
Chicago, Burlington & Quincv— 
1925 85.890.470 66,330.3895 
1924 88 569,284 67,790,083 
Chicago, Rock Island & Pacific— 
1925 69.200.778 56,048.831 
1924 67.749,187 56,143,704 
Denver & Rio Grande Western— 
1925 17 234,922 13 351.424 
1924 17,211,642 14,873,123 
Oregon Short Line— 
1925 17.354.845 13,714,390 
1924 19 346.670 14,872,335 
Southern Pacific (Pacific Svstem)— 
1925 114.795.3806 87,714.844 
1924 116,711,353 84,679,687 
Union Pacific— 
1925 53 636.943 37 822,495 
1924 57,344,874 41,131,481 
Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
1925 16,428,859 14,170.035 
1924 18,305,128 15,149,466 
Gulf, Colorado & Santa Fe— 
1925 15,924.758 13,082,197 
1924 14,117,941 12,573,686 
Missouri-Kansas-Texas— 
1925 19.521 213 12.422 271 
1924 18.324,240 12,693,251 
Missouri-Kansas-Texes of Texas— 
1925 12.175.705 9.644.587 
1924 11,015,516 8.646,141 
Missouri Pacific— P 
1925 73.327.816 58.623.870 
1924 66,826,020 54,594,486 
St. Louis-San Francisco— 
1925 49 393.225 34 893.576 
1924 46,821,959 34,044,577 
Texas & Pacific— 
1925 18,650,372 14,840.088 
1924 18,063,457 14,713,561 


Net 


railway ating 
Operating operating ratio 


income 


446,614 
291,377 


9,278,327 
6,831,744 


2,493,833 
1,722,662 


3,440,330 
2,145,246 


47,193,933 
43,571,957 


11,330,248 

9,990,344 
15,643,910 
12,875,863 


14,970,531 
8,458,166 


12.399,248 
10,832,909 


2,464 316 
2,473,157 


12,935,289 
13,836,467 


13,412 009 
10,190,748 


5,678,992 
5,192,517 


17,331,390 
14,858,372 


2,332,685 
1,848,546 


2,897 315 
1,701,605 


7,092.975 
6,256,747 


206.489 
1,337,527 


17,975,126 
14,771,035 


2,133,639 
2,279,523 


12,146,421 
12,914,478 


6,364.302 
4,957,557 


3,002.577 
1,605,932 


1,673.526 
2,143,046 


16.872.744 
20,772,584 


11,018.695 
10,822,784 


1,162.879 
2,058,585 


1,302.453 
369,332 


5.889.292 
4,684,100 


729.3280 
910,454 


8.717.295 
7,560,576 


11,714,432 
10,430,954 


2,315,299 
1,898,478 


87.0 
89.5 


74.0 
78.4 


69 3 
73.2 


75. 


68.0 
71.0 


79.0 
78.7 


77.9 
78.5 


78.6 
83.0 


75.8 
77.6 


72.5 
75.0 


73.0 
76.5 


80.6 
83.9 


86.4 
84.4 


82.7 
84.1 


74.3 
17.4 


79.5 
85.0 


80.9 
83.2 


86.4 
80.6 


75.1 
79.5 


77.5 
79.1 


77.2 
76.5 


81.0 
82.9 


77.5 
86.4 


79.0 
76.9 


76.4 
72.6 


70.5 
71.7 


86.3 
82.8 


82.2 
89.1 


63.6 
69.3 


79.2 
78.5 


80.0 
81.7 


70.6 
72.7 


79.6 
81.5 


701 
REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 12 
totaled 975,484 cars, according to reports filed by the carriers 
with the car service division of the American Railway Associa- 
tion, which says: 


Owing to the observance of Labor Day, it was a decrease of 127,512 
cars under the week before with decreases, compared with the pre- 
ceding week, in the loading of all commodities. Compared with the 
corresponding week last year, the total for the week of September 12 
was a decrease of 86,347 cars and a decrease of 85,129 cars under the 
corresponding week in 1923. In making comparisons, however, with 
the corresponding week both in 1924 and 1923, consideration_must be 
given to the fact that both represented full weeks, Labor Day holi- 
days having been included in the preceding week in both previous 
years. 


Loading by districts the week ended September 12 and for 
the corresponding period of 1924: 


Eastern district: Grain and grain products, 6,284 and 10,859; live 
stock, 2,789 and 3,704; coal 26.681 and 45,171; coke, 2,805 and 1.785; 
forest products. 5,133 and 5,568; ore, 5,696 and 3,748; merchandise, 
L. C. L., 68,689 and 69 469: miscellaneous, 96,439 and 100,546; total, 
1925, 209,516; 1924, 240,850; 1923( 232389. 

Allegheny district: Grain and grain products, 2,589 and 3,590: live 
stock, 2601 and 3.229; coal, 36.832 and 46,246: coke. 5,092 and 3.846; 
forest products, 2,694 and 3,292: ore, 10,119 and 8,355; merchandise, 
L. GC. L., 50.331 and 52.341: miscel'aneous, 79,960 and 89,958; total, 
1925, 190.218: 1924. 210,857; 1928, 219.293. 

Pocahontas district: Grain and grain products, 202 and 250: live 
stock 369 and 359; coal, 41,216 and 33.991; coke, 546 and 205; forest 
products, 1,736 and 1,501; ore, 79 and 67; merchandise, L. C. L., 6,682 
and 7.132; miscellaneous, 4,588 and 5,775; total, 1925, 55,418; 1924, 49,- 
280; 1923, 43,266. 

Southern district: Grain and grain products, 3 248 and 4.004; live 
stock, 2,042 and 2,453: coal, 26,053 and 24,136; coke, 925 and 773; forest 
products, 21,181 and 22.827; ore, 1,396 and 1,278; merchandise, L C. L., 
38.966 and 41,373: miscellaneous, 57,238 and 51,840; total, 1925, 151,049; 
1924, 148.684; 1923, 141,011. 

Northwestern district. Grain and grain products, 18.864 and 23,278; 
live stock, 7,723 and 9,162: coal. 6,629 and 8.319: coke. 1,230 and 1.119; 
forest products 15.355 and 16.870: ore, 33,342 and 30,511: merchandise, 
L. C. L., 29.786 and 31,766; miscellaneous, 37,290 and 39,398; total, 1925, 
150,219: 1924, 160,423; 1923, 183.668. 

Central Western district: Grain and grain products. 10.176 and 

18,333: live stock, 10.547 and 16,170: coal. 15.386 and 18 602: coke, 257 
and 357; forest products, 11,631 and 11.303; ore, 3,618 and 3,548: mer- 
chandise. L. C. L., 35.005 and 37,293; miscellaneous, 63,813 and 70,496; 
total. 1925 150.433; 1924. 176.097; 1923. 168.017. 
. Southwestern district: Grain and grain products. 3,327 and 5,915; 
live stock, 2.616 and 3.717; coal, 4,560 and 6335; coke, 120 and 206; 
forest products, 7.034 and 8.472: ore, 525 and 332: merchandise, L. C. 
L., 13,576 and 14.931: miscellaneous, 36,823 and 35,682; total, 1925, 
68,581: 1924, 75,590: 1923. 72.919. 

Total. all roads: Grain and grain vroducts. 44.690 and 66.229; 
live stock, 28,687 and 38.794: coal, 157.357 and 182.800: coke, 10975 
and 8.291: forest products. 64,764 and 69.833: ore. 54,775 and 47,834: 
merchandise, L. C. L., 238,035 and 254.305; miscellaneous, 376,151 and 
393,695 total, 1925, 975,434; 1924, 1,061,781; 1923, 1,060,563. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 

Five weeks in January.............. 4,450 993 4.294.270 4,239.379 
Four weeks in February............. 3.619.326 3.621.819 3.414.8N9 
Four weeks in March............++. 3.494.916 3,661,922 8.682.552 
PED WOES Tis BMP... 0.6:6:6:0:0:0:0 08 wareeee 3.721.862 3 498.220 8.784 QFE 
PUPS WEES TH BURG oo cccscicccccwcwesis 4.854.720 4.473.729 4.878.293 
POUr WEEKS TA JANG ......occcccsccweses 3.956 911 8.625.182 4,047. &N3 
POUP WEES TH DUG n.6.6:0ccccncciceccees 3.887.834 3.524.909 3.940 735 
Five. WEekn I AURORE ooo. ccc ccccescs 5.384.010 4,843,997 5,29.219 
Week ended Sept. 5th............... 1,102.946 921.303 92 916 
Week ended Sept. 12th.............. 975,434 1,061,781 1.060.563 

WEE. sais, Ginassaiwaaeeses 35,627,852 33,537,142 35,144,935 





CONDITION OF EQUIPMENT 


Freight cars in need of repair on September 1 totaled 197,- 
178, or 8.4 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the Ameri- 
can Railway Association. This was an increase of 1.907 cars 
over the number reported on August 15, at which time there 
were 195,271. or 8.4 per cent. Freight cars in need of heavy 
repair on September 1 totaled 149,705, or 6.4 per cent, a decrease 
of 1,560 compared with August 15. Freight cars in need of light 
repair totaled 47,473, or 2 per cent, an increase of 3,467 compared 
with August 15. 

Fewer locomotives were in need of repair on September 1 
this year than at any time since January 1, 1924. The total 
number of locomotives in need of repair on September 1 this 
year was 10,551, or 16.5 per cent of the number of line. This was 
an increase of 176 compared with January 1, 1924, but a decrease 
of 413 compared with the number in need of repair on September 
1 last year. It also was a decrease of 369 compared with August 
15 this year, at which time there were 10,920, or 17.1 per cent. 
The railroads on September 1 had 5,902 serviceable locomotives 
in storage. Of the total number in need of repair on September 
1, 5,514, or 86 per cent, were in need of classified repairs. a 
decrease of 377 compared with August 15 this year, while 5,037, 
or 7.9 per cent, were in need of running repairs, an increase of 
eight locomotives within the same period. 

The Commission’s monthly report to the President, as re- 
quired by a Senate resolution, shows that out of 121,328 freight 
cars inspected in August, 4.061, or 3.3 per cent, were found de- 
fective, as compared with 89,990 inspected and 3,326, or 3.7 per 
cent, found defective in August, 1924, Out of 2,421 passenger 
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cars inspected in August, 27, or 1.1 per cent, were found defec- 
tive, as compared with 1,816 inspected and 39, or 2.1 per cent, 
found defective in August last year. 

The report showed also that out of 6,604 locomotives in- 
spected in August, 2,689, or 40 per cent, were found defective 
and 275 were ordered out of service. 

Seventeen cases involving 32 violations of the safety appli- 
ance acts were transmitted by the Commission to United States 
attorneys for prosecution. 


VOLUME OF TRAFFIC 


Class I railroads in July handled a freight traffic amounting 
to 37,800,641,000 net ton-miles, according to reports for the month 
filed by the carriers with the Bureau of Railway Economics. 
This was an increase of 4,759,750,000 net ton-miles, or 14.4 per 
cent, over the same month last year, but a decrease of 717,265,- 
000 net ton-miles, or 1.9 per cent under July, 1923, and 2,592,218,- 


000 net ton-miles or 6.4 per cent below July, 1920. Continuing. 
the Bureau says: 


Freight traffic in the Eastern district showed an increase of 17 
per cent over July last year, while in the Southern district there was 
an increase of 19.1 per cent. The Western district showed an in- 
crease of 9.3 per cent. 

For the first seven months in 1925, the volume of freight traffic 
amounted to 249,335,046,000 net ton-miles, an increase of 5.3 per cent 
over the corresponding period last year, but a decrease of 5.6 per cent 
under the corresponding period in 1923. There was also a decrease 
of three-fifths of one per cent under the same period in 1920. In the 
Eastern district, an increase for the seven months’ period of 5.4 per 
cent in the volume of freight traffic compared with the same period 
last year was reported and in the Southern district there was an 
increase of 7.7 per cent. The Western district showed an increase 
of 4.1 per cent. 

The daily average movement per freight car in July was 27.7 
miles, an increase of 2.2 miles compared with July last year, but a 
decrease of one-tenth of a mile compared with the same month in 
1923. The average daily movement per freight car in July this year 
Was an increase of three-tenths of a mile as compared with the 
preceding month. 

In computing the average movement per day, account is taken 
of all freight cars in service, including cars in transit, cars in process 
of being loaded and unloaded, cars undergoing or awaiting repairs 
= also cars on sidetracks for which no load is immediately avail- 
able. 

The average load per freight car in July was 27.3 tons, three-fifths 
of a ton greater than for July last year, but 1.2 tons below the same 


month in 1923. The average for July was an increase of two-fifths 
of a ton over June this year. 





LOCATION OF CARS 


The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of September 1, issued by the 


car service division of the American Railway Association, shows 
the following: 


Eastern district, 95.9 as compared with 93.3 a year ago; Alle- 
gheny district, 102.2 as compared with 104.3 a year ago; Pocahontas 
district, 72.9 as compared with 84.3 a year ago; Southern district, 
97.3 as compared with 93.3 a year ago; Western district, 102.7 as 
compared with 102.8 a year ago; all districts, 98.7 as compared with 


98.6 a year ago; and Canadian roads, 95.2 as compared with 93.6 
a year ago. 


LUMBER SHIPMENTS 


Reports received by the National Lumber Manufacturers’ 
Association from 369 of the larger softwood mills of the country 
for the week ended September 19 indicated slight increases in 
production, a substantial increase in shipments and a marked 
increase in new business, as compared with reports from 367 
mills the week before. In comparison with reports for the same 
period a year ago, there were notable increases in all three 
items. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Wk 


Past Week Week, 1924 1925 (Revised) 
 Stiesdrsnesceneae 369 364 367 
ia, Lo 248,950,255 227,439,688 240,852,446 
Shipments ....... eee. 256,565,333 222,161,194 226,984,318 
Orders (New Bus.).. 250,889,090 224,719,143 204,016,018 


The following revised figures compare the lumber move- 
ments of the seven associations for the first thirty-eight weeks 
of 1925 with the same period of 1924: 


Production Shipments Orders 
BEE i WitwendsePonvesous 9,314,783,696 9,179,871,968 9,023,128,998 
TE. tckdguewoanseueae 8,893,165,548 8,808,633,847 8,547,551,541 
1925 Increase ........ 421,618,148 371,238,121 475,577,457 


COAL PRODUCTION AND SHIPMENT 


Total output of soft coal the week ended September 12, in- 
cluding Labor Day, is estimated by the Bureau of Mines of the 
Department of Commerce at 2,993,000 net tons, as against 10,- 
826,000 tons the full-time week ended September 5. Anthracite 
shipments from storage amounted to 7,535 cars the week ended 
September 5 and 7,451 cars the week ended September 12. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended September 5 were re- 
ported as follows: Bituminous, 3,200; anthracite, 4,220, 
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A total of 338,781 net tons of bituminous coal was shipped 
from Hampton Roads the week ended September 12, of which 
184,145 net tons were for New England delivery. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended September 13 totaled 734,070 net tons, bringing 
the total for the season that far to 17,909,997 tons Anthracite 
shipped rom Lake Erie ports the week ended September 13 to. 
taled 28,362 net tons, bringing the total for the season that far 
to 1,789,140 tons. 


FRUIT AND VEGETABLE SHIPMENTS 
Shipments of leading lines of fruits and vegetables totaled 
29,155 cars the week ended September 19, as compared with 
25,958 cars (revised) the preceding week, according to the 
weekly report of the Bureau of Agricultural Economics of the 
Department of Agriculture. Shipments were reported as fol- 
lows: 


Apples, 4,169 cars; cauliflower, 130 cars; cabbage, 924 cars; can- 
taloupes, 547 cars; celery, 282 cars; cucumbers, 69 cars; grapes, 7,971 
cars; lemons, 173 cars; lettuce, 468 cars; miscellaneous melons, 278 
cars; mixed citrus fruits, 9 cars; mixed deciduous fruits, 229 cars: 
mixed vegetables, 675 cars; onions, 778 cars; oranges, 417 cars; 
peaches, 2,084 cars; peppers, 85 cars; pears, 1,489 cars; plums and 
prunes, 389 cars; string beans, 19 cars; sweet potatoes, 718 cars; 
tomatoes, 1,794 cars; watermelons, 277 cars; potatoes, 5,181 cars. 


FOURTH SECTION HEARING 


Hearing was held in fourth section applications 12677 and 
12712, with regard to rates between Chicago, Peoria, Cairo and 
St. Louis and other points within the states of Illinois, Iowa and 
Missouri, and St. Paul and Duluth and between points in Michi- 
gan, Wisconsin and Minnesota and St. Paul and Duluth, Sep- 
tember 17 and 18, before Examiner Sharp, at Chicago. 

O. H. Timme, for the C. M. & St. P., said the rates involved 
were those growing out of Docket 11388, and were the result 
of an order by the Commission. He said there was no need to 
repeat the reasons given by Mr. Boyd in making his application 
for relief. He said the departures were in the rates from the 
St. Louis, Peoria and Chicago groups and the Wisconsin and 
Michigan points to St. Paul and Duluth. He said the departures 
of the C. M. & St. P. were of two kinds—departures in the rates 
made by group adjustments from St. Louis, Peoria and Chicago 
to the Twin Cities and the others due to the fact that the road 
was the circuitous route, yet it wanted to participate in the 
traffic. This reason, he said, accounted for the departures from 
west Lake Michigan points in Wisconsin to the Twin Cities. 

C. N. Richards, for the Wabash, said that, from Keokuk, 
Hanibal and Quincy to the Twin Cities, the rates passed through 
the Peoria group and then through the higher based Springfield, 
Ill., group, making departures in that manner. He gave distance 
comparisons of the short and long mileage to show that the 
Wabash had the longer haul, and entered figures to show the 
ton-mile earnings to be reasonabliy compensatory at the low 
level of rates on the long haul. 

Theodore Hanson, for the Rock Island, with regard to de- 
partures in the rate from Chicago and Illinois group points to 
Omaha and Kansas City via Omaha, or to Kansas City and 
Omaha via Kansas City, said that justification of the departures 
in question had been made at a hearing in Kansas City in 1922, 
and the Commission was aware of what was done then. 

O. T. Cull, for the C. M. & St. P., made a statement to the 
effect that, if the applications under consideration were to be 
denied, the carriers would have relief under fourth section order 
3700 and application 1898. He said the applications being heard 
had been made by Mr. Boyd when the rates made as a result 
of the recent Indiana case were put into effect. He said the 
carriers took a position that the hearing or defense of the ap- 
plication was really a waste of time, since all the adjustments 
would go by the board when the new western class adjustment 
went into effect and that, until that time, the carriers had relief 
under old orders. 

Examiner Sharp pointed out that the order of the Commis- 
sion was for him to make a record in the case and that he would 
continue. 

B. J. Drummond, for the chambers of commerce, Mason 
City, Ia., and Owantonna, Minn., said the carriers had said 
little that affected his situation, except that they wanted the 
rate kept up at the intermediate points. He wanted to know how 
they could keep the rates at intermediate points up in view of 
the equidistant rule. He said their plea of circuity was hardly 


proper, since, in most cases, it exceeded the 115 per cent allowed 
by law. 


TELEPHONE OPERATING RESULTS 


Operating income of seventy telephone companies reporting 
to the Commission totaled $14,131,985 in July, an increase of 
$3,482,231, or 32.7 per cent, as compared with July, 1924, accord- 
ing to statistics compiled by the Bureau of Statistics of the 
Commission. For the seven months ended with July the oper- 
ating income totaled $104,459,850, an increase of $22,486,092, or 
27.4 per cent, as compared with the same period of 1924. The 
number of company stations increased from 11,854,605 at the end 
of July 1924 to 12,674,333 at the end of July 1925. 
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Miscellaneous Decisions | 
Traffic Cases Recently Decided by State and Federal Courts | 
4 (Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. } 
j Copyright by West Publishing Co.) 


REGULATION OF CARRIERS 


Not Essential to Jurisdiction of State Railroad Commission Over 

Carrier that Latter Be an Incorporated Railroad: 

(District Court, W. D. Arkansas, E. D.) Under Crawford 
& Moses’ Dig. Ark., sec. 1618, conferring jurisdiction on the 
state Railroad Commission over “common carriers * * * and 
vehicles of all kinds engaged in the transportation of freight 
and passengers,” it is not essential to such jurisdiction that a 
carrier be an incorporated railroad engaged as such.—Smith- 
erman & McDonald, Inc., et al. vs. Mansfield Hardwood Lumber 
Co., 6 Fed. Rep. (2d), 29. 

“Common Carrier” and “Private Carrier” Defined: 

A “common carrier” is one who undertakes for hire to trans- 
port goods for such as choose to employ him, while a “private 
carrier” is one who, without being engaged in the business of 
carrying as a public employment, undertakes to deliver goods in 
a particular case for hire or reward.—lIbid. 

Carrier Cannot Avoid Status as Common Carrier by Insisting on 

Private Contracts With Shippers: 

A corporation which holds itself out to the public as ready 
to transport freight for any one who offers it cannot escape 
liability as a common carrier by insisting on a private contract 
with the shipper.—Ibid. 

Classification as Common Carrier Not Dependent on Authority 
to Act as Such: 

In determining whether one is a common carrier or a 
public utility, courts will be governed, not by whether it is 
authorized to be such, but by whether it elected to act as a 
common carrier.—Ibid. 

Lumber Company Held Subject to State Regulation as “Common 

Carrier”: ; 

A lumber company, which owned and operated a railroad for 
transportation of its own products, but later extended it into 
an oil field and held itself out as willing to carry any freight 
offered under private contract, held a common carrier, and 
subject to the jurisdiction of the Arkansas Railroad Commission, 
though not authorized by its charter to operate as a common 
carrier.—Ibid. 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 








DELAY IN TRANSPORTATION OR DELIVERY 


Refusal of Prayer Authorizing Recovery Because Bananas Did 
Not Arrive in Time for Market on Certain Day Not Error: 
(Court of Appeals of Maryland.) In action against carrier for 

loss from delay in transporting bananas, refusal of prayer author- 

izing finding that loss occurred because cars did not arrive in 
time for market on certain day held proper, in absence of any 
evidence that market price on day when goods arrived was 
lower than on day when they should have arrived.—Atlantic 

Fruit Co. et al. vs. Pennsylvania R. Co., 130 Atl. Rep. 63. 

Not Insurers of Perishable Goods: 

A carrier is not an insurer of perishable goods, such as 
bananas, but is only required to use reasonable care and dili- 
gence in transporting them, and therefore it is not liable for 
loss caused by an act of God, such as the presence of ice in the 
harbor where they are unloaded.—Ibid. 

Delay in Unloading Bananas from Ship Not Cause of Loss, Where 
They Were Included in Train Intended, and No Error in 
Refusing to Mention It in Prayer Granted: 

Where bananas were unloaded from ship by railroad carrier 
in sufficient time to be included in train by which they were 
intended to be shipped, any delay of carrier in unloading them 
from ship would not be a cause of loss through failure to arrive 
at market when due, and court committed no error in refusing to 
mention such delays in prayers granted.—Ibid. 

Insertion in Prayer as to Whether Notice to Shipper Was Sub- 
ject to Delay Had Been Given Not Error: 


Where a carrier’s movements are congested, it has the duty 
of giving notice to shipper of perishable goods of possibility of 
delay, and, while such notice does not excuse delays caused by 
negligence, insertion in prayer of question as to whether such 
= had been given to shipper of bananas held not error. 
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Not Liable for Losses Caused by Negligence of Agent Placed in 

Charge of Shipment by Shipper: 

Although shipper has no duty to place agent in charge of 
perishable goods, and, if he does not, carrier is liable for care 
of shipment, where agent is placed in charge, carrier is not 
responsible for loss caused by agent’s negligence.—Ibid. 
Instruction Absolving Carrier, if Loss Was Due to Negligence ot 

Shipper’s Agent Accompanying Shipment, Not Erroneous: 

In action for loss in shipment of bananas, instructions that, 
if loss was caused by negligence of agent sent with shipment 
by shipper in failing to properly regulate temperature, causing 
bananas to ripen too soon, there could be no recovery, held not 
erroneous notwithstanding there was no requirement for jury 
to find such negligence was proximate cause or was not neg- 
atived by existence of concurring negligence; proximate cause 
and concurring negligence being inapplicable.—Ibid. 

LOSS OF OR INJURY TO GOODS 

Trial Court’s Finding of Fact Not Disturbed: 

Trial court’s finding on conflicting evidence as to cause of, or 
responsibility for, deterioration of lettuce, shipped for plaintiff 
by defendant carrier and its connecting lines, will not be dis- 
turbed.—American Fruit Growers, Inc., of California vs. Pacific 
Electric Ry. Co., 238 Pac. Rep. 105. 

Finding as to Cause of Decay Supported by Evidence: 

Evidence held sufficient to support court’s finding for plain- 
tiff that rot and decay of lettuce was due to improper refriger- 
ation by defendant and connecting carriers.—Ibid. 

Measure of Damages to Shipment of Perishable Merchandise 
Stated: 

Where mode of ascertaining damages to shipment of perish- 
able merchandise is not limited or determined by contract, basis 
of computation is difference between market value of commodity 
in good condition at point of destination, and market value of 
deteriorated product at same point at the time of arrival.—lIbid. 
Connecting Carrier’s Disposition of Perishable Merchandise Bind- 

ing on Initial Carrier: 

Disposition of decayed perishable merchandise by connecting 
carrier at point of destination, on consignee’s rejection of ship- 
ment, is binding on initial carrier.—Ibid. 

Judgment Against Initial Carrier, for Loss on Sale of Damaged 
Lettuce, Sold Elsewhere Than at Point of Destination by 
Terminal Carrier on Rejection by Consignee, Affirmed De- 
spite Lack of Evidence or Findings of Market Value at Such 
Point: 

Where terminal carrier, on receiving consignee’s letter 
directing it to “make proper disposal” of carload of lettuce, re- 
jected because of damaged condition, immediately proceeded to 
do so, agency was created requiring it to use all reasonable 
efforts and its best judgment in disposing of shipment, and, in 
absence of evidence to rebut presumption that its agent con- 
cluded that city to which it immediately shipped car from point 
of destination furnished better market, or that it did not exercise 
all reasonable efforts and judgment in making sale with least 
possible loss to consignor, to whom it credited amount received 
on freight charges, judgment for consignor against initial carrier 
for loss sustained must be affirmed, though there was no evi- 
dence or finding as to market value of deteriorated lettuce at 
point of destination.—Ibid. 


ORDER TEMPORARILY RESTRAINED 


The Commission has been advised that the special court for 
the southern district of Virginia, composed of Circuit Judge Wad- 
dill and District Judges Meekins and McClintic, have denied the 
application of the Virginian Railway Company for a temporary 
injunction and dismissed the bill on its merits. The application 
was for an injunction forbidding the United States, the Inter- 
state Commerce Commission and Chesapeake & Ohio to carry 
out the terms of the Commission’s order in Wyoming Coal Co. 
et al. vs. Virginian Railway et al., and Gulf Coal Co. et al. vs. 
Same, 98 I. C. C. 488, the substance of which was that the Vir- 
ginian and the Chesapeake & Ohio should form through routes 
under joint rates on bituminous coal, from mines on the Vir- 
ginian to westward destinations on the Chesapeake & Ohio. 

The Virginian claimed that obedience to the order would 
result in short-hauling it, contrary to the prohibition of the 
interstate commerce act. Before the Commission it said it was 
built and equipped to haul coal to the eastward and not to the 
west. The Commission, however, entered the order, to which 
exception was taken. 


While in form the decree of the court is a victory for the 
Commission, in that both temporary and permanent injunctions 
were denied, the fact is that the order is suspended by decree 
of the court. The court said the respondents should be tem- 
porarily restrained because the evidence showed that the com- 
plainant would suffer irreparable damage pending appeal to the 
Supreme Court of the United States if its decree should be re- 
versed on appeal to the higher court. Therefore, it restrained, 
temporarily, the enforcement of the order, pending the perfect- 
ing of an appeal, within thirty days, and thereafter until de- 
termination by the Supreme Court “unless such restraining 
order shall be sooner set aside by the Supreme Court.” 
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Whether that form of denyinng a temporary injunction and 
then issuing a restraining order is a proper exercise of judicial 
power is a question that has been discussed among the lawyers 
for the Commission, but without a conclusion that has been 
embodied in any course of action. It is admitted that if the 
Virginian and the Chesapeake & Ohio entered into the through 
route and joint rate arrangement ordained by the Commission, 
whatever damage resulted from such arrangement would be im- 
Possible of reparation. The shippers would ship under such 
rates, pay their bills and go about their business without the 
possibility of the carrier suffering damage recovering anything 
from them because they would have paid only the published 
rates, which, while unjust to the railroads, could not be attacked 
by them, in a proceeding against the shippers as being unlawful 
and giving the shippers something to which they were not law- 
fully entitled. 

It is deemed not improbable that when the case is taken to 
the Supreme Court, the Commission will address itself to the 
point that has arisen in connection with the peculiar decree, 
which, however, is not wholly novel. A cross appeal might lie, 
although it has also been suggested that, on argument it might 
be suggested in behalf of the Commission that on account of 
the unusual character of the decree the higher court might take 
action to expedite the matter to the end that if the law did war- 
rant the order issued by the Commission the complainants were 
entitled to the benefit as quickly as the court could act. 


SLIGO RULE LITIGATION 


A Sligo Iron Store rule case, that may bring a final deter- 
mination of the question whether the Commission was right or 
wrong in making the decision it did, has been argued in the 
federal court for the northern district of California, at San Fran- 
cisco, by attorneys representing the Standard Oil Company (Cali- 
fornia) and the Director General. The case is No. 17264, Stand- 
ard Oil Company (California) vs. James C. Davis et al. The 
plaintiff oil company sued for the recovery of $6,659.33, the 
amount of overcharge reparation awarded by the Commission in 
Standard Oil Company (California) vs. Director-General et al., 
74 I. C. C. 188, on shipments of petroleum products, in Novem- 
ber, 1919, from Ardmore, Okla., to Clarksdale and Humboldt, 
Ariz., and from Wichita Falls, Tex., to Humboldt. At that time 
petroleum products were moving from the mid-continent field to 
California and the fields California had been supplying, on ac- 
count of a shortage. 

Alexander M. Bull, attorney for the Director-General, after 
his motion to dismiss on the ground that the suit was barred by 
the statute of limitations had been overruled, contended that the 
holding of the Commission, that the shipments had been over- 
charged because the “holding out” in the combination rule had 
not been respected, was incorrect as a matter of law, and there- 
fore void, because the Commission did not find that the tariff 
rates “as actually published” were those constructed by the use 
of the combination rule. From that he stepped to the argument 
that, as the rates were not so published, as a matter of law the 
Director-General could not “protect” them, but was bound to col- 
lect and the shipper bound to pay the rates as “actually” pub- 
lished in the tariffs. He contended the Director-General could 
neither hold out nor protect any rates other than those actually 
published in the tariffs. 

A further contention made by Mr. Bull was that, if the Com- 
mission’s finding was to be construed as holding that the rates 
were actually so constructed, such a finding would be erroneous 
and in conflict with the mandatory requirements of the law for 
the publication of rates. 

Mr. Bull argued that section 6, the one relating to the pub- 
lication of rates, had to take precedence over the firs tfour sec- 
tions of the act. In other words, that while unreasonable, un- 
justly discriminatory and unduly prejudicial rates were declared 
to be unlawful yet it was the duty of the carrier to collect and of 
the shipper to pay the rates carried in the tariffs, in accordance 
with the provisions of the law. He said it was settled by the 
decisions of the Supreme Court of the United States that sec- 
tion 6 was paramount and that the published rate had to be 
collected even though it might violate other requirements of the 
law, and that none of the provisions of the tariff might be 
waived. 

Obviously, said Mr. Bull, if the published tariff rate had to 
be collected, even though it might be unreasonable or otherwise 
unlawful, it had to be collected even though the rate collected 
was not the rate the Director-General intended to publish or had 
attempted to publish. Furthermore he argued the Director-Gen- 
eral could not “hold out” a rate different from the published 
tariff rate. Therefore he said, it seemed to need no argument to 
demonstrate that the decision of the Commission was fallacious, 
for it found there was a “holding out” which had to be protected. 


It was the further contention of the Director-General that the 
only question was one of law and not of fact. The question was 
what was the legal tariff rate? His contention was that that 
question was settled in Great Northern Ry. Co. vs. Merchants’ 
Elevator Co., 259 U. S. 285. Among other things he pointed to 
the requirement about the concurrence of carriers as a condi- 
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tion precedent and the rules laid down by the Commission {oy 
the construction of tariffs. He said that some of the rules jn 
tariff circular No. 18-A were purely administrative and might be 
waived, but that the rules as to concurrence were not adminis. 
trative but mere statements of the law which could not be 
waived. He said the Commission did not, in the Sligo case, pre. 
tend to waive or to have waived the pertinent part of the rules 
in No. 18-A, which he asserted were mere statements of the law. 
He also said the legal rate was to be determined from the tariffs 
as published, regardless of the intention of the Director-Genera], 

In concluding the discussion of that phase of the case, Mr. 
Bull insisted that it was manifest that the Commission’s order 
was void, because the Commission had committed an error in re- 
quiring the line publishing the combination rule to protect the 
rate constructed in the manner of the one involved in this case, 
on the theory that such a rate was held out to the public. 

“It has not held” said he “that it (the treated rate) is the 
actual, published, tariff rate; it cannot so hold under the tariffs 
and the law. Therefore this court should find that the report 
and order are void and dismiss the petition.” 

The plaintiff also sued for attorney’s fees. Mr. Bull resisted 
that, chiefly on the ground that the United States never sub- 
jected itself to the penalty of paying attorney’s fees, as a method 
for making it careful to observe the law, unless it specifically 
said so by statutory enactment. There was no such provision in 
the statutes governing this case, he said. 


MILEAGE TICKET EXEMPTIONS 


The Trafic World Washington Burcau 


Hearing was given by Examiner O. E. Sweet, September 21, 
to three carriers which had applied for exemption from the 
order in No. 14104, the interchangeable mileage ticket investi- 
gation. The applicants were the Canadian Pacific, in behalf of 
its lines in the United States; the Staten Island Railroad, the 
latter controlled by the Baltimore & Ohio; and the Oahu Rail- 
road, the latter in Hawaii. 

Data prepared by the passenger departments were submit- 
ted by George F. Snyder on behalf of the Canadian Pacific, by 
C. R. Webber for the Staten Island, and by C. P. Bates for the 
Hawaiian road. In behalf of the Canadian Pacific it was con- 
tended that its passenger business in the United States was so 
small, that is the interchange part of it, that requiring it to par- 
ticipate in the issuance of interchangeable tickets would be a 
relatively great burden. In behalf of the Staten Island it was 
pointed out that it had no interchange passenger business and 
that, therefore, there was none to which the proposed ticket 
could apply. 

It was suggested as being obvious that the Oahu could not 
have any interchange business with any other line. 

The application of the Utah for exemption from the order 
was also set down for hearing at the same time and place, but 
it was not represented. 

The three roads are Class I and come within the terms of 
the order. In the first order the roads whose claims for exemp- 
tion from the terms of the second order were heard by Ex- 
aminer Sweet, other than the Canadian Pacific, were exempted. 
The four roads mentioned were the only ones to which the 
Commission gave a hearing on their applications. Other appli- 
cations were denied without hearing. 


RAIL LABOR BOARD HEARINGS 


An increase in wages was sought by the Order of Railway 
Telegraphers for operators in the employ of the Burlington and 
Great Western, at a hearing of a dispute between the organiza- 
tion and the Chesapeake & Ohio, the Burlington and the Great 
Western, before the United States Railroad Labor Board, Sep- 
tember 24. The union sought, on behalf of the operators on 
the C. & O., a revision of working schedules. Vice-President 
Kipp, of the Order of Railway Telegraphers, represented the 
men and entered testimony comparing rates of pay of operators 
on other lines and of living costs to show the need for an in- 
crease in wages. 


A hearing will be held before the board October 8 of the 
case between the switchmen’s and trainmen’s organization and 
the Great Northern. The board conducted an election some 
time ago to learn which of the two organizations was to repre- 
sent the regular switchmen of the road. The election was won 
by the switchmen’s organization. The board then decid.d that 
there should be negotiation between the switchmen and the 
carriers to arrive at new working agreement. Nothing, how- 
ever, has been done, according to the men, and the board has 
decided to call President Budd, of the Great Northern, before 


it to show why the carrier has not negotiated an agreement as 
ordered. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Diversion and Reconsignment 


Third of a Series of Four Articles on This Subject Written for The Traffic World by G. Lloyd 
Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


The rules and charges published in the reconsignment and 
diversion tariffs of the carriers apply whether shipments are 
handled at local rates, joint rate, or combination of intermediate 
rates. The through rates, to be applied under the rules, are the 
rates from points of origin over the routes of movement via the 
diversion, reconsigning, or reforwarding points to final destination, 
in effect on dates the shipments were made from points of origin, 
with the exception that combination of tariff rates to and from 
points of reconsignment, plus reconsignment charges where they 
are applicable, apply where authorized under the rules of the 
tariffs. If the rates from the original points of shipment to 
final destinations are not applicable over the routes of movement 
through the points at which the cars are diverted, reconsigned, 
or reforwarded in connection with the railroad performing the 
services, the tariff rates that are in effect to and from the 
diversion, reconsigning, or reforwarding points over the routes 
of movement, plus diversion or reconsignment charges, apply. 
Certain points that are really out of route are, however, con- 
sidered to be intermediate on certain specified traffic. This rule 
is not to be construed as depriving shippers, in case of mis- 
routing, beyond the reconsignment points of the provisions of 
Conference Ruling 214, which reads in part as follows: 


The lawful charge on any shipment is the tariff rate via the 
route over which the shipment moves. No carrier can lawfully 
refund any part of the lawful charge except under authority so 
to do from the Commission or from a court of competent 
jurisdiction. . . . 

If a carrier’s agent misroutes a shipment and thus causes 
extra expense to the shipper over and above the lawful charges 
via another available route of the class designated by shipper— 
that is, all rail or rail and water—over which such agent had 
applicable rates which he could lawfully use, and responsibility 
for agent’s error is admitted by the carrier, such carrier may, 
as to shipments moving subsequent to March 18, 1907, adjust the 
overcharge so caused by refunding to shipper the difference be- 
tween the lawful charges via the route over which shipment 
moves and what would have been the lawful charges on same 
shipment at the same time via the cheaper available route of the 
class designated which could have been lawfully used. Such 
refund must in no case exceed the actual difference between the 
lawful charges via the different routes as specified, and must in 
every instance be paid in full by the carriér whose agent caused 
such overcharge and must not be shared in by or divided with 
any other carrier, corporation, firm, or person. This authority is 
limited strictly to the cases specified and to the circumstances 
recited and does not extend or apply to instances in which solicit- 
ing or commercial agents of carriers induce shippers to route 
shipments over a particular line via which a higher rate obtains 
than is effective via some other line. 


Stopping in Transit 


When cars are stopped for orders for the purpose of delivery, 
diversion, reconsignment or reforwarding, prior to the arrival at 
original billed destination, at the requests of consignors, con- 
signees or owners, a charge of $2.70 a car is made by a typical 
tariff for such service. The points where the cars are stopped 
are considered the destinations of the freight. Notices are sent 
or given to the parties at the post office address designated by 
them, on whose orders the cars are held. If the cars are sub- 
sequently forwarded from roints at which they are held, the 
provisions of rules properly applicable to such cases are applied. 
The service of stopping as provided in this case do not prevent 
one change of destination as provided for in the rules. 

If cars are withheld after arrival at destination from place- 
ment on requests of consignors, consignees, Or Owners, no 
charges are made for such service, but the points at which the 
cars are considered the destinations of the freight, and notices 
are sent or given to the parties at the post office address desig- 
nated by them, on whose orders are cars are held. If the cars 
are subsequently placed for unloading or are reforwarded from 
points at which held, the provisions of the appropriate rules are 
also applied. The service of withholding from placement, as 
provided here, does not prevent changes of destination under the 
provisions of the rules nor prevent diversions or reconsignments 
under the provisions of the rule governing diversions or recon- 
signments to points outside the switching limits that are made 
before placement of cars. 

When cars are stopped or held (except as provided above) 
for the purpose of obtaining diversion or reconsignment orders 
at any points intermediate to the destinations to which the cars 
are consigned, no charges are made for the stops, but the points 
at which cars are stopped or held are considered as the destina- 
tions of the cars and any diversions or reconsignments effected 
at the request of consignors, consignees, or Owners are made 
under the provisions of other appropriate rules, except that, if 
the consignors, consignees, or owners request that the car be 
forwarded over the same routes and to the same destinations 
as originally billed, and they are actually so reforwarded, such 


reforwardings are not considered as diversions or reconsign- 
ments within the meaning of the rules. 


Charges 


Only one change in destination is permitted under the rules 
of the typical diversion and reconsignment tariffs, except that, 
if the consignors, consignees, or owners request subsequent 
changes necessitating further movements of the cars, such ship- 
ments are treated as reshipments from the reforwarding points 
and charges are assessed at the tariff rates lawfuily applicable, 
plus charges for the diversion or reconsignment services. The 
single change in the destinations of cars on the lines of the 
roads issuing the reconsignment and diversion tariffs is per- 
mitted with the provision that the cars have not had previous 
changes in destinations after leaving the billing points. This 
provision is not to be construed, however, as prohibiting changes 
in accordance with the special rules on grain, grass or field 
seeds, hay or straw, which have been previously stopped for 
inspection and disposition orders, as provided for in the special 
tariffs governing transit privileges accorded these commodities. 

If cars are stopped short of the destinations to which they 
are billed after they have had one diversion or reconsignment 
under the rules applicable to the shipments, the charges are 
assessed on the basis of the tariff rates to and from the points 
at which the first diversions or reconsignments are effected, plus 
reconsignment or diversion charges in addition to the diversion 
and reconsignment charges previously accrued and assessed. 
A typical tariff provides for a charge of $6.30 a car for such 
service, in addition to the other diversion and reconsignment 
charges previously accrued.? 

The same tariff provides for a charge of $1.35 a car for 
change in the name of the consignor of a shipment that involves 
no further change in the billing instructions. A charge of $2.70 
a car is made for the diversion or reconsignment of a shipment 
in transit prior to its arrival at the original destination.’ 


If orders for diversions or reconsignment are placed with 
the local freight agents of the carriers at the destinations to 
which the cars are billed or with other designated officers of the 
railroad companies in time to permit instructions being given 
to the proper yard employees of the carriers prior to the arrival 
of the cars at the billed destinations, a charge of $2.70 a car is 
made for the service performed to each car under these 
conditions.’ 

When cars are diverted, reconsigned or reforwarded on 
orders piaced with the local freight agents or other officers after 
the cars have arrived at their original destinations but before 
the cars are placed for loading a charge of $6.30 is made for 
each car that is diverted, reconsigned or reforwarded to a point 
outside of the switching limits of the original destinations. 


Diversion or Reconsignment of Cars to Points Within Switching 
Limits Before Placement 


The rules of the typical reconsignment and diversion tariffs 
provide that a single change in the name of the consignor and 
consignee at destination, and a single change in or a single addi- 
tion to the designation of the place of delivery at destination, 
or any other of these changes may be made. No charge is 
made for such changes on cars that are diverted or reconsigned 
to points within switching limits before placement if the order 
directing the change is received by the local freight agent at 
destination or other properly authorized representatives of the 
carrier direct from the consignee or owner in time to permit 
the instructions to be given to the yard employees prior to the 
arrival of the car at its destination. If, however, the order is 
no received by the local freight agent or other representatives 
directly from the consignee or owner, but is placed with the 
agent at the point from which the car is billed or with another 
officer not at destination, the charge for accomplishing the diver- 
sion or reconsignment is made as provided for in connection 
with shipments on which orders are given prior to the arrival 
of the cars at destination, as described above. 


If the order to effect diversion or reconsignment is received 
in time to permit instructions to be given to the proper yard em- 
ployees between the time of the arrival of the car at destination 
and the expiration of twenty-four hours after the first 7:00 a. m. 
after the day on which the notice of arrival is sent or given to 
the consignee or other party entitled to receive it, a charge of 


1See G. O.-I. C. C. No. 14045, P. R. R. Local and Joint Freight 
Tariff, Diversions and Reconsignments, Rule 5. 

2See Ibid. Rules 6 and 7. 

%See Ibid. Rule 9. 
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$2.70 a car is provided for by a typical reconsignment and diver- 
sion tariff. 

When the only change to be made is a change in the name 
of the consignor at destination and no further change is involved 
in the billing records, and no additional movement of the car 
is required, this charge is not made and the charge of $1.35 
a car described previously is made for such change. 

Sundays and legal holidays are excluded in computing time 
in this connection, and when a legal holiday falls on a Sunday, 
the following Monday is excluded. 

If the order directing the changes to be made is not re- 
ceived in time to permit instructions being given to the proper 
yard employees prior to the expiration of twenty-four hours after 
the first 7:00 a. m. after the day on which the arrival notice 
is sent or given, a charge of $6.30 a car is made. If the only 
change to be made is in the name of the consignor and no 
further movement is required the charge of $1.35 a car is made 
in this case, as in the former case. Time is computed in the 
same way as described above. 

The term, “destination,” as used in the interpretation of 
these rules, is construed to be the billed destination, or, if such 
destination point is served by a terminal yard, then the terminal 
yard is considered as the destination. Switching limits include 
all locations within the switching limits of all of the carriers 
serving the billed destination and not merely the switching limits 
of the carriers receiving the load haul movement. 

Many of the points at which diversions or reconsignments 
are made are served by terminal or break-up yards. In some 
cases these yards are within the corporate limits of the cities 
of destination or within the switching limits of the carrier serv- 
ing such desination. In many cases, however, these break-up 
yards are outside the corporate and switching limits. Under the 
terms of the reconsignment tariffs, cars that arrive at the ter- 
minal yards serving the destination through which the shipments 
are billed are considered to have reached their destinations. 

Usually, lower charges are applied for diverting or recon- 
signing cars before they reach the terminal yards than if the 
changes are effected after such yards have been reached because 
there is less clerical, accounting, and operating services neces- 
sary to effect changes then than if the cars had been allowed 


to reach the final spot at which deliveries were to have 
been made. 


Diversion and Reconsignment to Points Outside the Switching 
Limits at Delivery Points After Placement of Cars 


When cars have been placed for unloading at the destin- 
ations at which they are originally billed and are reforwarded 
from such points without having been unloaded to points outside 
of the switching limits of the destination district, charges are 
assessed according to the published rates to and from the points 
of reconsignment plus reconsignment charges, as provided for 
in the tariff. The aggregate of the line haul and the reconsign- 
ment charges must not be less, however, than the charges based 
on the through rate from the points of origin to final destina- 
tions plus the reconsignment charge. A typical tariff provides 
for the reconsignment charge in such cases to be $6.30 a car. 

If cars have been placed for unloading on public delivery 
tracks, but have not been unloaded or accepted by the consignees 
or owners, they are considered as not having been placed for 
unloading and, if reconsigned, are subject to the provision of the 
tariff governing the diversion or reconsignment to points outside 
the switching limits before placement. 

A car that has been partially unloaded is regarded as having 
been accepted and, if diverted or reconsigned, is considwred as 
a new saipment. Charges are assessed beyond the reforwarding 
point at the full tariff rates. 

When all charges have been paid to or ai the original points 
of destination, and delivery hss been accepted and a new bill 
of lading issued to a new destination on the basis of the local 
rate from the reforwarding point but not on the basis of pro- 
portional, reshipping, or trans-shipment rates, and without any 
carrier er agent of the carrier acting in behalf of the shipment, 
the transaction is not considered a diversion or reconsignment 
within the meaning of these terms as used in the tariffs, and 
no diversion charges are assessed. If, however, the one who 
requests the reforwarding of shipments in this manner is located 
at some point other than the destination point, so that an agent 
of the carrier acts for the shipper or owner in effecting such 
reshipment, the diversion or reconsignment charges are assessed 
in accordance with the provision of the tariff as shown above. 


A typical tariff provides that this restriction does not apply 
under the following: 


1 When less than the full combination of local rates upon the 
original destination is applied. 


en the factors to and from the original destinations 
are reduced by the application of the combination tariff published 
by Agent Jones No. 288, I. C. C. No. U. S. 1 


Where all or any portion of the charges to the original 
destination are collected at final destination. 


This is not construed as authorizing the application of intra- 


state rates, applicable only on intrastate traffic on any portion of 
an intersate movement. 
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In compliance with the order of the Commission in Docket 
No. 13563, April 14, 1924, petroleum and petroleum products jp 
tank cars placed for unloading on the private sidings at the 
destinations to which originally billed and reforwarded from 
such sidings without having been unloaded to points outside the 
switching limits at the destination points are subject to the 
through rates from the points of origin under the route of 
movement to final destinations, plus reconsignment charges, as 
shown in the rules of the tariffs governing the diversion or 
reconsignment of cars to points outside the switching limits 
before placement and switching or other charges applicable 
under the rules.* 

The reconsignment charges as shown above for the diver. 
sion or reconsignment of cars to points outside the switching 
limits after the placement of the cars do not apply on car. 
load shipments of hay or straw that have been placed on private 
tracks or sidings for delivery, and then diverted or reconsigned, 
without having been unloaded, to points outside the switching 
limits.® 

Back Haul 


When cars are diverted, reconsigned, or reforwarded on 
orders placed with the local freight agent or others designated 
officers of the carriers before the cars are placed for unloading, 
the through rates from the original points of shipments to the 
final destinations, plus the published local rates or the back haul 
rates—if provision is made for any such rates to cover the back 
hauls in every direction—plus the authorized reconsigned charges, 
are assessed. In no case, however, may such combinations of rates 
and charges exceed the full combination of local, not back 
haul, rates to and from the points where diversion and recon- 
signment is effected, plus the proper reconsignment charges, 
The typical reconsignment or diversion tariff provides for a 
reconsignment charge of $6.30 a car to be added in such cases. 

This rule permits the application of local rates, or back haul, 
or out-of-line haul rates—if any are provided for—covering the 
actual back haul service in every direction to or from the 
points in which the cars left the routes over which the through 
rates are applicable, in addition to the through rates applicable 
by the routes of movement, subject to the back haul or out-of-line 
movements, from the points of origin to final destinations, plus 
the reconsignment charges. If such total charges arrived at in 
this way are less than the both combinations to and from the 
reconsigning points plus the reconsigning charges, the lower 
combination is applied. The rule of these two combinations 
of rates and charges is authorized by this rule to be assessed 
on shipments moving over such routes. 

An example quoted by the national diversion and reconsign- 
ment committee illustrates aptly the meaning of this principal. 
A car of lumber shipped from Brewton, Alabama, to Clarksville, 
Tenn., is held at Clarksburg for orders. The car is subsequently 
reconsigned to Evansville, Indiana. The reconsignment resulted 
in the car moving out of route from Cuthrie, Kentucky, to Clarks- 
burg, Tenn., and back to Cuthrie. If the rate from Brewton to 
Evansville, plus the local rate from Cuthrie to Clarksville, and 
from Clarksville to Cuthrie, plus the reconsignment charge at 
Clarksville, amounts to less than the full combination of rates 
from Brewton to Clarksville and from Clarksville to Evansville, 
plus the reconsignment charge, the former applies. 

If the cars have been placed for unloading at the original 
destinations to which they are billed and are subsequently 
reforwarded without having been unloaded, the full tariff rates 
to and from the points of diversion or reconsignment are 
assessed, plus the proper reconsignment charge. This com- 
bination, however, may not be less than the through rates from 
the original points of shipment to the final destinations, plus 
the reconsignment charges. 

The tariff above referred to provides for a reconsignment 
charge of $6.30 a car to be assessed, in addition to the line 
haul rates in such cases. 


Order-Notify Shipments Held for Surrender of Bills of Lading at 
Destination 


Shipments covered by order bills of lading placed on hold 
tracks or held only for the surrender of the bills of lading on 
which no changes need be made in the original billing instruc- 
tions or any additions to be made to such instructions, but which 
must be subsequently moved to places of delivery, are placed 
in a special classification. No charge is made after the bills 
of lading are surrendered to the local freight agents or other 
authorized agents of the carriers at the destinations of the cars 
directly by the consignees or owners of the property, or if 
indemnity bonds are executed in lieu of bills of lading, or if 
other assurances of a satisfactory nature given to the carriers, 
in time to permit instructions being given the yard employees 
to move the cars prior to the expiration of twenty-four hours 
after the first 7:00 a. m. after the days on which the notices of 


arrival are sent or given to the consignees or parties entitled 
to receive them. 


See supplement No. 4 to G. O.-I. C. C. No. 14045. 
5See supplement No. 4 to G. O.-I. C. C. 14045, Rule 12, No. 4. 
®See G. O.-I. C. C. No. 14045, Rule 14, Para. A. 
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If the bills of lading are not surrendered to the local agents 
or to other authorized representatives at the destinations of the 
shipments directly by the consignees or owners, but are sur- 
rendered to agents of the carriers at the billing points or to 
other officers, then reconsignment charges are assessed as pro- 
vided for in the tariffs, regardless of the time when the bills 
of lading are surrendered. When only a single change in the 
names of the consignors or consignees at destination, and a 
single change in or a single addition to the designations or the 
places of delivery at destination, or any one of these is made 
after the arrival of the cars at their destination, and the bills 
of lading are surrendered at the time such orders are given, 
the cars are charged for as provided in connection with the 
diversion or reconsignment to points within switching limits 
before placement, unless the orders are not given to the agents 
at the points of destination, but surrendered to the agent at the 
pilling points. In such cases, higher charges, as provided for 
pelow, are assessed. Sundays and legal holidays are excluded 
from computation as provided for previously. 

Indemnity bonds or other satisfactory assurances in lieu of 
the original bills of lading covering order-notify shipments are 
not accepted by the carriers, except on the certification by the 
consignees or claimants of the shipments that the original bills 
of lading are not available. Where bonds of indemnity are 
executed, a condition to the acceptance of such bonds is required 
that the bills of lading will be obtained and surrendered imme- 
diately on receipt of advice by the persons executing the bonds 
that the bills of lading are available. A stipulation is made in 
the typical diversion or reconsignment tariffs that this provision 
is not intended to modify in any way the application of Rule 7, 
of the Consolidated Classification, covering the acceptance of 
indemnity bonds, certified checks, and other assurances. 

A diversion or reconsignment charge is made on each car 
affected if the order bill of lading governing the car is not 
surrendered to the local agent or other authorized represent- 
atives at destination directly by consignee or owner, or an indem- 
nity bond is not executed or other satisfactory assurance given 
the carrier in time to permit instructions to move the car to 
be given to the carrier’s yard employees prior to the expiration 
of twenty-four hours after the first 7:00 a. m. after the day 
on which arrival notice is sent or given. A typical tariff provides 
for a charge of $6.30 a car in such cases. 

The provisions of the rules covering order-notify shipments 
do not apply to cars placed where ordered for delivery on 
public delivery tracks which are held by the carriers in their 
yards or on public delivery tracks only for the surrender of the 
order-notify bills of lading. 


Diversion or Reconsignment to Points Within Switching Limits 
After Placement 


Cars placed at the proper places for unloading subsequently 
reforwarded witthout being unloaded to points within the switch- 
ing limits of the destination points to which they are billed, 
are not subject to diversion or reconsignment charge. Such 
shipments are subject to the rates or.charges for the local move- 
ments to the points at which they are finally unloaded in addi- 
tion to the rates from the points of origin to the destinations 
to which they are billed. 

A car of lumber shipped from Brunswick, Ga., consigned to 
the Pine Lumber Company, 30th and Market Street Station, of 
the Pennsylvania Railroad, at Philadelphia, is placed for delivery 
to the consignee at its private siding at that point. The car 
is later reforwarded to Walnut Street Station, of the same 
carrier, within its switching limits in Philadelphia without 
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having been unloaded. This shipment is not a diversion or re- 
consignment, but a reshipment, and the charges assessed are 
made up of a combination of the rate from Brunswick, Ga., to 
30th and Market Street Station, Philadelphia, plus the local 
rate or switching charge, whichever is applicable, from 30th 
and Market Street Station to Walnut Street Station, of the Penn- 
sylvania Railroad. No reconsignment charge, however, is added. 


Demurrage and Track Storage 


Hauls of freight that are stopped, diverted, reconsigned, or 
reforwarded under reconsignment and diversion tariffs, are sub- 
ject to the demurrage and track storage charges that are law- 
fully in effect at the points where the cars are stopped, diverted, 
reconsigned, or reforwarded. The same shipments, of course, 
are subject to demurrage and track storage, as provided for in 
the tariff lawfully applicable to destination. These charges are 
in addition to the charges for diversion and reconsignment. 


Exemption from Diversion and Reconsignment Charges 


No charge is made for a single diversion or reconsignment, 
if the order for such change is received by the agent at the 
initial point of shipment before a car leaves the yard at the 
initial billing point. A change of this sort must not involve 
extra movement of the car. For example, if a car is tendered 
to the railroad company and before any movement is made the 
change is requested so that only a slight clerical correction is 
necessary at the billing, no charges are made. If, however, the 
change necessitates an additional switching movement so that 
the car must be cut out of a train bound for one destination and 
made up in another train for another point, the charges as 
provided for must be assessed. If the car must be brought back 
to the original loading point and subsequently reforwarded, 
charges as provided for these changes are assessed. 

When cars are placed for delivery at destination and orders 
for the delivery of the contents of the cars to other consignees 
than the consignees to whom the shipments are billed are 
presented to and accepted by the agents of the deliverying 
carriers, no changes are made, unless, of course, the changes 
require modification in the billing records or additional move- 
ments to the cars. The provision of this section of the diver- 
sion and reconsignment tariff are inserted to indicate that no 
charges are to be made for the execution or delivery or “turn- 
over” orders after the cars have been placed for delivery. 
A car of lumber, for example, originally billed to the Hardwood 
Lumber Company at Newark, N. J., ordered by the consignee 
to be turned over the New Jersey Lumber Company at the same 
station with no changes involving corrections or additions to the 
billing, or further movement of the car, is not charged for. 

No charges are made when changes in the routes over which 
cars travel are made necessary by embargos placed by the 
carriers against either the destinations to which the shipments 
are billed'on the routes leading thereto that are made effective 
subsequently to the acceptance of the shipments by the carriers 
at the points of origin. Such changes are made on account of 
the inability or for the convenience of carriers and, therefore, 
no charge is assessed against shippers. If the changes are 
made at the suggestion of the carriers and approved by the con- 
signors, cOnsignees, or owners of the property, and are not made 
necessary merely by the subsequent placing of embargoes, this 
provision exempting shippers from the assessment of diversion 
or reconsignment charges is not applicable and the rates that 
apply under the limits and that are selected by the shippers, 
consignees, or owners are assessed. 


‘The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





NATIONAL TRANSPORTATION 
FRATERNITY 


Editor The Traffic World: 


With the enactment of federal and state laws affecting 
commerce and trade, giving the carriers and shippers new 
rights and altered responsibilities, the traffic and transportation 
technician has become recognized as playing a leading role in 
industry comparable to the engineer, the accountant, and the 
sales, advertising, and purchasing executive. Just as all profes- 
sions have developed from the old fashioned office men to highly 
trained professional men, traffic matters are passing into the 
hands of specialists entrusted with securing transportation serv- 


ices at reasonable freight rates, and opening up of new markets 


and sources of supply through the application of scientific knowl- 
edge to the problems of distribution and supply. 

Water, highway, railroad, and aerial transportation and 
traffic procedure has become so complex and intricate that all 
business firms will be compelled to employ competent traffic 
services that will be business builders adequately rewarded 
rather than clerical organizatitons looked upon as necessary 
overhead. Specialized skill in transportation is now demanded 
in the solution of the distribution problem and the work of the 
traffic manager is more than the routine traffic service, for his 
real value lies in his constructive and cooperative duties. 

The profession merits the consideration of a real profession 
with the highest ideals and standards and demands a medium 
through which development may be fostered without the selfish 
and partial motives that have been predominant. Real progress 
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must be attained through the broad educational development, 
and out of this viewpoint there developed, in 1921, the organiza- 
tion of Sigma Beta Chi, the national traffic and transportation 
fraternity. This fraternity is devoted exclusively to the educa- 
tional development of the profession to the attainment of the 
highest professional standards, not only through our educational 
institutions, but to every development within the profession 
through both daily work and contact. 

Briefly, the objects of Sigma Beta Chi are: to coordinate and 
promote cooperation among the members in the profession, stu- 
dents who have chosen this field of endeavor, and professors 
in our universities and colleges; to institute practical scientific 
courses in our educational institutions; to promote and encour- 
age training and education in the traffic and transportation pro- 
fession; to promote a closer cooperation among the various 
groups in the profession for the solution of common problems; 
to promote more congenial relationships and the solution of 
important problems between the shippers and the carriers; to 
aid legislation and individual effort towards the recognition of 
certified traffic managers; to disseminate truth in all matters 
affecting the transportation industry; and to educate the public 
to demand higher ideals in the profession. 

To attain the high ideals that must exist, Sigma Beta Chi 
contends that those who enter this field must be properly qual- 
ified and imbued with the determination and desire to accept 
it as a life work, and, further, that those already in the profes- 
sion must be given the incentive and opportunity to improve the 
existing standards—both to the high plane that will and must 
exist. How many young men today enter that particular line 
of activity in which there happens to be an opening, whether 
or not they have been especially qualified for that position? 
They ordinarily remain, if satisfactory, in this position for a 
number of years, possibly advancing to the limit of their capabil- 
ity, determining ultimately that they may have been more fully 
qualified for another branch of industry or profession. They, 
however, cannot make the financial sacrifice of change because 
of family ties and other responsibilities, resulting in the future 
impairment of the individual’s success, incident dissatisfaction 
in being in the wrong niche of activity with its consequent medi- 
ocrity of achievement. Can those who enter this profession be 
given the opportunity of practical scientific study in close co- 
operation and contact with the prominent men engaged in this 
line of work, that they can better determine their fitness to 
entrance and with the consequent advantage that the type of 
training has prepared them to step into remunerative positions? 

Practical scientific training is that combination of the types 
of training—a general basic, liberal and economic; a fundamental 
business basic; and the technical professional—equipping the 
individual for the problems of life and at the same time provid- 
ing him with the necessary training to step into the professional 
world to occupy positions of trust and prominence, for individual 
success and for the economic, political and social growth of 
the state. 

Institutions, in the past, have been providing a cultural and 
economic training by administrators so trained, without indus- 
trial and professional experience, failing to see the point of 
view of both the student and the profession, and until there is 
an awakening and demand on the part of those to whom ulti- 
mately the training must accrue, for the practical scientific train- 
ing, our institutions will continue to prepare for the cultural 
instead of the utilitarian expected by both the student and those 
interested in the development of the traffic and transportation 
activities. Our educational institutions, supported mainly by 
public taxation, must return the benefits of education to its sup- 
porters, not alone in the proper training of those who aim to 
enter this field, but also to those so employed. The university, 
in addition to its instruction, must be the leader of thought, of 
influence, and research, working in close cooperation with all 
in the upbuilding of all professional activities. Education must 
be fostered not only through the educational facilities of the 
institution, but further, in that. broad manner of being the leader 
in the development of the highest possible professional standards 
and ideals, and Sigma Beta Chi can have no higher and more 
worthy aim than to bring about this development. 

Among those engaged in the same lines of activity is the 
desire for enlightenment of fellow members for the solution of 
common problems and the full development of their mutual 
ideals. The select men of equality in the various branches of 
the broad field of traffic and transportation welcome the oppor- 
tunity of full discussion of common problems for a better mutual 
understanding that individual cooperation may be possible. 
Professional men hesitate to discuss freely the important prob- 
lems with men of varying degrees of standing and responsibility, 
but welcome the opportunity with men of equal standing occupy- 
ing like positions and from whom they will be able to acquire 
real benefits. Without the attendant curtailment of endorse- 
ment, viewed from the educational features, men will be more 
free in their discussion, knowing full well that no endorsement 
will be asked, that their firm will not be bound by the discussion, 
and that cooperation is an individual matter not demanded by 
majority vote. Sigma Beta Chi feels that endorsement based 
upon allegiance to an organization are beyond the pale of educa- 
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tion, and as such should not be demanded because of fraterng] 
affiliation. Round table discussion with members and their 
guests will tend towards the individual solution of problems 
and a more congenial relationship between the shippers and the 
carriers. Discussional topics, together with important articles 
on traffic education and important developments in the profes. 
sion, are broadcast through educational bulletins to all members 
in the organization, and complementary to selected railway and 
traffic officials, university professors, traffic and transportation 
clubs, and others:interested in the development of the profes. 
sion to benefit the entire profession in securing higher ideals 
and better standards, indirectly assisting all members. 

It is generally acknowledged that within the profession gq 
number of practices exist that do not measure up to the profes. 
sional attainment that must exist, and as such they must be 
curtailed and eliminated. To bring about this achievement, 
Sigma Beta Chi has in process of preparation a national plan 
to be administered by the profession, for the granting of the 
certified traffic manager’s certificate to those possessing the 
necessary qualifications and standards. Many firms and the 
public in general fail to understand and realize the position 
that the traffic manager must assume. The shipping clerk 
stands in the same relationship to the traffic manager that 
the bookkeeper does to the accountant. The ultimate position 
of the traffic manager places him in a recognized constructive 
and cooperative position with the officers of the organization, 
consulted in relation to all purchases, sales, operation, and all 
the important phases of the conduct of the business. The traffic 
manager must educate his firm to the realization of his full 
responsibilities, and the public will recognize the traffic manager 
as holding a most responsible position in the business world. 


Sigma Beta Chi, in the fulfillment of its self accepted duty 
of the development of the traffic and transportation profession, 
actively assists all organizations along the educatinna’ lines unty, 
believing that its objective is the development of the entire field 
through education properly co-ordinated and administered. To 
the man in the profession a spark of education is kindled and 
his interest encouraged by his professional associations, finding 
practical advantage in the solution of common problems with the 
greater satisfaction and pride in the development of education 
within the profession and in our educational institutions which 
he willingly serves. To the student and the novice in the prac- 
tice, practical scientific training, supervised, directed and 


assisted by the practical men, builds the ideal cornerstone for 
future success. 


Fraternities in the past have been generally organized for 
social purposes and the conferring of honors for scholastic 
achievements, and the benefits and accomplishments inuring to 
the individuals practically ceasing upon departure from the edu- 
cational institutions. Sigma Beta Chi, however, founded upon 
the rock of education, for professional development, reaches 
out to be of the greatest benefit to bridge the lack of contact 
between our educational institutions and the practice, and 
among the men in the profession itself. Sigma Beta Chi has 
both collegiate and professional chapters throughout the United 
States, numbering among its members railroad presidents and 
other railroad officials, officers of steamship lines, traffic man- 
agers of our industrial, wholesale and retail establishments, 
traffic experts and attorneys, traffic representatives of chambers 
of commerce and shippers’ groups, commissioners and exam- 
iners, bus and truck operators, and other representatives in the 
wide field of traffic and transportation; a union of individuals 
of a common purpose with the professional fraternal bond, and 
devoted to the educational development of the profession, and 
no organization can have a more worthy and higher objective. 
The past achievements of Sigma Beta Chi have been most note- 
worthy, and the future holds still greater achievements of 
national import. 

George A. Denfeld, National President, 


Sigma Beta Chi Fraternity. 
Portland, Ore., Sept. 16, 1925. 


LEHIGH OPENS FREIGHT STATIONS 


The Lehigh Valley Railroad Company has opened two inland 
stations for the handling of Merchandise freight in New York 
City. One is at 48-60 Beach street, between Greenwich and Hud- 
son streets and the other at 459-463 Washington street, between 
Watts and Canal streets. It already has several freight handling 
stations along the North and East rivers, but it is to relieve the 
congestion in West street and along the avenues bordering the 
East river that it was deemed advisable to open the two new 
inland stations. 

This action is in line with recommendations made by the 
Port Authority in its efforts to relieve the freight congestion in 
New York Harbor. 

“Inbound freight for delivery at the new stations will be 
trucked from the Lehigh Valley Terminal at Jersey City,” the 
announcement said, “and freight delivery to the new stations 


for rail movement will be handled in a similar manner for 
loading,” 
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PALMER INVESTIGATION ON 


The Traffic World Washington Bureau 


President Coolidge has begun an investigation into the rela- 
ions existing between the Shipping Board and President Palmer, 
of the Fleet Corporation, as the result of opposition to Palmer 
py at least four members of the board who constitute a ma- 
‘rity. The President called Chairman O’Connor to the White 
House September 24 and September 25 held separate conferences 
with Commissioners Plummer and Hill. It was understood that 
the President desired to get the facts about the situation. 

In some quarters at the Shipping Board it was predicted that 
Palmer’s resignation would be accepted in the near future, but 
this prediction was discounted in other quarters, where it was 
said that such action would not be taken by the board without 
president Coolidge’s approval and that the President at this 
time was still desirous of the board getting along with Palmer, 
if possible. Harmon‘ous relations between Palmer and the board 
practically have not existed from the time the board made 
Palmer head of the Fleet Corporation at the request of the 
President. A number of the members of the board have been 
particularly bitter against Palmer in the last few days on ac- 
count of publication in a Washington newspaper of an article 
giving Palmer credit for having operated the merchant fleet 
efficiently and economically. It was charged in board circles 
that the article was misleading and in some respects not in 
accord with the facts. 


SALE OF PAN AMERICAN LINE 


The Traffic World Washington Bureau 


Although a spokesman for President Coolidge indicated at 
the White House that the President recognized the right of the 
Shipping Board to disapprove the proposed sale of the Pan 
America Line to the Munson Steamship Line for $3,080,000 on 
the ground that the price was not adequate, it was generally 
believed that the refusal of the board to approve the recom- 
mendation of President Palmer for sale of the line indicated 
a lack of “harmony” between the board and the corporation. 

When President Coolidge recently asked the board to let 
President Palmer handle ship sales negotiations exclusively 
because of the inherent difficulties of a prospective buyer nego- 
tiating with a board of seven members with divergent views, 
he said the board, under the law, would have the final word, 
but he hoped, it is understood, that recommendations of Mr. 
Palmer would meet with the approval of the board. 

There is apprehension in Fleet Corporation circles that the 
board’s action in the Pan America case will prove a deterrent to 
further ship sales negotiations because prospective purchasers 
may take the position that it is useless to negotiate with Presi- 
dent Palmer and then have the board turn down the latter’s 
recommendation. 

The bid of $770,000 for each of the four ships of the Pan 
America Line; it is contended by those who believe the Munson 
bid should have been accepted by the board, compares favorably 
with the bid of $1,125,000 a ship that the Dollar interests paid 
for the five ships of the same type formerly operated out of San 
Francisco by the Pacific Mail when the circumstances surround- 
ing the two lines are taken into consideration. 

In the fiscal year ended June 30, 1925, the five ships operated 
by Dollar showed a profit of $513,000, while in the same period 
the Pan America Line showed a loss of $800,000, according to 
official figures. Approximately $900,000 was spent on the Dol- 
lar ships to put them into perfect condition in the fiscal year 
in which the profit of $513000 was shown, according to these 
figures. On the other hand $350,000 was spent for repairs to the 
vessels operated by Munson. On the basis of these figures, it 
is argued, therefore, that the Munson bid of $770,000 a ship is 
comparable to the Dollar bid of $1,125,000 a ship which the board 
approved. 


Frank C. Munson, head of the Munson Line, appeared before 
the board after his bid had been rejected and asked for recon- 
sideration. He attempted to convince the board that his bid 
was fair and that it should be accepted. 

President Palmer has been advised by the board that his 
recommendation was not approved. He indicated that he would 
mark time in the matter for the present. 

In view of the issue raised by the refusal of the Shipping 
Board to approve President Palmer’s recommendation, more 
than ordinary significance was attached to a visit to the White 
House September 21 by Chairman O’Connor. The chairman was 
in conference with President Coolidge for more than half an 
hour. It was understood that the President inquired about the 
general situation with respect to Shipping Board affairs, but that 
the Pan America Line case was not inquired into specifically 
by the President. Chairman O’Connoor said he had not been 
asked to resign. A New York newspaper, on the morning of 
the chairman’s visit to the White House, carried a report that 
O’Connor was to be asked to resign. 


_ President Coolidge called Chairman O’Connor, of the Ship- 
Ding Board, to the White House September 21, for the purpose 
of discussing what might be done to speed up the sale of ships, 


it was said at the White House September 22 by a spokesman 
for the President. There was no foundation, it was said, for 
reports that Chairman O’Connor was to be asked to resign. The 
President, it was said further, regarded O’Connor as a valuable 
member of the board and also recalled that O’Connor had been 
made chairman of the board by appointment of the President. 
It was also said that the President did not have the slightest 
criticism of Chairman O’Connor’s discharge of duty as a mem- 
ber of the board. Chairman O’Connor, it was said, went over 
the ship sales’ situation with the President, informed him as to 
efforts that were being made to sell ships and some of the diffi- 
culties that entered into negotiations with respect to ship sales. 

It was believed that the President called in Mr. O’Connor 
in another effort to “harmonize” relations between the Shipping 
Board and Fleet Corporation in the matter of sales of ships. 
President Palmer, of the Fleet Corporation, conferred with the 
President last week. 

Moore & McCormack, it developed September 21, have sub- 
mitted an informal bid of $800,000 a ship for the four ships of 
the Pan America Line. President Palmer indicated that the 
offer was not in the form of a proper bid. This company origi- 
nally bid $770,000 a ship and this was met by the Munson com- 
pany under an option it had under its managing agency contract. 

The legality of this option is being looked into by the legal 
department of the Shipping Board. If it should be set aside, and 
new Offers for the line should be sought, Munson would not be 
in the position of having the right to meet the highest bid sub- 
mitted. The option in the Munson'contract follows: 


The Corporation shall have the right at any time during the 
life of this agreement to withdraw as a unit all of the said vessels 
heretofore or hereafter signed, from the service of the agent, for 
the pupose of sale as a unit, provided, however, that in view of the 
existence in the contract of August 6, 1920, of the provision ‘‘ the 
agent shall have a first option to purchase on equal terms with another 
purchaser,” the agent shall have, in so far as under the provisions 
of the merchant marine act, 1920, or ‘any amendment thereof or 
substitutions therefor, the Corporation or the Shipping Board has or 
shall have power to give it, a first option to purchase all of said 
vessels as a unit on equal terms with any other purchaser, if and 
when said vessels are so withdrawn and offered for sale. 


Question has arisen as to whether the board, under the law, 
had the right to give such an option to Munson. 


OCEAN FREIGHT MARKET STRONGER 


The Traffic World New York Bureau 


With the arrival at Montreal of the first of the new grain 
crop a week or two earlier than had been expected, the an- 
ticipated autumn advance in ship charter rates began. At one 
time it appeared that an incipient boom in rates, similar to that 
which occurred last fall, was under way, but it later developed 
that the flurry was caused by shippers covering short con- 
— When this buying had subsided rates tended lower 
again. 

A stronger market, however, is looked for the next several 
months and the low level reached last summer is not expected 
to return. Vessels are being taken readily at any reductions in 
rates, though shippers refuse to follow up advances made by 
shipowners. A marked increase has occurred in grain ship- 
ments booked on regular liners, with rates ranging all the way 
from 10 to 14 cents a 100 pounds for October and November 
loading from New York to European ports. 

Full cargoes of grain were fixed from Montreal to Antwerp 
and Hamburg at 14 cents for October loading; to the Mediter- 
ranean at 17 cents for October; Montreal to Rotterdam at 14% 
cents. 

The coal trade was quiet. One vessel was fixed from Hamp- 
ton Roads to Buenos Aires at $4.25 a ton. The sugar business 
showed signs of improvement. Rates from Cuba to the United 
Kingdom remained about -16 shillings a ton, but in view of the 
expected increase in movement an advance in rates is antici- 
pated. Lumber rates from the Gulf to the east coast of South 
America were high, due to the lack of demand for vessels out- 
bound from South America. Several vessels were fixed at $15 
to $15.25 a ton. A 

At a meeting of the River Plate and Brazil conferences an 
increase was reported in the number of vessels berthed at San- 
tos, but it was added that the vessels are now berthed three 
deep and that the fleet now en route to the port will make mat- 
ters worse. The surcharges of $3.50 a ton at Santos and $2.50 
a ton at Rio, it was decided, will be continued. 


The ten per cent differential on freight carried on passen- 
ger steamers has been restored in the West Coast of Italy Con- 
ference as of September 15. McDonell & Truda have agreed 
to give the plan a trial for 30 days. If the results are not satis- 
factory a special meeting will be held to determine whether 


the company shall quit the conference or the differential will 
be eliminated. 


Warehouse service for non-perishable and non-dangerous 
merchandise has been inaugurated by the Panama Railroad 
Company at its piers and warehouses at Cristobal and Balboa, 
Canal Zone. Such cargo is to be warehoused for orders, and 
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since there are no special warehousing statutes in the Canal 
Zone, considerable elasticity in the contracts is permitted. The 
liabilities of the warehousemen are definitely laid down in a 
list of conditions which appear on the warehouse receipts. The 
depositor assumes liability on his stored merchandise and ar- 
ranges for fire or such other insurance as he may require. Un- 
less special contract is made, the liability of the warehouseman 
will not exceed $8 a cubic foot or 25 cents a pound. 

A temporary embargo on the movement of household fur- 
niture, building materials and machinery to Florida points has 
been applied by railroads and steamship lines serving that sec- 
tion. The restriction is to be applied until congestion now 
existing at piers and terminals has been relieved. The open- 
ing of the winter movement of tourists, supplementing the ab- 
normal traffic during the summer, is given as the reason for 
the embargo. Some express companies have also placed re- 
strictions on large shipments, but are accepting small parcels. 


URGES RETENTION OF HANEY 


The Brunswick Board of Trade, of Brunswick, Ga., has in- 
formed President Coolidge that it is “particularly interested in 
you retaining the services of Commissioner Haney, of the 
Shipping Board, and would respectfully recommend and re- 
quest that you retain Commissioner Haney as a member of the 
Shipping Board.” Everett Sanders, secretary to the President, 
has advised the Board of Trade that its message would be 
placed before the President. 


WOULD ABOLISH BOARD 


Senator Edge, of New Jersey, after a conference at the 
White House September 21 with President Coolidge relative to 
reorganization of government departments, reiterated his view 
that the Shipping Board and Fleet Corporation should be abol- 
ished and that the necessary functions of those bodies be trans- 
ferred to one of the departemnts under the jurisdiction of the 


President. The senator offered a bill in the last session of Con- 
gress to abolish the board. 


U. S. WATER-BORNE TRAFFIC 


A warehouse one mile square and thirty-eight stories high 
would be filled by the water-borne commerce handled at deep 
water ports of the United States in 1924, and a train, loaded with 
the contents of that warehouse, traveling at a rate of thirty miles 
an hour would require more than three months to pass a given 
point. These facts developed by analysis of a survey of the 
water-borne traffic of the United States in 1924, prepared by the 
Bureau of Research, United States Shipping Board, aid in com- 
prehension of the magnitude of our water-borne commerce, ac- 
cording to the board, which says: 

The survey referred to contains details of the volume of cargo 
tonnage handled by the principal ports of the United States, as 
well as our non-contiguous possessions, in foreign, intercoastal 
and coastwise trades, the total movement aggregating more than 
259,500,000 tons. In this connection it is noted that the freight 
tonnage carried by all the railroads of the United States during 
1924 was less than five times the water-borne total. 

The actual volume of tonnage handled at United States ports, 
inbound and outbound combined, exceeded 421,400,000 tons, more 
than 10 per cent of this total passing through the port of New 
York. Duluth, Minn., ranks second with a total cargo tonnage 
movement of 39,850,000 tons. Los Angeles third with 20,000,000 
tons, Buffalo fourth with 17,650,000 tons, and Philadelphia fifth 
with 13,800,000 tons, ; 

The following table contains a resume of the operations of 
some of the principal ports showing tHe number of cargo tons 
of water-borne shipments handled through each during the year 
1924: 


*Coast- Noncon- 

Total Foreign Intercoastal wise tiguous 

Commerce’ Traffic Traffic Traffic Traffic 

Tons Tons Tons Tons Tons 

New York, N. Y... 43,478,421 21,944,018 5,598,441 15,348,731 587,231 
Duluth, Minn. ... 39,852,321 ca SMEG eciccinns 
Los Angeles, Cal.. 20,088,980 3,732,411 6,005,851 10,147,777 202,941 
Buffalo, N. Y..... 17,651,686 3,797,541 ‘*....... pt US, eee 
Philadelphia, Pa... 13,836,779 5,404,143 1,188,403 7,154,396 89,837 
Norfolk, Va. ...... 11,539,735 2,836,222 126,202 8,484,272 93,039 
Boston, Mass...... 11,296,769 2,343,451 458,972 8,426,041 68,305 
New Orleans, La.. 10,513,401 8,160,473 246,887 2,003,680 102,361 
Toledo, Ohio ..... 10,082,788 1,166,332 ....... SS ae 
Cleveland, Ohio .. 9,558,739 1,345,851 ....... i eee 
Baltimore, Md. ... 9,344,075 5,424,805 1,180,989 2,546,438 191,843 
San Francisco, Cal. 9,254,715 2,727,096 1,603,647 3,726,201 1,197,771 
Conneaut, Ohio ... 8,770,722 ee 1 Bere 
Ashtabula, Ohio .. 8,523,610 Sk eee A fire 
Port Arthur, Tex. 7,594,748 2,310,263 6,229 5,256,395 21,861 
Seattle, Wash..... 7,378,773 1,144,790 544,226 5,183,075 506,682 
Milwaukee, Wis... 5,653,421 CO! 7S JS Zier 
Ashland, Wis. .... 5,521,328 3 reer J fk errr 
Lorain, Ohio ..... 5,452,238 eee 4 ae 
Galveston, Tex.... 5,264135 3,222,289 52,598 1,971,728 17,520 
Sandusky, Ohio . 4,239,217 OF Paes aoe 
Newport News, Va. 4.233,334 1,309,530 7,680 2,870,320 45,804 
Houston, Tex. .... 4,086,386 1,212 605 16.269 2,840,815 16,679 
Baton Rouge, La. 3,803,849 1,290 253 54,400 2,459,196  ....... 
Tacoma, Wash.... 3,798,112 925.008 324,139 2,401,382 147,583 
Portland, Ore...... 3,788,707 1,380,302 500 611 1,891,732 16,062 
Providence, R. I... 3,658,690 556.906 66,675 3.035,109 ....... 
Beaumont, Tex.... 3,439,469 0 A, Zi 2,684,717 26,623 
Texas City, Tex... 3,419 852 902,406 9,303 2,508,143 ....... 
Jacksonville, Fla.. 3,072,192 561,978 55,188 2,448,741 6,285 


* Coastwise figures furnished by the Board of Engineers for Rivers 
and Harbors, War Department. 
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SHIPPERS CRITICIZE CONFERENCES 


The Trafic World New York Bureay 


Charges that the trans-Atlantic freight conferences ignore 
complaints made by shippers, refuse to cooperate with them 
and generally constitute a “closed body,” were made by Charles 
W. Braden, chairman of the bill of lading committee of the 
Shippers Conference of Greater New York at the first fajj 
meeting. 

The committee, according to Mr. Braden, has attempted for 
a considerable time to have the steamship companies put into 
operation a uniform dock receipt, but has failed to get any 
encouragement. The secretary of the conference, he said, had 
informed them that such a proposal had been under consideration 


for twenty years without any progress. Mr. Braden’s report 
continued: 


Recently public criticism has been set forth against steamship 
conferences, and their apparent neglect to cooperate with the ship- 
ping public. The Department of Commerce, in its Commerce 
Reports for August 10, dwells upon this score in an article en- 
titled “The Opportunity of Steamship Confereces.” 

Our experience with the Trans-Atlantic Conference has been 
very disheartening, and has proved to us that the conference 
is a closed shop, and pays no attention whatsoever to a proposal 
coming from a group of shippers on a point of cooperation. 

As the subject now stands, your committee is awaiting a 
reply from Sidney E. Morse, secretary of the conference, to our 
request that he appoint a committee of several of his members 
to meet with a similar committee of the Shippers Conference, the 
New York Board of Trade and Transportation, and the New 
Jersey Industrial Traffic League, with a view of working out 
a plan of uniform dock receipt form. At this date your com- 
mittee still has the subject actively in hand but regrets it cannot 
report better progress. 


According to Mr. Braden, the steamship lines do not wish 
to make the proposed change. He said the Bureau of Foreign 
and Domestic Commerce at Washington had expressed a willing- 
ness to act as “go-between” in arranging a joint meeting be- 
cause of its interest in “any attempt to simplify the methods 
of conducting business.” Chairman J. A. C. Jansen said that 
the ship lines were merely “stalling.” 

Announcement was made that the railroads would shortly 
make a charge for tariff schedules. The conference went on 
record as opposed to this practice and authorized a protest. 

J. A. Hoffman, chairman of the committee on motor trans- 
port and drayage, reported that the customs authorities had put 
into effect a new scale at the piers compelling importers to use 
two trucks instead of one. He explained that foreign goods 
arrived subject to duty based on weight. Formerly, beam 
scales were used but these have been replaced by wagon scales 
which have a capacity of only 30,000 pounds, while the others 
had a maximum of 60,000 pounds and permitted the use of ten 
to twelve ton trucks. As the trucks now used are only five to 
six tons, the cost of trucking is doubled, he said. Mr. Hoffman 
said a protest had been made to the Collector of Customs in 
Washington. 

Local steamship officials, commenting upon the report of 
Mr. Braden, said there was no intention on the part of the 
conference lines to evade the issue on the adoption of uniform 
dock receipts or to throw any obstacles in its way. 

An official of the North Atlantic-United Kingdom and Con- 
tinental Conferences said the trouble seemed to be that the 
shippers had not followed the proper procedure in bringing all 
the lines together on the proposition. He pointed out that the 
North Atlantic lines constituted only a small proportion of all 
companies plying from New York, and did not include the serv- 
ices operating to South America, the West Indies, the Mediter- 
ranean, South Africa, the Far East or the intercoastal lines. He 
denied that the conferences were not sympathetic toward the 
desires of the shippers. 

This official suggested that if the shippers’ representatives 
were to send copies of the proposed standard form of receipt 
to the traffic officials of all of the steamship lines entering the 
port, asking for their opinions as to the feasibility of having it 
adopted, the desired result might be attained much more quickly 
than through the conferences. In this way, he said, it would 
soon be learned which lines favored the plan and which were 
opposed to it, and also to learn the reasons for whatever objec- 
tions there might be. 

The conferences, he said, would be interested in knowing 
what kind of receipt would be most convenient for shippers 
and would be glad to make their arrangements conform to the 
desires of the shippers in this respect. As it is, he said, the 
conferences have not the necessary machinery to institute such 
reforms, which must be brought about by action of the lines as 
a whole in co-operation with the shippers. 


U.S. OCEAN COMMERCE 


The monthly summary of foreign commerce issued by the 
Department of Commerce shows that, in July, 34.8 per cent of 
the water-borne domestic exports of the United States, by value, 
were carried in American vessels, as compared with 37.2 per 
cent in July, 1924, and that 31.8 per cent of imports were car- 
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ried in American vessels, as compared with 34.5 per cent in July, 
1924. For the seven months ended with July, 34.8 per cent of 
domestic exports were carried in American vessels, as com- 
pared with 39.2 per cent in the same period of 1924, and 32 per 
cent of imports were carried in American vessels, as compared 
with 33.7 per cent in the same period of 1924. The detailed 
statistics follow: 


DOMESTIC EXPORTS AND IMPORTS, BY METHOD OF CARRIAGE 


July 
Domestic exports Imports 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
dollars dollars dollars doliars 
Grand total ........ 270,598 331,647 278,594 325,999 
Land vehicles.... 40,164 52,982 25,597 31,891 
Parcel post...... 1,669 2,179 7,325 9,536 
VORBEIB o.ciccceces 228,765 276,486 245,672 284,572 
Amer. vessels (total) 85,151 96,384 84,841 90,423 
For’n vessels (total) 143,614 180,102 160,831 194,149 
Belgium 20.<e00 3,041 2,711 978 862 
ee 73,958 94,816 84,026 99,740 
ea 4,177 6,883 3,802 3,568 
TOBIGRY bidc:0 biiein:ccee 8,979 10,052 7,010 10,301 
MOE 503 decree 6,755 9,681 10,096 9,852 
GarMGht .<.0.06:<s,0 6,364 12,507 6,521 7,759 
Le ee 6,813 8,880 4,697 4,711 
TAVONEBC . 60600 7,648 8,855 17,572 35,804 
Norwegian ...... 13,583 11,017 14,413 10,201 
Nee 3,137 3,362 1,171 1,467 
eee 4,099 3,165 3,848 3,129 
All GEHGTE..4:..5.0:2 5,060 8,173 6,697 6,755 
Per cent of water borne: 
In Amer. vessels. 37.2 34.8 34.5 31.8 
In For’n vessels.. 62.8 65.2 65.5 68.2 
Seven months ending July 
Domestic exports Imports 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
dollars dollars dollars dollars 
Grand total .....0s. 2,310,253 2,651,894 2,128,184 2,389,799 
Land vehicles.... 314,436 348,950 212,381 216,459 
Parcel post...... 11,831 14,394 61,865 71,928 
i. a 1,983,986 2,288,550 1,853,938 2,101,412 
Amer. vessels (total) 776,917 795,732 624,459 673,390 
For’n vessels (total) 1,207,069 1,492,818 1,229,479 1,428,022 
Belge. 2.00600 21,150 21,358 7,780 6,074 
ae 638,119 784,171 641,985 788,696 
po ee 44,71 55,849 39,734 35,946 
eae 59,174 93,761 52,771 62,393 
a 56,099 70,283 79,458 79,332 
GOTO. 00 5<:0.6:0.0-0/ 73,799 85,721 41,578 42,528 
ere 62,136 81,898 34,803 38,190 
JADANGES 00.6:000% 88,500 87,813 131,841 192,763 
Norwegian ...... 73,693 97,057 125,604 104,241 
a EE 31,984 35,074 11,155 9,380 
SWOGE o.6cciscvce 25,605 29,203 25,038 22,572 
All others....... 32,094 50,630 37,732 45,907 
Per cent of water borne: 
In Amer. vessels. 39.2 34.8 33.7 32.0 
In For’n vessels.. 60.8 65.2 66.3 68.0 


TONNAGE CAPACITY OF VESSELS ENTERED AND CLEARED 
IN FOREIGN TRADE 


July 
Entered Cleared 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
Tons tons tons tons 
ORIN Nias ec ivcscos tO asidcewweers 6,632 6,694 6,638 6,828 
bk a ee er 4,506 4,489 4,934 5,027 
ee Wea c-rarend s.cerssreres-eges 2,116 2,205 1,704 1,801 
PURGEICME: CHRREDD «o.oo. cic:ss:eecevieseiee 2,819 2,581 2,725 2,578 
oO errr 1,970 1,835 1,854 1,730 
RE PIG 5 ese vics 60 ase cd Beier 849 746 871 848 
WOPGIGM CLOERD) ook 5 oc es cose vicceos 3,813 4,113 3,913 4,250 
bee ere re 2,546 2,654 3,080 3,297 
Ce Se ee ee 1,267 1,459 833 953 
Per cent Amer. vessels... 42.51 38.56 41.05 37.76 
Per cent For’n vessels... 57.49 61.44 58.95 62.24 
Seven months ending July 
Entered Cleared 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
tons tons tons tons 
CN As Sonic So iescecers tenes 38,085 38,746 38,239 39,498 
WE GN, oc cicscdeercoveuers 27,911 28,657 29,296 30,639 
We IIE 59:50 ¢:0-5-6:5. 7 cree pw aioe 10,174 10,089 8,943 8,859 
AMOVICRH CEDIA) 6<.5:6s.ce.0kcéovesions 16,628 15,447 16,656 15,466 
Co ee rere 12,533 11,844 11,063 10,637 
TW Goons 65k s.ob nad causes 4,095 3,603 5,593 4,829 
DORGIOM CUNUEI isis ccccdie veces veswaes 21,457 23,299 21,583 24,032 
WN ee No ions voie.e. cores eencewe 15,378 16,813 18,233 20,002 
WD Wa o'e6 02s ca cawacieecnw et 6,079 6,486 3,350 4,030 
Per cent Amer. vessels... 43.66 39.87 43.56 39.16 
Per cent For’n vessels... 56.34 60.13 56.44 60.84 


RATES TO FAR EAST CHANGED 

A number of changes in Far East rates, with revisions in the 
existing tariff, have been made at a joint meeting of the 
Atlantic, Far East Conference, and the Pacific Westbound 
Conference. 

The next joint meeting of the conferences is scheduled for 
Los Angeles, March 9. The conferees took no action as to a 
change in the $9 minimum in connection with intercoastal trans- 
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shipments to the Far East. This matter will be discussed again 
at Los Angeles, it was said. 

Following is a list of the new North Atlantic rates and the 
corrections in tariff number five: 


Asbestos sand, refuse and shorts, $15.00 W/M (Eff. 9/12); Balls, 
not bearing, Gr. 2—I. & S.; basins, tinwash, $16.00 W/M; brick, 
common building, $12.00 Wet.; films, moving picture (exposed), 
Valuable cargo; safes, iron, $18.00 W/M; sanitary pads, $13.00 W/M; 
soap, all kinds, $15.00 W/M; Springs, N. O. S., $16.00 W/M; straw, 
$10.00 W/M; sulphur, open; tobacco, unmanufactured in cases, 


$22.50 Wet. 

Correstions: Shows Should be 
ee eer $30.00 Wet. $25.00 Wet. 
RI fan 6 oc ta ov bee i eliva cel euo eA 16.00 W/M 18.00 W/M 
PED, goss ose wis- one caviewewn 7.20 W/M 7.20 Wet. 
I I se 555. stp tote aapionecere 18.00 Wet. 16.00 Wet. 
NeWSPADETS, CIE 2.6ccccccccicwces 11.00 Wet. 10.00 Wet. 


WATER RATES ON PEANUTS 


The Shipping Board will hear argument October 7 in Docket 
No. 24, American Peanut Corporation vs. Merchants & Miners 
Transportation Company et al., on the question of the board’s 
jurisdiction over interstate port-to-port carriers and traffic on 
the Chesapeake Bay. In its decision in this case (see Traffic 
World, June 27, p. 1631), the board ruled against a contention of 
the Merchants & Miners’ company that the board had no juris- 
diction on the ground that the bay was not a part of the high 
seas. Request for argument on the question before the board 
was made and the board granted it. 


COMPLAINTS FILED WITH BOARD 


The Continental Roofing & Manufacturing Company of Balti- 
more has filed a complaint with the division of regulation of 
the Shipping Board against the Baltimore & Carolina Steamship 
Company, alleging that rates on prepared roofing paper from 
Baltimore, Md., to Miami, Fla., have been, are and will continue 
to be, excessive, unjust and unreasonable. Complainant alleges 
it has been damaged to the extent of $5,000. A rate of 63% 
cents, minimum weight 40,000 pounds, was charged prior to 
November 17, 1923, and a rate of 55 cents, same minimum, on 
and after that date, according to the complaint. Just and rea- 
sonable rates and reparation of $5,000 are asked. 

The Eagle-Ottawa Leather Company of Chicago has filed a 
complaint against the Goodrich Transit Company attacking as 
unreasonable and discriminatory rates on leather from Montague, 
Muskegon and Grand Haven, Mich., to Chicago, Ill. Rates of 
614% cents are maintained from Grand Haven and Muskegon, and 
72 cents from Montague, it is alleged. A rate not in excess of 
3814 cents and reparation are asked. 


WATER CARRIER STATISTICS 


Selected financial and operating data from annual reports 
of 136 carriers by water reporting to the Commission, for the 
calendar year 1924, have been issued by the Bureau of Statistics 
of the Commission in Statement No. 25168. Total figures for the 
designated items, covering all the carriers, were reported as 
follows: 


Investment in real property and equipment, $187,597,846; other 
investments, $18,973,389; cash, $11,992,034; material and _ supplies, 
$2,173,903; total working assets, $35,815,957; capital stock, $87,383,472; 
unmatured funded debt, $32,462,843; total working liabilities, $36,- 
029,808; accrued depreciation, $54,102,635; total corporate surplus, 
$24,242,645; freight revenue, $76,219,740; operating revenues, $121,053,- 
428; operating expenses, $108,345,948; operating income, $10,606,881; 
net income, $6,462,223; dividends declared, $4,136,843. 


Forty-three lines showed deficits in net income, including 
the government’s Mississippi-Warrior service, which showed a 
deficit in operating income of $505,536 and a deficit of $532,610 
in net income, according to the statement. The Mississippi- 
Warrior service, according to the report, had freight revenue of 
$3,410,095; operating revenues of $3,499,631, and operating ex- 
penses of $4,004,773. . 

The report covers water carriers operating along Atlantic 
and gulf coasts, on the Great Lakes, on the Mississippi and its 
tributaries, and along the Pacific coast. Carriers in the Atlantic 
and gulf coast group had a net income of $5,300,118; carriers 
on the Great Lakes, $945,256; carriers on Mississippi River and 
its tributaries, a deficit of $429,167, and carriers on the Pacific 
coast a net income of $646,016. 


NATIONAL FOREIGN TRADE CONVENTION 


The thirteenth National Foreign Trade Convention will be 
held at Charleston, S. C., April 28, 29, 30, 1926, according to the 
announcement of O. K. Davis, secretary of the National Foreign 
Trade Council, who said: 


Next year’s convention will be held for the first time since our 
organization in 1914 in a south Atlantic port. It will afford an oppor- 
tunity to focus attention on the foreign trade and industrial develop- 
ment which is so rapidly going forward in the new South. Americans 
have been much interested to learn quite recently that the state of 
South Carolina is today consuming moré cotton than it is producing. 
The reason is not the falling off of cotton production, but the immense 
increase of cotton manufacturing, which is reflected throughout the 
South and, together with a remarkable impetus in industrial develop- 








- 


ment, has brought a noteworthy and progressive momentum to the 
south Atlantic ports. ; 

Foreign trade representatives from every section of the country 
will gather at Charleston to take concrete action looking to the de- 
velopment of Atlantic and south Atlantic trade with Central and 
South America, with Europe, and the Far East. The fact that it is 
three south Atlantic ports, Charleston, Savannah and Jacksonville, 
now the fifteenth, sixteenth and seventeeth, respectively, in tonnage 
of imports into the United States, which have shown the most con- 
certed deevlopment in American foreign trade in recent years was 
one of the vital reasons for choosing Charleston as the next meeting 
place of America’s principal convention on the business of foreign 
trade. 

The development of new trade routes out of and into the United 
States has become of outstanding interest to foreign traders, since 
parity rates to the United Kingdom and Europe have been given 
to the south Atlantic — in high seas transportation and since do- 
mestic railroad rates have been revised favorably to this section by 
the Interstate Commerce Commission. With Philadelphia bent on 
marking sesqui-centennial year with a much enlarged effort for high- 
seas trade, a keen foreign trade activity is also notable all the way 
from Baltimore to Key West, round the Gulf ports and up the Mis- 
sissippi to St. Louis, and the convention will provide a meeting point 
for a profoundly interesting survey of the movement of our interna- 
tional business. 

Although Charleston claims the oldest chamber of commerce in 
the United States, the terminal of the oldest railway, the oldest mu- 
seum, the oldest formal gardens, and the South’ oldest daily news- 
paper, yet it has spent $11,000,000 on modern port terminals alone, it 
has built two new modern hotels, possesses today the only first-class 
navy yard between Hampton Roads and San Francisco, has developed 
within the latest recorded fiscal year from thirty-fourth to twenty- 
fourth place in gross tonnage of foreign trade among American ports, 
and has become a strategic port of thoroughly up-to-date interest to 
American business men who are following closely the trends of our 
foreign trade. 

The new progressive South is waking up to foreign trade, and our 
gathering is sure to reflect very broadly the interest of the rest of 
the country in this trend, most especially throughout the middle West, 
which is particularly concerned now with new shipping points and is 
itself in the midst of a great foreign trade development. We expect 


to have one of the most interesting and profitable conventions in 
our history at Charleston. 


PARCEL POST REGULATIONS 


W. Irving Glover, Second Assistant Postmaster-General, has 
issued the following: 


Information has been received that a large number of parcel- 
post packages addressed for delivery in insular Italy and the 
Dodecaneso Islands are reaching the exchange office of New York 
with the transit charges insufficiently prepaid to assure transmis- 


sion to destination, as indicated o a 200 and 201 of the Postal 
Guide for 1925. oe of the Posta 


Possibly this is due to the failure of postmasters to familiarize 
themsélves with the places located in the dependencies mentioned, 
and they are herewith listed again under appropriate headings: 

Insular Italy (in the Adriatic Sea)—Brioni, Cherso, Lagosta, 
Lussin, Saseno, Tremiti, Unia. (In the Mediterranean and Tyr- 
rhene Seas) Sardinia, Asinara, Caprera, Maddalena, S. Pietro, S. 
Antioco, Elba, Capraia, Giglio, Gorgona, Pianoa, Ischia, Capri, 
Ponza, Pulmaroia, Procida, Santo Stefano. Ventotene, Sicilia, Ali- 
cudi, Favignana, Filioudi, Lampedusa, Levanzo, Lingua, Linosa, 
Lipari, Malfa, Marettimo, Panarea, Pantelleria, Pollara, Rinella, 
Salina, Stromboli, Strongoli, Ustica, Vulcano. 


Dodecaneso_Islands—Casos, Cos, Kalymnos, Karki, Leros, 


Lypos, Nisiros, Patmos, Piscopi, Rhodes, Scarpanto, Stampalia, and 
ymi. 


Parcels addressed for delivery in insular Italy are subject to 
a transit charge of 10 cents per parcel in addition to the postage 
rate of 14 cents a pound or fraction of a pound, up to a weight 
limit of 11 pounds; while parcels destined for points in the Dode- 
caneso Islands must be prepaid at the rate of 16 cents per parcel 
in addition to the postage rate of 14 cents a pound or fraction of 
a pound, under the same weight limit as cited above, as indicated 
on pages 200 and 201 of the Official Postal Guide for 1925. 


“In view of inquiries reaching the Department, announce- 
ment is hereby made that it has been found to be impracticable 
to conclude the negotiations so as to inaugurate an improved 
parcel post service with Cuba on the first of next month,” says 
W. Irving Glover, second assistant Postmaster General, in a 
statement relative to delay in negotiations for a new parcel 
post convention with Cuba. “It is hoped to complete the 
negotiations at an early date when further announcement on 
the subject will be made for the information of all concerned. 
In the meantime, parcel post packages for Cuba are limited 
in weight to 4 pounds 6 ounces.” 


W. Irving Glover, second assistant postmaster-general, has 
issued the following: 


Effective October 1, 1925, parcel-post packages destined for de- 
livery in the Egyptian Sudan may be accepted up to a weight limit 
of 11 pounds, with the following dimensions: 


Greatest length in any direction, 3 feet 7 inches; greatest length 
and girth combined, 6 feet 1 inch. 


The above should be added to Paragraph II appearing on page 


198 and to the item ‘‘Sudan’”’ shown on page 220 of the annual Postal 
Guide for 1925. 


NEW O. S. K. SERVICE 

The Osaka Shosen Kaisha is placing three new snips in its 
“Around-the-World” service. The first of the new vessels— 
“Santos Maru’”—sails from Rio de Janeiro March 22, 1926, arriv- 
ing at New Orleans April 7. This will afford a fifteen-day serv- 
ice, Rio de Janeiro, Brazil, to New Orleans. The three new 
Diesel vessels will replace three of the smaller type ships now 
in the service. The S. S. “Hawaii Maru” of 17,639 tons dis- 
placement and the “Manila Maru” of 17,475 tons displacemenit— 
both 16 knots speed—will be continued in the service. From 


New Orleans the vessels will sail via Los Angeles to Yokohama 
and Kobe, Japan. 
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The time in transit from New Orleans to Los Angeles jg 
sixteen days; Los Angeles to Yokohama fifteen days. 


RAILWAY SHIPPING INSTRUCTIONS 


The Traffic World New York Buregy 

The New York Freight Forwarders’ Association, in an effort 
to aid exporters shipping by railroad to New York from inianq 
points and to eliminate much of the confusion in connection 
with these shipments, has issued a standardized form of irs‘rue. 
tions and a statement setting forth the terms and concitions 
applying. The document has not yet been accepted officially 
by the railroads, but many of them are co-operating in extending 
iis use. 

The new form, which is not unlike the ocean bill of lading 
in use by steamship companies, is the result of .he labors of q 
special committee of the association appointed several months 
ago with instructions to work out a plan for a more uniform 
blank. All firms, members of the organization, have been gup. 
plied and in turn are furnishing shippers. 

It has been customary for each forwarder to have his own 
form for shipping instructions and, in many cases, it has been 
left to the exporter to state his wishes. The new forms, while 
having provision for the individual forwarding concern’s name 
at the top of the front side, will, in other respects, be the same 
in all cases. The remainder of that side of the sheet is taken 
up by provision for the names of shipper and consignee, the 
steamer desired, case marks and numbers and other particu- 
lars usual. 

The entire reverse side of the new form is taken up with 
a statement of terms and conditions. It is so worded as defi- 
nitely to fix the liability of the shipper and forwarder in case 
of loss or damage and states the provisions for insurance. In 
the past, much litigation has resulted from shipments gone 
astray, and it was with the aim of putting an end to misunder- 
standings that the statement was incorporated in the new form. 


PACIFIC-GULF LINE ADDS SHIPS 


*An announcement of the addition of five new ships to its 
intercoastal freight service between gulf and Pacific coast ports 
has been made by the Pacific-Carribean-Gulf Line. The ships 
have a cargo capacity of about 7,800 tons each and a speed 
ranging from 10 to 13 knots. The announcement says that, 
with the new boats, the line has a fleet of nine ships, afford- 
ing fortnightly sailings from Tampa, Mobile, and New Orleans 
to Los Angeles, Portland, Seattle, and San Francisco. It also 
announces monthly sailings from Houston and from Pacific 
ports to the Gulf and says that cargo will be accepted for 
trans-shipment to Canadian ports, the Hawaiian Islands, Aus- 
tralia, and New Zealand. It calls attention to a readjustment of 
railroad rates to Mobile and New Orleans, under which propor- 
tional rates are now published with Baltimore as a maximum on 
traffic originating at Chicago, Peoria, St. Louis, Terre Haute, 
Evansville, Cincinnati, Louisville, Dubuque, Madison, Wis., and 
points in Illinois, Indiana, Iowa, Wisconsin, Missouri, Ohio, and 
Kentucky, and to the fact that the Mississippi-Warrior Barge 
Line is publishing the same basis—effective in October—with 
the usual differential under the all-rail rates. 


ROCK ISLAND ANNIVERSARY 


The seventy-third anniversary celebration of the Rock Island 
Lines will be held at Kansas City, Oct. 12 and 13, when it is 
expected that a large and representative group of Rock Island 
employes and officers will be present. The program will begin 
with a tour of Kansas City by the “Roll of Honor” (pensioned 
employes) in special cars furnished by the Kansas City Street 
Railway, followed by a luncheon at the Athletic Club. An 
athletic tournament will be held at the Kansas City Athletic 
Field in the afternoon, comprising 33 events. A complimentary 
dinner will be given to those participating in the tournament, 
at the Baltimore Hotel, Oct. 12. This will be followed by a 
concert, given by employes, and broadcast over Station W. D. 
A. F. In the morning of the second day, members of the offi- 
cial staff will be taken to the Armourdale shops to witness a 
fire-fighting and prevention demonstration. The members of 
the Twenty-Five Year Club will have a dinner at the Athletic 
Club, October 13. The closing session of the official staff con- 
ference will be held in the afternoon of the second day. 


CANAL STATISTICS 

The summary of Canadian canal statistics for August shows 
that in the Sault Ste. Marie canals total traffic aggregated 11, 
661,887 tons, which was slightly below the July tonnage, on ac- 
count of decreased grain shipments, but 16 per cent heavier than 
in August, 1924, iron ore being heavier by 2,050,865 tons. In the 
Welland Canal, wheat shipments showed a decrease of 101,431 
tons, but oats increased 120,952 tons and soft coal 100,274 tons. 
Total traffic was heavier by 166,497 tons and heavier than July, 
of 1925, by 45,692 tons. In the St. Lawrence Canal, wheat ship- 
ments increased 98,764 tons over July, but, compared with Au- 
gust, 1924, were down 79,223 tons. Pulpwood increased 27,449 
tons and soft coal 93,269 tons. The total tonnage increased 202, 
048 tons. 
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RATES ON GRAIN AND FLOUR 


The Traffic World Ottawa Bureau 


Commissioner Frank Oliver of the Railway Board has issued 
a statement in reply to criticisms of the recent decision of the 
poard reducing westbound grain and flour rates. Three members 
dissented from the finding of the chairman and Commissioner 
Oliver. In this statement the latter explains the attitude of the 
two with respect to the decision as it affected the other mem- 
pers of the board. He said: 


At public hearings held in Ottawa, all members of the board then 
in the city usually take part. From time to time similar questions 
arise at points so distant from Ottawa that it would be substantially 
a denial of justice to require the several parties with their necessary 
witnesses to come to Ottawa for a hearing. To meet that. condition, 
Section 12, of the railway act, provides that two members of the local 
poard shall constitute a quorum—that is, shall have full power to hear 
and decide questions that are properly brought before them. While 
a majority of the members are carrying on the business of the 
poard at Ottawa, a minority may, with equal authority, give hearings 
and render decisions in other parts of the country; or, in fact, two 
members sitting at Ottawa may give a public hearing and a binding 
decision, while two other members siting elsewhere may give an 
equally binding decision on some other matter. This provision is 
made because of the georgraphical conditions of the country, and is 
necessary to prompt and efficient administration by the board. 

It has been the custom that a section of the board, sometimes 
comprising two and sometimes three members, made a tour of the 
four western provinces twice a year for the purpose of hearing cases, 
poth of special and general concern. Sometimes this section of the 
board was headed by the chief and sometimes by the assistant chief 
commissioner. Usually they have thus acted alternately. Notice of 
the place and date of hearings is sent out from Ottawa in advance to 
both applicant and respondent in each case; but, because of western 
hearings being held only twice a year, it has been the custom, on 
what appeared to be proper occasions, to hear cases that might be 
brought to the attention of the Commission, without formal notice. 
Therefore, if the section holding the western sittings had done what 
they have been critized for doing (‘‘going to the coast with a docket 
which was explicit as to what was to be dealt with, and then dealing 
with another important matter without the knowledge of the other 
three members, and rendering a decision without consulting them’’) 
such action would not have been either high-handed or unusual. 


Commissioner Oliver says that, as a matter of fact, the 
western hearings in question were arranged in accordance with 
custom and with the full knowledge and consent of the members 
of the board then in active work as to places, dates and sub- 
jects, and as to the members who should hear the cases, and 
the regular notices were sent out to the parties interested. He 
continues: 


Obviously, a reduction in rail rates on Canada’s most important 
article of both domestic consumption and of export must have a 
very far-reaching effect. It would be impossible to specifically notify 
all interests that might be affected, or who might believe themselves 
to be adversely affected, by an order following the hearing. I submit 
that if decisions of the board were subject to such a limitation as to 
notice required, no useful purpose could be served by its continued 
existence. 


He then points out that counsel for both the railways were 
present at the hearings and that, after the hearing, at the re- 
quest of Mr. Lanigan, counsel for the C. P. R., the privilege of 
putting in further evidence in writing was granted. He says: 


I desire respectfully to submit that the foregoing recital of facts 
completely disposes of the allegation of high-handed or unusual 
conduct made against the chief commissioner and myself, and also to 
the more serious charge of bad faith, so far as the hearing in the 
Vancouver grain rates case is concerned. 

As to the decision in the case, the framing and giving of it out 
was fully in accord with the provisions of the law, and with the well 
understood principles and previous practices of the board, under 
which the section of the board which, having been duly authorized, 
heard the evidence and arguments, gave the decision. The suggestion 
that a decision by a section of the board which had heard the 
evidence and arguments was high-handed and unusual because the 
remaining members of the board who had not heard it had not joined 
in the decision, surely cannot be justified on the ground merely that 
those who heard it were a minority, while those who had not heard 
it were a majority. Unless those who hear the evidence and argu- 
ments give the decision, what useful purpose can be served by a 
public hearing? . 3 

The letter to the board from the Montreal Corn Exchange per- 
emptorily demands the rescinding of the board’s order. There is no 
suggestion of consideration prior to such _ recission If de- 
cisions of the board, arrived at after such lengthy hearing, as in the 
case of the western grain rates, were subject to be rescinded on 
demand, without further hearing or consideration, there would seem 
to be serious question as to its usefulness, 


The board, on September 15, published tariffs embodying 
the reduced rates on grain and flour moving westward to the 
Pacific. They are the same rates, proportional to distance, as 
grain and flour would carry if moving eastward for export. On 
the following day, the chairman of the board received a tele- 
gram from counsel for British Columbia saying: 


Grain rates announced here indicate maximum reduction one-half 
cent per hundred pounds. No reduction on Goose Lake line, but half 
cent increase at most points. If this is true, the railways have made 
a complete mockery of your last order. 


In commenting on this, J. E. Dalrymple, vice-president of 
the Canadian National, issued this statement: 


The C. N. R. have published rates on grain and flour to Pacific 
ports for export strictly in accordance with the provisions of Order 
36769, issued by the Board of Railway Commissioners on September 
2, which is the order referred to by Mr. McGeer. 
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The opinion expressed at Ottawa is that the railways have 
not departed from the order to the extent claimed. For 
example, the Calgary-Vancouver rate, it is pointed out, is prob- 
ably based on the Edmonton-Vancouver rate, and, on this com- 
putation, a rate has been struck that may be found to conform 
with the order. If the Edmonton-Vancouver rate has been taken 
as the just basis for westbound grain rates, the higher rates 
from Calgary complained of would be explained, the distance 
from Calgary to the coast being 124 miles less than from Edmon- 
ton. Edmonton is 766 miles from Vancouver and Calgary is 
642 miles from the head of the lakes. 

Some of the legal men engaged in the hearing of the case 
point out a passage in the McKeown-Oliver order that sets forth 
that it is in consideration of the easier haul from Edmonton 
westward that the commissioners feel that “a causeless prefer- 
ence in favor of the eastbound haul” is not justified on the Cana- 
dian National Railways (on which the Goose Lake line is situ- 
ated) and “it is impracticable from a railway standpoint today 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Competent traffic manager having seven 
years’ experience, now employed, desires to make change. Would 
appreciate an opportunity to locate with an industry or commercial 
organization desiring steady reliable traffic manager who is really 
posted on every part of the work and qualified for it. Address Box 
855, care Traffic World, Chicago, IIl. 














POSITION WANTED—Young, single man desires traffic position 
in Cleveland territory. Four years’ railroad experience; college grad- 
uate, also trained in domestic and foreign shipping by A. CG. A. 
Address Box 853, care Traffic World, Chicago, Ill. 





FOR SALE—11 Volumes of Traffic World 1920 to 1925 inclusive; 
first three volumes bound, balance unbound. For sale reasonable. 
Address I. D. D. 857, care Traffic World, Chicago, Ill. 








FOR SALE—Traffic Bureau in one of largest cities in East. Has 
been in successful operation for fifteen years. Large clientele with 
opportunity for increasing. Well organized to handle all kinds of 
traffic work. Business has shown average net profit exceeding ten 
thousand dollars per year for past seven years. Minimum cash 
required $10,000, which is fully protected by liquid assets. Will take 
notes for balance. Unusual opportunity for traffic or railroad man 
to get into well paying business of his own. Address Box 851, care 
Traffic World, Chicago, Ill. 
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Main Office: 121-123 North Front Street 
We solicit your inquiries on L C.L.—S.C ank P C. Shipments 


STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 
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that there be differential on the one line where the reason for 
it exists and not on the other line where the gradients give no 
justification for it.” 

Large shippers in Saskatoon, such as the Quaker Oats Com- 
pany, claim that the new westbound rates will mean little in 
their territory. At present, on eastbound grain, there is a dis- 
criminatory rate from Saskatoon (which is the beginning of the 
Goose Lake line) and from northern Saskatchewan points of 
2 cents a hundred, as compared with the rate from points with 
similar mileage in southern Saskatchewan. The hope in Sas- 
katoon was that the new westbound rates would not include this 
penalty, which is shortly to be argued before the board. But 
the new tariff gives a westbound rate of 27 cents per 100, as 
against the former rate of 284% to Vancouver, Prince Rupert, and 
New Westminster, instead of about 25 cents as was anticipated. 

A maximum reduction of 3 cents on shipments of export 
grain to the Pacific seems to be what is provided for in the 
new tariff. Following is a comparative list of old and new 
rates from the principal centers on the prairies to Vancouver: 


Old New 
NI, Ua 50a rae. Sulfur anya wreinsoracet acer Weis GU whl sie eco Oe ae Wd ote 28% 27 
a eh ialals «ka ed ole Gr Ae kad Ue eer ermine we Mealy ews pau ween 281% 26 
NN os. wdc we ene s owed J ONS Eee URES Oem ee Meu ealee 26 24 
IIS 5. ih a oa Wai aver Sek Glgre-ereie mueler ie Salas maa oul eme ale aesaebe 221% 21 
III: ©. hc 60s gsaarn ural Gnas 9 rat une ia S-a-olar War eae eda aremoreera acetals 23% 23 
NE, SEE. oc. d:aseraccvcctedige streak OG Wtih 6 0 eel d Raedben Sabin bm tere 241% 23 
SENN” ivarei sie: 4. 0a-aiat 50-04 were 4 Garena wade tetsu emlaeieaniededecmelracate 2216 21 


BEATTY DISCUSSES PROBLEMS 


President Beatty, of the C. P. R., in an address at Edmonton, 
announced a new arrangement between the two Canadian rail- 
roads and the government by which it is hoped to increase the 
movement of desirable immigrants to Canada. Under this agree- 
ment the two railway companies have a free hand to select, 
through theiir colonization departments, and to transport and 
distribute all colonists who can be properly assimilated in Can- 
ada, with the further privilege of issuing the necessary permits 
for their admission, subject to statutory requirements, and to the 
mental and physical fitness of the applicant. “As a result of 
this agreement,” said Mr. Beatty, “we may be able, in view of 
the favorable harvest conditions existing in the west, to look 
forward to a renewal of the movement of those who are urgently 
needed in solving the serious problems we are now faced with 
in Canada.” 

Referring to railway extension, he said: 


It would not be good for Canada if its railways were run down and 
anaemic, or if they were not able to get capital easily to push their 
extensions into undeveloped territory and take their share in risking 
new money in order to enable further production. When you become 
restive because all the mileage you would like to see is not built im- 
mediately, I would ask you to look back over the past 15 or 20 years 
and realize how great a burden we are bearing, and how serious the 
obligations which must bt discharged, and which are the direct 
result of construction which was not warranted by any development 
immediately in sight. If we had not anticipated by so long a period 
our railway requirements, we would today be enjoying much lighter 


national burdens, and there would be more money for legitimate 
Canadian enterprises. 


Referring to the Peace River railway problem, he said he 
believed the preseht properties should be used to the greatest 
possible extent for the time being, and the territories tributary 
to them should be developed as much as possible. Said he: 


I do not think you will be satisfied with a solution which 
renders permanently unprofitable the railways of which the province 
is the virtual owner, and when an extension to the coast is built it 
should be located so as to permit of the maximum development of 
the greatest area between Alberta and the coast. It should not be a 
cut-off which will accomplish nothing but provide reduced mileage, 
because that will not serve the ultimate development of Alberta and 
British Columbia. The construction of a much more expensive and 


longer mileage is greatly to be preferred in the interests of both 
provinces. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has passed the follow- 
ing orders: 

Authorizing the Express Traffic Association to reissue its 
tariff C. R. C. No. E. T.-869, covering express rates on cream, 
adding provision for five per cent transfer charge at Edmonton 
for — handled to and from Alberta and Great Waterways 
station; 

Authorizing C. N. Ham, chairman, Express Traffic Associa- 
tion of Canada, to file revised block tariffs or supplements to 
establish schedule “B” or prairie, scale of express rates between 
stations on the Edmonton, Dunvegan & British Columbia Rail- 
way and the Central Canada Railway; also between such sta- 
tions and stations on lines of other railway companies; 

Authorizing’ the Canadian National Railways to open for 
traffic the second track of that portion of their line from Mount 
Royal to Lazard, Quebec, 3.4 miles. 


CANADIAN CONSOLIDATION 


Mr. Meighen, leader of the Conservative party, has issued 
an explicit denial of the report, which he says is being circu- 
lated throughout Canada, that he is in favor of the amalgama- 
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tion of the Canadian Pacific and Canadian National railways, y, 
adds: “The criticism of the Conservative party on the Nationa] 
Railways is that the present government deprived Sir Hepp, 
Thornton of the assistance of a business directorate and handi- 
capped him with a political directorate.” 

At Winnipeg, President Beatty, of the C. P. R., in reply to 
a series of questions, made a statement regarding the com 
attitude toward co-operation with the Canadian Nationa) to 
reduce expense of operation on both systems. He saiq the 
C. P. R. was not advocating any system of amalgamation With 
the Canadian National. The problem was one initially for the 
government. “Co-operation without loss to either system is 
difficult,” he said. “In order to be fair to each company, gac. 


rifices made by one must be identical with those made by the 
other.” 


Pany’s 


CANADIAN CAR LOADING 


Car loadings for the week ended September 12 were reduceg 
4,439 cars from the previous week in the eastern division owin 
to Labor Day. In the western division there was an increase of 
2,491 cars, principally from a heavier grain movement, which 
increased 3,266 cars. Compared with the corresponding week jp 
1924, grain loading in the west was heavier by 9,621 cars. It 
was heavier than in any week in October prior to the fourth 


week, and, notwithstanding the holiday, the total increased 7,148 
cars. 


CARS OF REVENUE FREIGHT LOADED ON 
RAILWAYS 
EASTERN CANADA 
For the Week Ended, 


CANADIAN 










































Sept. 12 Sept.5 Sept. 123 

Commodities. 1925. 1925. 1924, 
Grain and Grain Products............... 1,886 2,119 3,228 
PTI, GSGs Hoa Ohiew acide diceciiios os-cmoes 1,041 1,349 1,375 
RINE air Wiccra eile: aise orc ceiinv 6: 0'16) Kuelap wins letersi eoie.antin 4,268 3,600 4,248 
OO ee ROCARRMNES Oe eee ERED Ce elenek ee 288 231 256 
RENIN case erste; dn¥ dima bimsecd 614.686 Geseleleia Peictieewe 2,512 2,930 2,569 
PUD WOOE. ccccccccces ib Wiaarcinnee vic eier a eniearace cis LETT 1,784 1,435 
No acai eceie wlavaigcaunincoie arate stevachcom 1,623 1,945 1,830 
Ccner POPE PrOGucts. .......ccccccccscccee 1,149 1,174 941 
TO cccccsece Ceetbwoeees SOT EEAO Catemaeale 680 871 802 
pees. Be. EC. Mavciccc cues ccesswsice ees 10.056 12,246 11,474 
EID, 6S oso sed. e:d ce wencie dincwunemccwese 10,041 11,511 10,154 
Tata) Care TAO oasis cicaccccawssvseus 35,321 39,760 38,312 
Total Cars Rec’d from Connections.. 27,034 31,536 25,133 

WESTERN CANADA 
Grain and Grain Products............- eo 138,014 9,748 3,393 
MI EEO. sobs nseece-ceivicdenicciscinegerceaes 1,547 1,252 1,212 
Co I eee ard ee ere rere 1,233 1,602 1,744 
Coke ..... EAE APES POR re ee 36 38 1 
EMPBEEE ccccvccccccscnsecccesesececseseeece 996 1,107 1,070 
Pulpwood ..... 56. hare 4rGib dSrais alate OS eique siereieneteitie 156 144 95 
Pulp and Paper......ccccscecescccseceveccs 92 91 191 
Other Forest Products...........cccewccee 1,055 1,192 1,027 
OLre cccccccccce puigare maroro Weed Obie CGW arose news ‘ ro is ‘ s 
Merchandise, L. C. Lu... cece e sere eee erees , ; 5201 
Miscellaneous .....-ccceccccecccecreccevece 4,148 4,402 _ 3,534 
Total Cars Loaded.......ccccceseceses 27,366 24,875 17,227 
Total Cars Rec’d from Connections... 2,728 2,931 2,551 
TOTAL FOR CANADA 
Grain and Grain Products..........-eeee. - 14,900 11,867 6,621 
ON ear err rrr - 2,588 2,601 2,587 
OS rrr rT re et s 5,501 5,202 5,992 
RL ccs GweeSewcreoresarcoseenccaeees weeer 324 269 263 
ETON OP ETE OOO PCE TCT Ce 3,508 4,037 3,639 
PUlpWOOd .cccccccccccccccccccreccccccccccs 1,933 1,928 1,530 
Pulp and Paper.......-.eccecccccscccccecs 1,715 2,036 2,021 
Other Forest Products............sseeeeee 2,204 2,366 1,968 
OPO cccccvces ROS SESE rn 1,228 1,423 1,549 
Merchandise, L. C. L.......ccecccccccccces 14,597 16,993 15,681 
BMiscellaNGOuUs ..ccccccccccccccccccccccveces 14,189 15,913 13,688 
Total Cars Loaded.......ccccccccccsece 62,687 64,635 55,539 
Total Cars Received from Connections 29,762 34,467 27,684 
CUMULATIVE TOTALS TO DATE 
1925 1924 
Grain and Grain Products.............++. 217,822 268,141 
Live Btock. .ccccecccccccccce ne 82,842 80,666 
Coal ccccccccccsccccccccs ° 128,790 181,665 
Ps ciccKrorsnecences eS _ 10,129 8,349 
MIEN cineclgtinneeeoacetictes vetoes oe 130,812 132,991 
SE re ro 103,356 103,188 
CME SIINOE cerns tnsietsis ooescornweiers ue wae 
eter ec 49,882 46,056 
Me. Fk Oo Tak cidvecicceccccceessieds 556,924 7 = 
Miscellam@Ous ...ccccccccsccccccccccscccccce 449,173 430, 

ite pane 
OIG) Gass LORE. oocisisccccccvccccesss 1,908,823 1,951,005 
Total Cars Received from Connections 1,215,161 1,162,760 


THORNTON WILL NOT REPLY 


Asked to reply to statements concerning the Canadian Na 


tional Railways being made in campaign speeches, Sir Henry 
Thornton said: 


With the various officers of the company, I have been responsible 
for the working of the Canadian National Railways since the autumn 
of 1922. The people of Canada have had ample opportunity, since that 
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Ship Through 
Los Angeles Harbor 


58 Municipal Wharves 


17 Large, Fully Equipped and 
Modern Transit Sheds 


3 Transcontinental Railroads 


1 5-Story Modern Warehouse 


Send for late Annual Report, also 
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Port of Houston” 









IFTY miles more of water rates— 

either way—ample facilities for 
we) handling merchandise, for switching, 
for storing. 





















Seventeen railroads radiating to and from 
every point in Texas and affording excep- 
tionally low rates. These are the things 
that make 


““Ohe 


Port of Houston” 


the logical port of entry or point of depar- 
ture for the manufacturer who seeks SPEED 
and ECONOMY in transportation. 


The entire story is told graphically, in 
picture and in text, in “PORT HOUSTON,” 
the official organ of the port commission. 








The story of low rates is told in TARIFF 
FORM in “HOUSTON FREIGHT RATE 
BOOK NUMBER ONE.” 


Both of these books are FREE to traffic 
executives and other interested persons. 
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5th Floor Courthouse 
HOUSTON TEXAS 
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time, to determine the character of the service rendered by the 
system, the zeal and diligence of its employes, the fidelity of its 
‘officers, and the general administration of the enterprise from both 
a financial and operating point of view. The efforts of the manage- 
ment are sufficiently absorbed in attending to their duties, and it is 
my opinion that it would be detrimental to the welfare of the 
enterprise, and likewise unreasonable, to expect the executive of the 
National Railways to deal with accusations and statements made in 
the heat of an election campaign. In general, I have decided that it 
will be our policy to allow the people of Canada to judge the value 
of such statements from their knowledge of our record. 


CATTLE TO BRITISH PORTS 


Hope that the Canadian members of the North Atlantic Ship- 
ping Conference might make a reduction in rates for cattle to 
British ports has been abandoned. There have recently been 
exchanges between the federal government officials and steam- 
ship concerns in Montreal, the latter seeking information as to 
the probable number of cattle there would be for export, so that 
provisions for cargo space might be made. In all communica- 
tions sent to the Montreal shipping concerns from Ottawa it 
was stated that the possible increase in the number of cattle 
for export would depend largely on a reduction in rates. It was 
suggested that, if the rate were reduced to $15 a head, there 
would be much larger cargoes. The reply of the companies was 
that they could not afford to cut the rates. 


MOTOR TRAFFIC A MENACE 


At the convention of the Canadian Brotherhood of Railway 
Employes at Toronto, September 20, President A. R. Mosher 
declared that the rapid: increase of motor traffic in both passen- 
gers and freight was becoming a menace to Canadian railways, 
and urged the advocacy of restrictive measures. He proposed 
that motor buses and trucks should be subject to tariffs fixed 
by the Board of Railway Commissioners and that they should 
contribute to the upkeep of the highways. He said such steps 
were necessary in view of the fact that the railways were sub- 
ject to tariffs and had to build and maintain their own highways. 
While motor transportation was admittedly a natural develop- 
ment, it should not have unfair advantages in competition with 
the railways, he said. 


TENTATIVE REPORTS 


(Continued from page 692) 


cents on curtain poles, dowel pins and broom and mop handles 
from Lumberton, Miss., to New Orleans, La., is and for the 
future will be unjust and unreasonable as applied to handles, 
broom or mop, without metal attachments, in the rough or in 
the white but not further finished, and not primed, shellacked, 
varnished, painted, treated or waxed, minimum 40,000 pounds, 
to the extent that it exceeds or may exceed 12 cents per 100 
pounds, and unjust and unreasonable as applied to curtain poles 
and dowel pins, in the same unfinished state as as above de- 
scribed, to the extent that it exceeds or may exceed 14 cents 
per 100 pounds. 


REPARATION ON GRAPEFRUIT 


An award of reparation has been recommended by Examiner 
W. M. Cheseldine in a proposed report in No. 16561, W. A. Mur- 
phy and Gentile Bros. Co. vs. Atlantic Coast Line et al., on a 
finding that a combination rate of $1.84 per 100 pounds charged 
on one carload of grapefruit shipped February 4, 1922, from 
Bowling Green, Fla., to St. Paul, Minn., and reconsigned in tran- 
sit to Wausau, Wis., was unreasonable to the extent that it ex- 
ceeded $1.28 per box. Authority for the rate charged did not 
appear, the examiner said, adding that the lowest combination 
rate available appeared to have been $1.11 per box to Milwaukee 
and 46 cents per 100 pounds beyond. He said the total charges 
should have been $532.08 and that an undercharge of $2.16 re- 
sulted, but that, in view of his finding, the collection of the 
undercharge might be waived. At the time the shipment moved 
a joint rate of $1.28 per box was maintained from Bowling Green 
to Duluth and Albert Lea, Minn., and Eau Claire, Wis., and other 
points in the same territory. Complainant contended that the 
rate charged was unreasonable to the extent it exceeded this 
rate. Complainants should be required to submit a statement 
in accord with rule V of the rules of practice, together with an 
affidavit showing their joint or several right to reparation, the 
examiner said. 


TENTATIVE VALUATION REPORTS 


In a tentative valuation report on the property of the Mount 
Jewett, Kinzua & Riterville Railroad Company, as of June 30, 
1917, the Commission has found the final value of total owned 
property to be $87,850, and of total used $343,966. The report 
also covers the properties of the Mead Run Railroad, $17,500; 
Kane Railroad, $2,600; Kushequa Railroad, $94,000; Smethport 
Railroad, $132,500; Keating & Smethport, $730, and Buffalo, 
Bradford & Kane, $6,500, which are used by the Mount Jewett. 

In a tentative valuation report on the property of the Hous- 
ton Municipal Railway, as of June 30, 1919, the Commission has 
found the final value of total owned property to be $500,000. 


THE TRAFFIC WORLD 





Vol. XXXVI, No, 13 


The property is leased to the International & Great Norther 
and the Houston Belt & Terminal Company. 

In a tentative valuation report on the property of the Sun. 
set Railway Company, as of June 30, 1916, the Commission } 
found the final value of total owned property to be $1,081,335 
and of total used property $1,177,469. 

In a tentative valuation report on the property of the Grand 
Canyon Railway Company, as of June 30, 1916, the Commissig, 
has found the final value of wholly owned and used property 
to be $1,073,925. 

In a tentative valuation report on the property of the Ij. 
nois Terminal Railroad Company, as of June 30, 1919, the Cop. 
mission has found the final value of total owned property ty 
be $1,176,030, and of total used property, $1,231,030. 

In a tentative valuation report on the property of the Sang 
Springs Railway Company, as of June 30, 1918, the Commission 
has found the final value of wholly owned and used property to 
be $646,323. 


FINAL VALUATION REPORTS 


In Valuation Docket No. 275, Manchester & Oneida Railway 
Company, opinion B-78, 103 I. C. C. 1-17, the Commission hag 
found the final value for rate-making purposes of the property 
of the carrier owned and used for common carrier purposes, ag 
of June 30, 1916, to be $121,415, and used but not owned, $199, 
On date of valuation the carrier owned and operated 7.81 miles 
of line extending from Manchester to Oneida, Ia. The carrier 
protested the tentative valuation. 

In Valuation Docket No. 314, Crittenden Railroad Company, 
opinion B-79, 103 I. C. C. 18-26, the Commission has found the 
final value for rate-making purposes of the property of the 
carrier Owned and used for common carrier purposes to be 
$176,680, as of June 30, 1916. The railroad extends from Earle 
to Olneyville, Ark., together with several spurs to lumber camps, 
comprising approximately 22 miles of main track. The tenta- 
tive valuation was not protested. 

In Valuation Docket No. 397, Alabama Central Railroad Con- 
pany, Opinion B-76, 97 I. C. C. 761-72, the Commission has made 
final the tentative valuation of the property of the carrier as of 
June 30, 1917. The value for owned and used property was fixed 
at $86,860, and for used but not owned, $801. No protest was 
filed against the tentative valuation. The carrier’s line extends 
from Jasper to Manchester, Ala., a distance of approximately 
six miles. 


UNCONTESTED FINANCE CASES 


The Alton & Southern has been authorized to issue $316,200 
of common capital stock, consisting of 3,162 shares of the par 
value of $100 each. 

The Buffalo, Rochester & Pittsburgh has been authorized to 
procure authentication and delivery of $1,186,000 of consolidated 
mortgage 4% per cent bonds to be held subject to the further 
order of the Commission. 

The Brooksville & Inverness Railway has been authorized 
to construct 18.74 miles of line from a connection with the Tampa 
Northern at Brooksville to a connection with the Seaboard Air 
Line at Holder, Fla. 

Acquisition by the Terminal Railroad Association of St 
Louis of control of the St. Louis Merchants Bridge Terminal 
Railway Company, the East St. Louis Connecting Railway Com: 
pany and the St. Louis Transfer Railway Company has been ap- 
proved. 

The Bell Telephone Company of Pennsylvania has been au- 
thorized to acquire properties of the Beaver County Telephone 
Company and of the Tri-State Telephone Company. 

The St. Louis & Hannibal has been authorized to issue $650, 
000 of first mortgage 6 per cent bonds, $250,000 to be used in 
satisfaction of advances of a like amount and $400,000 to be 
sold at par and the proceeds used for capital purposes. That 
part of the application seeking authority to issue bonds in cot 
version of preferred capital stock was denied. 


FINANCE APPLICATIONS 


The Minneapolis, St. Paul & Sault Ste. Marie Railway Com- 
pany has applied for authority to issue $8,136,000 of 5 per cent 
first consolidated mortgage bonds in order to retire bonds of the 
Minneapolis, Sault Ste. Marie & Atlantic Railway Company. 
Authority was asked to sell the bonds upon the best terms 
which could reasonably be obtained. 


PAPERBOARD INDUSTRIES ASSOCIATION 


The Paperboard Industries Association was recently formed 
in Chicago, being a merger of allied interests in the paperboard, 
the shipping container, and the folding box fields, formerly com 
posed of the following associations: The Box Board Association, 
Chicago; the National Container Association, Chicago; and the 
Folding Box Manufacturers’ National Association, New York 
The activities of each association will be continued as previ- 
ously, under the direction of G. R. Browder, general manager ané 
treasurer; Grafton Whiting, statistician; H. S. Adler, secretary, 
and H. A. Dickie, assistant general manager, with the principal 
office in Chicago and a branch office at New York. 
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MEMPHIS, 
TENNESSEE 


The Logical Distribution Center for 
the Entire South, Southwest 
and Southeast 


Home of the Largest Merchandise 
Warehouses in the South 


THE MEMPHIS TERMINAL 
CORPORATION 


Properties covering approximately 200 
acres. 


10 miles standard railroad tracks on the 
property. 




























We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Illinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
western R. R., Southern Railway, Yazoo & 
Mississippi Valley R. R., also with the 
Mississippi-Warrior River Barge Service 
who switch to our plant without additional 
switching charges on carload lots. 


We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 


POOL CAR DISTRIBUTION 





Warehouses of concrete construction, auto- 
matically sprinkled; lowest insurance rates. 


We maintain on the property a private 
watching and police force of from 
10 to 25 men. 


Member A.W.A. 


Address MERCHANDISE DEPT. 
P. O. Box 1025 Memphis, Tenn. 
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INTERCOASTAL SERVICE 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 

New York Baltimore Savannah 
MONTICELLO ..ccccccce Sept. * Sept. 30 
MRTEETEL. scocccccwccee Oct. 3 Oct. Oct. 14 
MONTPELIER ....cccces Oct. 17 Oct. FY} Oct. 28 
DE ciscicsseccousn Oct. 31 Nov. 7 Nev. 11 
Se Nov. 14 Nov. 21 Nov. 25 
WE Ssh wadteesacesan Nov. 28 Dec. 5 Dec. 9 


Pier No. 9, B. & O. R. R., Locust Point, a Md. 
Pier No.5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment at 
Les Angeles Harbor without transfer charge, also te all ports of 
i, Oregon, Washington, British Columbia, Alaska and the 
ar t. 


Joint Service with 


HAMBURG-AMERICAN LINE 
NEW YORK TO HAMBURG 
xtCLEVELAND ....... Oct. 1 xxtTHURINGIA ....... Oct. 22 
x*RELIANCE ......... Oct. 6 x*DEUTSCHLAND ....Oct. 29 
xxtWESTPHALIA ..... Oct. 8 xxtMOUNT CLAY...... Nov. 5 


x*ALBERT BALLIN...Oct. 15 


¢Cabin and Third Cabin Passengers. *First, Second and Third 
Class. xxCalls at Cohn (Queenstown). xCalls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 


xtCLEVELAND ...... Nov. 12 


PHILADELPHIA TO BREMEN AND. HAMBURG 


LEGIE (via Baltimore and Hampton Roads)............-- Sept. 26 

A STEAMER (via Baltimore and Hampton Roads)........ Oct. 17 

LEGIE (via Baltimore and Hampton Roads)............-- Nov. 21 
BALTIMORE TO BREMEN AND HAMBURG 

LEGEE (vie Hampton Bands) ...occccccccccccccccccccovces Oct. 3 

A STEAMER (via Hampton Roads)...........-.seeeeeeees Oct. 24 

LEGIE (via Hampton Roads).........cccccsccsccccccccecs Nov. 28 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


pleat liessaneeieeeuee Oct. 6 GEE os sscccescecscce & 
A STEAMER icaswouena Oct. 
NEW ORLEANS TO BREMEN AND HAMBURG 
Psa vob Rab se0ereneseneenceoesicxens Second half of October 


ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 





CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 
Sa er ee Sere” 4128 Jenkins Arcade Bldg. 
EES ao vxiccvccevinsecenewensutinsesseOeugen 201 Mitchell Bidg. 
AGENTS: 

I ais viene ccwencdcies ceeasesbenieacéennre John M. Born 
ene Dichmann, big & Pugh, inc. 
i ni:vnirn 446056065 000200 neces enenesewe C. H. Sprague & Son 
Sk rere re eens Los ” angeles 88S. Co. 
A Sr nn ee Richard Meyer Co. 
.., errr Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA.... .-»-Dichmann, Wright & Pugh, Inc. 
PG S6c0-60ce0nenenseooeuee Columbia Pacific Shipping Co. 
INL ia kcadin6t tees vesieccceeseseeeieee Sudden & Christensen 
BR Pe ove cevccccsccececeocccess Sudden & Christensen 
NINES vias 0ccetweesewewesececesuecesess M. J. Hogan & Co. 
BPN 60:60:00: 0000004000 006R000008 eceseeee Sudden & Christensen 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may — to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 








Released Versus Actual Value Rates 

Pennsylvania.—Question: In connection with your answer 
to “Georgia,” page 386 of Traffic World, dated August 17, 1925, 
wherein you quote a decision in the case of Stratton vs. C. M. & 
St. P., 168 N. W. 757, this case having to do with recovery for 
loss or damage to shipment of household goods, I find this to be 
a decision of the Supreme Court of North Dakota under date of 
September 3, 1918. 

At the time of this decision the classification required that 
the shipper of household goods sign the following notation: 
“I hereby declare the released value of each article of House- 
hold Goods herein described to be .... cents per pound.” The 
wording of this item in the present classification reads as fol- 
lows: “The agreed or declared value of the property is hereby 
specifically stated by the shipper to be not exceeding .... per 
pound for each article.” 

You will notice there is a difference between the wording of 
these two items in that the former states that the released value 
of the goods is so much per pound, whereas the one in effect 
at the present time states that the actual value is so much per 
pound. The item as it reads in the present classification goes 
further than the former item and is probably more compre- 
hensive in that the shipper is obligated by stating that the actual 
value of the shipment is so much per pound, which is clearly and 
distinctly separate from the released feature as affecting 
the rate. 

It is my understanding that where value is a consideration 
in connection with the rate to be applied on a shipment, the 
shipper would be violating the law if other than the actual 
value were stated and he then attempted to recover for loss or 
damage based on a valuation greater than had been declared as 
actual value when signing the shipping contract. It is also my 
understanding that regardless of the value placed on an article 
by the shipper he may recover for loss or damage based on the 
actual value, but this would probably be a poor policy in view of 
the misrepresentation of the value. 

Inasmuch as you have cited the Stratton vs. C. M. & St. P. 
case as a method for determining the amount of a carrier’s 
liability for loss of or damage to part of a heterogeneous ship- 
ment, will you not kindly state whether or not in your opinion 
the precedent in this case could be used as a basis under the 
present wording of the classification. 

Answer: As we see it, there is no real difference between 
the notation now carried in the Consolidated Classification and 
that which was carried in the classification at the time the deci- 
sion in the Stratton case was rendered. Both relate to released 
valuations, although in the present notation the term “agreed or 
declared value” is used, while formerly the term “released value” 
was used. It should be observed that the present classification 
states that the ratings therein on Household Goods are based on 
value authorized by the Interstate Commerce Commission in 
Released Rates Order No. 380. It should further be noted that 
Item 12, page 241 of the Consolidated Specification, speaks of 
the value declared in writing by the shipper, or agreed upon in 
writing as being the released value of the property. 

For a distinction between actual value rates and released 
value rates, see the Commission’s report in Docket No. 14103, 
Crown Overall Mfg. Co. vs. Director General, 100 I. C. C. 471. 

Intrastate Traffic—Jurisdiction of Interstate Commerce 
Commission 

Montana.—Question: Where an intrastate rate has been 
lowered where a railroad commission has jurisdiction over rates 
must a case in reparation be filed before the Interstate Com- 
merce Commission in the same manner as in a case of interstate 
rates? 

Answer: The jurisdiction of the Interstate Commerce Com- 
mission over intrastate rates is confined to instances where such 
rates are prejudicial or preferential or unjustly discriminatory 
in their relation to interstate rates. M. E. Case Coal Co. vs. 
C. B..@ @., 74. 4..C.. C. 3S. 

On intrastate traffic the Interstate Commerce Commission 
is without jurisdiction to prescribe rates for the future or to 
award reparation on shipment moving prior to or subsequent 
to federal control. Chesebrough Mfg. Co. vs. Director General, 
68 I. C. C. 555. 
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See also Ohio Iron & Metal Co. vs. C. M. & St. P., Unr. IE sourH E 
ported Opinion 2079, and R. R. Commission of La vs. A. 9 7 — 
Ry. Co., 64 I. C. C. 248. a 


Damages—Resulting from Misroute 

North Carolina.—An L. C. L. shipment of furniture ig tg), 
dered rail carrier at point in North Carolina for transrortation 
to Providence, R. I. Bill of lading carries no routing Whatever 
and carrier forwards same via Norfolk and water carrier, 4 
which line it is delivered in good order. The ship carrying this 
particular shipment catches fire en route and this shipment ty. 
gether with much other cargo is destroyed. Claim is declineg 
by water carrier under Section 9-B of standard bill of lading 
Tariff governing is Agent Cottrell’s I. C..C. 511, which does no 
except participating water carriers from any liability applying ty 
rail carriers. As the tariff rates are insured rates would yo 
understand action of water carrier to be correct? If so, wou 
not rail carrier be liable under Conference Rule 190 for forwajy. 
ing shipment tendered them unrouted via carrier of limite 
liability when satisfactory rail routes were available? 

Answer: While ordinarily a carrier by water is not liable 
for loss of or damage to freight, while in its possession, resulting 


from fire, where the rates include insurance it is our under. D 

standing that the shipper is protected under such rates. Lien 
With respect to the liability of a rail carrier for loss of or 

damage.to goods, occurring while the goods are in the possession DENVE 

of a carrier by water on the ground that in the absence of rout. 

ing instructions specifying that the shipment is to move vig Kel 


a route which includes a carrier by water, it is the duty of the 
rail carrier to forward the shipment via an all-rail route and 
that failing to do so it is liable for loss of or damage to such 
goods, which liability would not otherwise, under the provisions 
of paragraph 11 of Section 20 of the Interstate Commerce Act, 
be imposed upon it, we locate no decisions. 

However, it would seem to follow that as, under the Com. 
mission’s findings in Schuhle’s Pure Grape Juice Co., Incorp., ys, 
Director General, 68 I. C. C. 485, a carrier is not liable for mis. 
route in forwarding an unrouted shipment via a higher all-rail 
route instead of sending the shipment via a cheaper rail-and. 
water route, the carrier could be held liable for injury resulting 
from its forwarding such a shipment via a rail-and-water route, 
in the absence of routing instructions by the shipper specifying 
such rail-and-water route. 

Damages—Special 

New York.—Question: Last fall we made a carload shipment 
of our product from an interior point to Baltimore, Maryland, 
for export. 

Through negligence of the railroad this car suffered an 
unreasonable delay in reaching the port, thereby missing the 
boat on which we had intended to make shipment. The railroad 
bill of lading contained no notation that it was to be delivered 
to any particular ship. It was subsequently forwarded on the 
next boat. 

Because this material did not arrive ultimate foreign destina- 
tion on the steamer expected, customers there cancelled their 
orders, and when the material arrived on the next boat it was 
sold at a price substantially less than that which would have 
been received had the carload moved through in the usual course. 

We filed claim with the railroad for damage equal to the 
difference in the price received and that which would have been 
received had the material arrived on time, or the difference in 
the market values at the foreign destination. 

The railruad had declined our claim, stating that as n0 
difference has been developed in the market values at Baltimore, 
and that as that is as far as their responsibility goes, they cannot 
see where they can reimburse us for the damage sustained. 
However, as the delay in the inland transportation was the 
proximate and only cause of our damage, we feel that we are 
entitled to some reparation from the carrier. 

What is your opinion of the railroad liability? This shipment 
was not made on a through export bill of lading. 


Answer: We can locate no decisions of the courts which 
deal with a situation such as you describe. However, it is our 
opinion that damages which result from the failure of a carrier 
to transport goods to a port in time for the goods to be placed 
on board a certain steamship are not such damages as may be 
said to be within the contemplation of the parties at the time 
they entered into the contract of carriage, but are special dam 
ages, the recovery of which is dependent upon notice being given 
the carrier, at the time the goods are delivered to it for trans 
portation, of the special circumstances which render a prompt 
transportation and delivery of the goods at their destination 
necessary. 

It is true that in a sense the carrier’s delay in transporting 
the goods to the port was the proximate cause of the loss by 
the shipper of the difference between the amount he would have 
received had the goods been transported with such dispatch as 
to have permitted their moving from the port on the steamship 
as intended and the amount received for the goods, but as 4 
matter of fact this loss was due primarily to the infrequent 
sailings of steamships and not the delay in the transportation 
of the shipment to the port. 


See, in this connection, H. & T. C. vs. Westbury,.208 S. W. 383, 
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...f| WARNER WAREHOUSE CO. 


WE STORE AND DISTRIBUTE 


For the Great Calumet District 


General Merchandise, Furniture 


tation Merchandise Storage and Distribution 
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er, t New York Central Siding—Free Switching—Pool Car and Cold neenge 

& this Distribution—Negotiable Warehouse Receipts Issued. The Great Lakes Warehouse Corp. 
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“* f| JACKSONVILLE, FLA. 
wat [| WIESENFELD WAREHOUSE COMPANY 


'mited General merchandise storage and distribution. 
Prompt and intelligent service. 


Telephone Hammond 3780 HAMMOND, INDIANA 







Kedney Warehouse Co. 


Merchandise Storage and Distribution 










a References: Any jobber. banker or transportation man in the city. Minneapolis—St. Paul Grand Forks, N. D. 
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ev: §| Kennicott-Patterson Transfer Co. Trucking—Distributing 
: be STORAGE AND DISTRIBUTION OF UNION Storage — Forwarding 
ome Merchandise and Household Goods TRUCKING LARGEST HANDLERS OF 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 
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and Cowherd vs. St. L. & S. F., 131 S. W. 755, which hold that 
where a railroad had no notice of any special or contract price 
and the consignee buyer refused to accept the shipment because 
not delivered within a reasonable time, damages sustained by 
plaintiff seller and consignor was the difference between the 
market value of the goods at the time they should have been 
delivered and their market value at the time plaintiff afterwards 
disposed of them. 

By reason of the fact that the notice requisite to a recovery 
of special damages was not given the carrier, it is our opinion 
that if the delay to the goods, irrespective of the fact that this 
delay resulted in the steamship, upon which they were to be 
transported from the port, sailing without the goods on board, 
was such as to make the carrier liable in damages for unreason- 
able delay, the amount of the damages is to be measured by the 
difference in the market prices at the port at the time the goods 
should have arrived and the time they did arrive, nominal dam- 
ages being recoverable in the event that actual damages can 
not be shown. 

Weights and Weighing 

Illinois —Question: We recently have been receiving ship- 
ments on which we are unable to arrive at an estimated weight 
and the line haul carrier has refused to weigh the cars. The 
line haul carrier’s minimum is the capacity of the car, using rule 
providing minimum net earnings of $15.00 per car, anything in 
excess of $15.00 per car up to maximum of $4.95 to be applied 
to absorption of switching charges. The rate is 28 cents per ton 
so that on a hundred thousand capacity car would be $14.00, but 
on account of the minimum net earning rule we are charged 
$15.00. The switching line’s minimum provides for a charge of 
25 cents per ton, using a minimum of $6.30. The switching line 
is attemptinng to charge us on the basis of the capacity of the 
car, claiming that this is the weight shown by the line haul 
carriers. 

My contention is that inasmuch as the cars are not weighed 
(the line haul carrier refusing to weigh and the switching line 
having no scale at this station) the switching line is only entitled 
to their minimum or $6.30 per car. I would be pleased to have 
you show us or give us references to some ruling which would 
cover. 

Answer: Freight charges, in the absence of estimated 
weights, the use of which are authorized by tariffs lawfully on 
file with the Commission, should be based upon weights ascer- 
tained by the carrier on its scales or in accordance with weight 
agreements between shippers and carriers. 

Apparently, in the instant case, charges for the line haul 
should have been based upon the actual weight, subject to the 
capacity of the car as a minimum. 

The switching charge, on the other hand, could not, as we 
understand, be determined upon any basis other than the actual 
weight of the shipment, subject to a minimum charge of $6.30 
per car. 

The fact, therefore, that the line haul charge was based 
upon the marked capacity of the car as a minimum does not 
warrant the use of this weight in the determination of the amount 
of the switching charge. The carrier is, of course, entitled to 
assess the minimum switching charge of $6.30, but any amount 
in excess of this charge must be based upon proof of the weight 
of the shipment being in excess of that which would produce 
this minimum charge. 

Absorption of Switching Charges—Application of Minimum 
Charges on C. L. Shipments and Minimum Earning Rule of 
Switching Absorption Tariff 
Ohio.—Question: In Vol. XXXVI, No. 5, of Aug. 1, 1925, 

page 274, you are giving application of rule 13, C. F. C. No. 4. 

I note that you say nothing about railroad minimum for road- 

haul business, which also governs. To again state the question: 

Does rule 13 mean that the line-haul charge plus switching, 
or any other charges must not be less than $15, or does it mean 
that the minimum line-haul charge is $15 actual switching or 
other charges are in addition to the $15 minimum? 

A carload shipment, weight 30,000 pounds, rate 4c cwt., 
freight charges $12, subject to an additional switching charge of 
$2.25 is made. : 

Consolidated Freight Classification No. 4 provides for a $15 
minimum for the car. The tariffs of the N. Y. C. R. R. provide 
for a $12.50 minimum earnings per car for a line-haul movement. 

The switching in question would take a minimum of $15, as 
the railroad would absorb switching of maximum $2.50 out of 
their earnings of $15 as per Consolidated Freight Classification 
minimum charge. 

If switching was $2.70, however, the railroad would absorb 
only $2.50 of this switching charge, so charges against consign- 
ment would be $15.20. 

As all railroads have this provision, it is one that is well to 
explain in connection with the explanation given in yours of 
August 1. 

Answer: As we so stated in our answer to which you refer, 
it is our opinion that under rule 13 of the classification, the line- 
haul charge is subject to the minimum charge of $15, a switching 
charge, where applicable, to be in addition thereto. 

We assume that you have in mind a situation such as the 


Vol. XXXVI, No. 13 


following: From a point of origin reached by both carriers 
and B, to a point of destination reached by both these carriers 
the rate via carrier A for delivery of a carload shipment of a 
certain commodity at an industry on carrier A is 4 cents pe 
100 pounds, minimum weight 30,000 pounds, or $12 on a mipj. 
mum carload shipment. However, by reason of the industry 
being located on the rails of carrier A and not on the rails of 
carrier B, there would be an additional switching charge, namely 
the switching charge of carrier A, on shipments moving via cay. 
rier B for delivery at this industry, were it not for the fact tha 
carrier B, under the provisions of its switching absorption tarig 
absorbs the switching charge of carrier A, subject to its proyj. 
sion for a minimum earning of $12.50, after deduction of the 
switching charge from the line-haul rate. 

On a shipment moving via carrier B, as the line-haul rate 
of 4 cents via that line is subject to the minimum charge of 
$15 per car, the provision in its switching absorption tariff for 
a minimum earning of $12.50 per car for the line haul will, whey 
the amount of the switching charge to be absorbed out of its 
line-haul rate is in excess of $2.50 per car, increase the charge 
on such shipments moving via its line, in the amount of the 
excess. In the instance you cite, if the switching charge were 
$2.70, the charge to be assessed against the shipper on a ship. 
ment moving via carrier B, would be, as you state, $15.20. 

Liability of Steamship Company for Theft of Goods 

Massachusetts.—Question: We had a shipment of olive oil 
packed in tins in cases, and each case bound by wire with 
staples nailed to edges of cases. This shipment originated at 
Genoa, Italy, and delivered by steamship company to us at New 
York. In this shipment there were a number of cases out of 
which a large number of tins were pilfered. Our truckman 
upon taking delivery of these pilfered cases took exception, and 
signed according to the number of tins remaining in the cases, 
The usual notice of claim was filed prior to taking delivery. 

In due time we filed a claim against the steamship com- 
pany and the claim was later returned to us by them, declining 


liability according to the bill of lading clauses. Clauses are as 
follows: 


_ (1). Said to be marked and numbered as above (200 cases 
olive oil), weight, quality, quantity, contents, brand, condition and 
value unknown, and to be delivered in right good order and con- 
dition at the port of New York. 

(9) That, owing to frail condition of package, shippers and/or 
consignees agree that no claim will be made for shortage of con- 
tents, nor for breakage, damage or leakage (including spigoting) 
from any cause whatsoever, nor for shortage of contents or dam- 
age to goods packed in bales or bags. . . The company shall 
not be responsible for any loss or damage which may arise to 
fruit or perishable goods of any kind whatsoever on_ board, 
through delay, or loss of time in obtaining or loading or discharg- 
ing other goods at this or other ports at which the vessel may 
hereafter call, or otherwise howsoever. 

(10) That the company shall be free from all liability for 
loss of or damage to goods arising from pilferage on board or 
otherwise, or from any other cause which could have been cov- 
ered by insurance on behalf of the owners of the goods. or from 
all damage arising from other by stowage, or contact therewith 
or by drainage and the shipowner or his agents shall not be 
accountable for weight, measure, gauge. quality, condition, brand 
or value of contents not for wrong delivery arising from insuffi- 


ciency, deficiency or obliteration of marks or numbers, however 
caused. 


We contend that the cases were broken and part of the 
contents pilfered, due to negligence by the steamship owners 
during the period that the merchandise was in their possession. 
According to our interpretation of the Harter act the steamship 
company cannot deny liability due to negligence, and therefore 
clauses to this effect which appear on the bill of lading are null 


and void. Kindly advise whether we are correct, and also cite 
cases. 


Answer: With respect to the liability of a steamship com- 
pany for the theft of goods from a shipment delivered to it for 


transportation, section 432, 24 Ruling Case Law, Shipping, pro- 
vides: 


The master and owners of a vessel are liable for the goods 
which they have accepted for carriage, if lost or destroved by 
barratry (see supra, par. 170, 171), or through tort, theft, em- 
bezzlement or conversion by the crew or any other person, al- 
though no fault or negligence may be imputed, and the bill of 
lading contains an exception of “perils of the sea.” (Steele vs. 
Townsend, 37 Ala. 247. 79 Am. Dec. 49; Boon vs. The Belfast, 40 
Ala. 184, 88 Am. Dec. 761; Schieffelin vs. Harvey, 6 Johns. (N. Y.) 
170, 5 Am. Dec. 206; Elliott vs. Rossell. 10 Johns. (N. Y.) 1, 6 
Am. Dec. 306; Tarbell vs. Royal Exch. Shipping Co., 110 N. Y. 170. 
17 N. BE. 721, 6 A. S. R. 350; Gordon vs. Little, 8 Sere. & R. (Pa.) 
533, 11 Am. Dec. 632; Hays vs. Kennedy, 41 Pa. St. 378, 80 Am. Dec. 
627. Note: 41 Am. Dec. 284). It has been held otherwise as to 
a loss bv the act of pirates, these being included in the exception 
of “public enemy”. (Havs vs. Kennedy, 41 Pa. St. 378, 80 Am. Dec. 
627. And see supra, par. 419.) Losses bv barratry. tort, theft, 
ete., mav be excepted from the ship’s liability by express stinula- 
tion. and it has been held that an exception in the bill of lading 
of “barratry of master and mariners” includes loss by theft of 
the ship’s purcer (Spinetti vs. Atlas Steamship Co., 80 N. Y. 71, 
36 Am. Rep. 579. And see supra, par. 171), but not damage suf- 
fered by the cargo in a collision caused by the simple neglimence 
of the master and crew. (Grill vs. General Iron Screw Colliery 
Co., L. R.1C. P. 600. 2356 I. J. C. Pl. 321, 12 Jur. N. S. 727, 14 W. R. 
893; affirmed L. R. 3 C. P. 476, 37 L. J. C. Pl. 205, 18 L. T. N. S. 
485, 16 W. R. 796, 4 Ene. Rul. Cas. 680 and note. And see supra, 
par. 170, 171.) <A stipulation against theft covers only such losses 
from that source as may happen before or during the voyage 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 
27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 





AMARILLO, TEXAS 


Amarillo Warehouse. Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED. TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 





Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 





Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets. New York, Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
39 South St. Drexel! Bidg. Oliver Bidg. 
And at our Branch Offices at port. of call, etc. 
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and while the goods are in the master’s possession as carrier under 
the bill of lading. It will not extend to loss by theft resulting 
from the negligence of the carrier’s agents while the goods are 
being held on the wharf by the vessel owner as warehouseman. 


(Tarbell vs. Royal Exch. Shipping Co., 110 N. Y. 170, 17 N. E. 721, 
6 A. S. R. 350.) 


See also the Ghazee, 172 F. 369; The Seneca, 163 Fed. 591; 
The Ponznan, 276 Fed Rep. 418. 

In Ghazee, 172 Fed. 369, after stating that the third defense 
of the Ghazee was that she was relieved from liability by the 
following exceptions in the bill of lading, “The acts of God * * * 
robbers or thieves by land or sea, on board, in craft, or on 
shore, whether in the sservice of the shipper or not,” it was said: 


While a general exemption against thieves may be valid, it is 
not to be construed as including or as applicable to a case where 
there was negligence on the part of the ship which contributed 


to the theft or facilitated it. Cunard S. S. Co. vs. Kelley, 115 
Fed. 686. 


Of course we are not expressing an opinion that the bristles 
were stolen in the manner suggested. We merely point out that 
they might have been so taken to show that the ship failed to 
remove the presumption against her. She assumed a difficult 
task— to establish a negative. But the difficulty in establishing 
it in no way relieved her from the burden of doing so if she 
were to escape liability, and, as we have seen, the vessel has not 
sustained this burden. She has merely presented evidence from 
which inferences both ways may be drawn. She has failed to 
fulfill the obligation of showing the fact that the loss did not 
occur while the goods were in her custody. 


Sale of Goods for Freight Charges 

Ohio.—Question: A less carload shipment of freight moving 
from Cleveland, Ohio, to Dallas, Texas, in time reaches destina- 
tion, and remains on hand refused, or, unclaimed. The carrier 
having sent out the proper notice of arrival. Also, the carrier 
properly notified the shipper, that the merchandise remained 
on hand, and asked for disposition, which was not given. Car- 
rier holds shipment for three (3) months, and then disposes 
of this shipment at public sale. Shortly, thereafter, the con- 
signee inquired about his shipment, and finding that it had been 
sold for charges enters claim against the railroad company 
for invoice value, based on the fact that the Texas State Law 
compels the carrier to hold a shipment for a period of six (6) 
months after arrival, for the satisfaction of the account of the 
consignee. The question that follows is—Does the Federal or 
State Law govern the storage of merchandise, which remains 
on hand with a carrier refused, or, unclaimed? 

Answer: Paragraph (b) of Section 4 of the Contract terms 
and conditions of the Uniform Bill of Lading provides: 


Where nonperishable property which has been transported to 
destination hereunder is refused by consignee, or the party en- 
titled to receive it, or said consignee or party entitled to receive it 
fails to receive it within 15 days after notice of arrival shall 
have been duly sent or given, the carrier may sell the same at 
public auction to the highest bidder, at such place as may be 
designated by the carrier: Provided, That the carrier shall have 
first mailed, sent, or given to the consignor notice that the 
property has been refused or remain unclaimed, as the case may 
be, and that it will be subject to sale under the terms of the bill 
of lading if disposition be not arranged for, and shall have 
published notice containing a description of the property, the 
name of the party to whom consigned, or, if shipped order notify, 
the name of the party to be notified, and the time and place of 
sale, once a week for two successive weeks, in a newspaper of 
general circulation at the place of sale or nearest place where 
such newspaper is published: Provided, That 30 days shall have 
elapsed before publication of notice of sale after said notice that 


the property was refused or remains unclaimed was mailed, sent 
or given. 


The provision of Section 4 of the Uniform Bill of Lading 
were incorporated therein under the report of the Commission 
in Docket 4844, Domestic Bill of Lading and Live Stock Con- 
tract, 64 I. C. C. 357 and presumably are intended to supplant 
the operation of the provisions of the state statutes, so far as 
interstate shipments are concerned. 

Apparently the provisions of Section 4 of the bill of lading 
were complied with by the carrier, and if so, your claim for the 
value of the shipment is without merit, you being entitled only 
to the amount received in excess of the amount of the 
freight charges. 

Limitation Governing Action for Amount Erroneously Refunded 
as Overcharge 

Texas.—Question: Will you kindly advise your opinion and 
cite me to the I. C. C. or court decisions covering the following: 

On September 5, 1922, we made shipment to Mt. Vernon, IIl., 
and on March 7, 1924, filed claim for overcharge in amount of 
$13.42, based on a certain rate. Our claim was filed with the 
Interstate Commerce Commission in order to stay the statute. 
On May 13, 1924, the carrier paid our claim in amount of $14.65 
which included interest. 

It later developed that our claim was based on an erroneous 
interpretation of the tariff and that the rate originally assessed 
was correct and the legal rate to apply. The carrier is now 
requesting that we repay them the amount which they paid us. 

We contend, in view of paragraph 3 (e), section 16, that 
the carriers cause for action is barred. You will note that the 
above paragraph specifically provides the cause of action accrues 
at the time of delivery of tender or delivery and not after. The 
shipment was delivered at destination on September 10, 1922. 
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I have been unable to locate any decisions of the Commission 
or the courts on this. 

Answer: Whether the three year limitation provided for jp 
paragraph 3 of section 16 of the act governs an action by g 
carrier for the recovery of an amount erroneously refundeg 
by a carrier, as to a shipment moving subsequent to Februg 
28, 1920, has not been the subject of any reported decisions of 
the courts, so far as we are aware. 

It may be true that, literally speaking, the cause of action 
does not accrue until the amount which constitutes the under. 
charge has been refunded, but this same reasoning would apply 
to a case where a carrier had not, through oversight, collecteq 
its charges on a shipment at the time of the delivery of the 
shipment, but collected them exactly three years from such time. 
at which time it collected more than its legal charges. It might 
be contended that, under such circumstances, the cause of 
action did not accrue until that time, and that the three-year 
limitation period within which a shipper might recover the 
amount of the overcharge should run from that date. Ag a 
matter of fact, the three-year period runs from the date of 
the delivery of the shipment, and in order to take care of 
such a situation it is provided in paragraph 3 of section 16 
of the act, that the shipper has 90 days from the date of the 
collection of the charges by the carrier within which to bring 
a complaint for the recovery of an overcharge collected by 
the carrier. 

It seems apparent, therefore, that a similar provision would 
be necessary to extend the three-year limitation period provided 
for in paragraph 3 of section 16 of the act, so as to permit of the 
carrier covering the amount of the undercharge erroneously 
refunded as an overcharge. 

There appears, however, to be no reason for excepting such 
an action from the provisions of paragraph 3 of section 16 of 
the act in their entirety. We may not disregard the provision 
therein which fixes the date of the delivery of a shipment as 
the time when the cause of action accrues, and at the same 
time use the three-vear limitation period provided for therein. 
That is, unless we can apply the provision which fixes the time 
of the accrual of the cause of action, we cannot apply the 
provisions of this statute to such an action, for we cannot 
apply any one part thereof and discard the balance. The 
provisions thereof must be applied in full or not at all, in our 
opinion, and therefore either the carrier’s action is subject to 
the provisions of paragraph 3 of section 16 of the act in full or 
it is an action which does not come within the purview thereof 
and is therefore subject to the limitation periods of the several 
states, governing actions for money had and received. 


Damages—Refrigeration Charges 


North Carolina.—Question: On April 13 a car of cabbage 
moved from Station A to Station B distance 304 miles. The car 
arrived at destination on April 15. The shipment was fully iced 
upon leaving point of origin but upon arrival at destination 
the temperature in the car was approximately 70°, being even 
warmer on the inside of the car than on the outside on that 
particular day. Claim was filed for refrigeration charge, it 
being very evident that the refrigerating equipment was out 
of order. The claim was declined by the carrier with the fol- 
lowing explanation: “A car which is fully iced at Station A 
for movement to Station B cannot be expected to immediately 
lower the temperature of a car loaded with cabbage, which is 
a commodity retaining heat, ordinarily requiring more than one 
application of ice to properly reduce the temperature.” 


Immediately after the car was unloaded it was sent to the 
shops for repairs. I will be glad to have you advise me through 
the columns of The Traffic World whether or not we have a 
valid claim against the carrier. Two days seems plenty of time 
to reduce the temperature of a car of cabbage if the refriger- 
ation equipment is in proper working order. If there have 
been any similar cases decided would appreciate reference 
to same. 

Answer: We can locate no case dealing with facts such 
as you Outline. It is, however, our opinion that while you may 
properly claim damages for such injury to the goods as resulted 
from the imperfect refrigeration afforded by the car in question, 
it being a question of fact as to whether the condition of the 
refrigerating equipment thereof was the reason for the high 
temperature within the car at the time it reached destination. 
See in this connection the case of International Coal Products 
Corporation vs. Fargo, 196 N. Y. S. 831, in which the court said: 


The plaintiff and defendant entered into a contract for the trans- 
portation by the latter of a carload of the plaintiff’s product by express, 
it being the understanding of the parties that the shipment was 
being sent by express to insure rapid delivery. The defendant 
did not own any cars, but depended for them entirely upon the 
railroads, which fact was not known to the plaintiff. * * * 
Plaintiff paid to the defendant the regular express charges, 
amounting to $634.55. The shipment went forward in an Erie 
Railroad car under the control of the defendant, but the car 
broke down and was delayed for 7 days for repairs. It is con- 
ceded that the only reasons for the delay were defects in the car. 
repair shop congestion, and loss of touch by the defendant, with 
the whereabouts of the shipment. The usual time for a shipment 
by express was 48 hours. The usual time for a shipment of the 
same kind by freight was about 7 days, and not more than 10 days. 
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WARD LINE 


New York and Cuba Mail Steamship Co. 
General Offices Foot of Wall Street New York 
Passenger and Freight Service Between 


New YORK-HAVANA-MEXIGAN GULF PorTs 


Sai’ings from New York as Follows: 


For Havana—Every Saturday for Passengers and Freight. 

For Havana, Cuba; Progreso, Vera Cruz 

Fortnightly on Thursday for Passenge:s. 
Every Thursday for Freight. 


Special Cruises to Havana and Tropics Now in Effect 


Additional Freight Services from New York as Fo'lows: 


Cuban Ports-—Frequent sailings for freight to Havana; weekly sailings 
for south side Cuban Ports, Guantanamo, Santiago, Manzanillo, and 
Cienfuegos. Sailings to and from other Cuban Ports as freight 
offers. 

Mexican Ports—Frequent sailings to and from Progreso, Vera Cruz, 
Tampico, Puerto Mexico and Frontera as freight offers. 

Nassau, Bahamas—Fortnightly freight service. 


New Orleans Services 


Cuban Ports—Sailings for cargo from New Orleans as follows: Weekly 
to Havana; fortnightly to Cienfuegos, Manzanillo, Santiago, Guan- 
tanamo (south side), and Cardenas, Caibarien, Nuevitas, Matanzas, 
Antilla and Sagua la Grande (north side). 


Mexican Ports—Fortnightly freight service from New Orleans to 
Tampico and Vera Cruz; monthly service to Puerto Mexico. Fre- 
quent service to and from Progreso as freight offers. 


Texas to Mexican Gulf Ports 


Monthly freight sailings between Beaumont and Orange, Tex.; 
Tampico and Vera Cruz, Mexico. 


Note—The New York and Cuba Mail Steamship Company reserves the right to 
change, substitute or withdraw sailings without notice. 


ti 
Chicago, Ul., 1501-2 Marquette Bldg., L. Schultz, Western Traffic Agent 
Galveston, Texas, = Steamship Line, “a Agents 
New Orleans, La., 5 06 Whitney Bldg., Dudley Thomas, Agent. 
New York, N. Veo Pier 14, East River, EB. Waters, Agen 
San Franelseo, Cal., Davies Turner & Co., 110 ‘california St., C. A. Anderson, 
Pacific Coast Manager 
ox _ Compostela y Desemparado, Wm. Harry Smith, General Agent for 
a 


Mexico City, Cinco de Mayo No. 16, Burns, General Mexican Agent 
Liverpool, Eng., Dock Board Bldg., Band. yr & Son, General European Agents 


and Tampico, Mexico { 


READY NOW 


Hartman’s Eastern Freight Rates 
CLASS RATES 


FROM 


NEW YORK CINCINNATI CHICAGO 

BOSTON CLEVELAND MILWAUKEE 

BALTIMORE ST. LOUIS PITTSBURGH 
PHILADELPHIA DETROIT 


To Stations of Destination in Official and Southern 
Classification Territories 


Issued in Loose Leaf Form with a se “gg of Revised Pages 
at Monthly Interv: 


THIS BOOK WILL BE SENT ON APPROVAL 


W. J. HARTMAN, Publisher 


41 Park Row, NEW YORK 


732 Federal Street, CHICAGO 


Attach to Your Letter Head and Return 


W. J. HARTMAN, PUBLISHER 
732 Federal St., Chicago 


Send Hartman’s Eastern Freight Rates on 30 Days trial. Our only 
obligation is the return of the issue if it is not satisfactory. 
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WORLD WIDE 


FREIGHT SERVICE 


FREQUENT SAILINGS PROMPT FORWARDING 
106 SHIPS 1,165,441 TONS 
54 Years’ Experience 
International Mercantile Marine Company 
White Star Line American Line Red Star Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Dominion Line 
A. C. FETTEROLF, Freight Traffic Manager 
No. 1 Broadway, New York City. J.D. ROTH, 327 S. La Salle St., Chicago. 





IN CHICAGO 


YOU CAN OBTAIN 
THE RAILROAD FACILITIES YOU NEED 
THE TYPE OF BUILDING YOU WANT 
THE AMOUNT OF SPACE YOU REQUIRE 


Full Information Regarding 


Any Kind of Property on Switch Track or Dock 
Furnished by 


LOUIS B. BEARDSLEE & CO. 
160 N. La Salle St., CHICAGO State 8323 






The Houston Oil Terminal 
Company 


This concern renders a valuable 
service to the Port of Houston. In 
this small space it is impossible to 
tell the story —but, we have pre- 
pared a booklet which puts before 
you the functioning of THE HOUS- 
TON OIL TERMINAL COMPANY 
in graphic form. The book is FREE 
to all purchasing agents interested 
in fueling at the Port of Houston 
and to all others who are interested 
in any phase of the Oil industry. 


Send for it. 


Address 


The Houston Oil Terminal 
Chronicle Company ag 


Building 
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The freight rates in effect at the time covering a like shipment 
were $116.38 and a war tax of $3.39. * * #* 


The plaintiff claims a breach of the contract by the defendant, 
by which reason whereof it is entitled to recover the consider- 
ation paid, for such part thereof as exceeds the reasonable value 
of the service rendered, namely, freight services; in other words, 
plaintiff claims that there is due it from defendant in equity 
and good conscience, as upon the theory of money had and 
received, some portion of the consideration paid, and plaintiff 
seeks to measure this by the difference between what is paid 
and what it would have paid if the goods had been sent by 
freight. The service, however, was fully performed, even though 
negligently done. Moreover, this express service involves various 
elements different from a carriage by freight, and thus each service 
was a service separate and distinct in itself. Under such circum- 
stances, plaintiff’s only claim is by way of damages. American 
Locomotive Co. vs. N. Y. C. R. R. Co., 199 N. Y. S. 851; Towers vs. 
Barrett, 28 K. B. 1014, I Term. R., 133; Ward vs. N. Y. C. R. Co., 


47 N. Y. 29; 7 Am. Rep. 405. As said in Keenor on Quasi Con- 
tracts, page 304: 


“Unless the failure of consideration is total or 
is apportioned by the contract, plaintiff’s claim is not 
for restitution, but to recover damages.” 

In the case at bar plaintiff does not claim the whole con- 
sideration paid, and the contract does not attempt any apportion- 
ment thereof. Moreover, there are no facts in the submission 
from which plaintiff’s damage may be ascertained, nor are there 
any facts to support the claims of the plaintiff that its damage 
is equal to the difference between the freight rate and the 
express rate. 


Damages—Measure of—Commissions 


lowa.—Question: Will you kindly inform us if we are correct 
in insisting that the measure of damages on loss and damage 
claims is the market value at destination. 

Following is the manner in which the shipments are sold: 
The articles in question are manufactured exclusively by the 
shippers. They are usually shipped to their agents who sell 
them direct to the purchaser. The agent then remits to the 
shipper after deducting his commission. The shipper also 
pays the expenses of the selling agent. In some cases the mer- 
chandise is sold on credit and carried on the books of the 
shippers. There are instances in which the sales of one of these 
agents on a trip will not pay his expenses. The carriers have 
been paying claims based on the market price at destination 
which happens to be a standard price the same at all points. 
One of the carriers has recently brought up the question of allow- 
ing them the agents commission or part of it. There are many 
cases in which the articles are shipped on mail orders on 
which no commission is allowed. 

It is our contention that the carriers are not interested in 
the manner of compensation of the employees of the consignor 
company. The contract with the employee provides that the 
merchandise is the property of the shipper until it is sold. 

Kindly inform us if we are not correct in our contention 
that the basis for a claim is the market at destination. 

Answer: While in one or two cases the matter of the 
deduction of commissions has been at issue (see Adams Express 
Co. vs. White, 104 Atlantic 110; B. & O. Chicago Terminal R. 
Co. vs. Becker Milling Machine Co., 233 Fed. 933), it is our 
opinion that the facts in the instant case, as stated by you, 
do not warrant the deduction of commissions by the carrier, for 
the reason that there appears to be but little difference in the 
sales methods of this company and those generally employed 
by firms selling through salesmen who work upon a commission 
basis. 


Perishable Goods—Liability of Carrier for Freezing 


West Virginia.—Question: A less carload shipment of vin- 
egar was tendered to the carriers during the winter which 
arrived at destination in a frozen condition. The original bill 
of lading did not bear any notation that the shipment was 
subject to owner’s risk from freezing. .They. have agreed to com- 
promise the claim on about a fifty per cent basis. Can you 
advise carriers responsibility, why they should not pay for the 
entire shipment or none at all? 

Answer: While in general it is the duty of a common 
carrier to provide and furnish all reasonable and necessary facil- 
ities for the prompt transportation of such goods as it holds 
itself out to the public as engaged in carrying, in such quantities 
as might reasonably and ordinarily be expected to be offered 
for carriage, and to exercise such care as is required to protect 
the goods from loss or damage during transportation, the deci- 
sions of the courts with respect to the liability of a carrier for 
freezing of perishable goods received for traansportation are 
not at all uniform. Certain decisions hold that the carrier is 
liable where goods are frozen owing to its negligence either in 
shipping at a season of the year when a freezing spell might 
reasonably be anticipated, or in not taking care of the shipment 
during freezing weather. Hewett vs. Chicago, etc., R. Co., 62 
Iowa 611; Fox vs. Boston, etc., R. Co., 19 N. E. 222 (Mass.); 
McGraw vs. Baltimore, etc., R. Co., 41 Amer. Rep. 696; Mich. 
Cent. R. Co. vs. Burrows, 33 Mich. 6; Milton vs. Denver, etc., 
R. Co., 29 Pac. 22 (Colo.); Pierce vs. So. Pac. R. Co., 47 Pac. 874 
(Cal.); Hinton vs. Eastern R. Co., 75 N. W. 373 (Minn.); Nelson 
and Co. vs. C. & N. W. Ry. Co. (Neb.), 167 N. W. 574; Young 
& Co. vs. G. R. & I. R. Co. (Minn.), 167 N. W. 11. 

Other cases, however, hold that while freezing weather 
such as is likely to cause injury to freight, vegetables, fruit 
trees and like property, is not deemed an act of God, the carrier 
will not be liable for loss from such causes unless by some 
fault or negligence on his part. See Schwartz vs. Erie R. Co., 106 
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S. W. 1188 (Ky.); White vs. Minneapolis, etc., R. Co., 127 n. W 
544 (Minn.); Calendar-Vanderhoff Co. vs. Chicago, etc., R. (o, 
109 N. W. 402; Vail vs. Pac. R. Co., 63 Mo. 230. i 

Another class of cases hold that a railroad by its contract 
to safely carry, does not insure perishable freight against the 
effect of temperature encountered by it during the periog or. 
dinarily required by it for transportation unless the circum. 
stances under which the contract of carriage is made are such 
as imply an undertaking to that extent on the part of the carrier 
or that there are tariff provisions which specifically authorize 
such a contract of carriage. See Brenninson vs. Pa. k. (jo 
110 N. W. 362 (Minn.); Pac. Fruit & Produce Co. vs. Mo, Pac 
186 Pac. 852 (Wash.); Clements vs. D. & R. G., 219 S. W. 669 

In Rezsek vs. Southern Pac. Co., 181 N. Y. S. 117, it was 
held that where wine was frozen by reason of an unprecedenteg 
fall in temperature; which the carrier could not reasonably 
have been expected to forsee, not as the result of long exposure, 
but by reason of its arrival at destination while the weather 
was at or below zero, and where it would have sustained the 
same damage if it had been delivered on time, the railroad 
was not liable; the damage having been caused by an act of 
God, and the railroad’s negligent delay in transporting not 
having been a proximate cause contributing thereto. 

If a carrier’s liability for freezing be established, it is liable 
in damages for the full extent of the injury which is the result 
of its negligence, but not, of course, for such injury as results 
from the act of the shipper or causes for the consequences 


which it is not liable under the rule of law which is applied 
in a given case. 


TESTING NON-STEAM LOCOMOTIVES 


The Trafic World Washington Bureau 


The part of the Commission having to do with the testing 
of locomotives, acting under the statute of June 7, 1924, impos- 
ing on the regulating body the duty of inspecting locomotives 
other than steam, has formulated proposed rules and instruc- 
tions for the inspection and testing of such locomotives, which, 
after conferences with the interested carriers, are to be sub- 
mitted to the Commission for its consideration, adoption and 
promulgation. Locomotives other than steam are electric, com- 
pressed air and gasoline. 

A. T. Pack, head of the bureau having to do with the in- 
spection of locomotives, held conferences this week with the 
technical representatives of the carriers, with representatives 
of the bureau of safety of the Commission attending with a view 
to making certain that none of the rules proposed for the proper 
maintenance of the locomotives other than seam trenched upon 
the jurisdiction of the safety bureau or furnished excuse for the 
carriers to plead the proposed rules and regulations amounted 
to a construction of the safety appliance statute by the Com- 
mission contrary to what the bureau of safety might conceive 
the law to be. Mr. Pack, at one point in the conference, had to 
devote considerable time to explaining to other representatives 
of the Commission that the proposed rules had to do with the 
maintenance of such locomotives as might be put into service, 
and nothing to do with the question of whether the use of the 


appliance in question conformed with the safety appliance part 
of the law. 


The question arose in connection with rules pertaining to 
the inspections to be made by the carrier owning electric 1loco- 
motives consisting of two or more units connected by means of 
an ordinary draw—or shackle—bar, instead of by an automatic 
coupler. Representatives of the New Haven opposed a rule 
requiring annual inspection of the pin used in connecting two 
such units, because such annual inspection would not coincide 
with the shop practice in respect of electric locomotives having 
cabs that were continuous in their construction, regardless of 
the fact that they covered both units in two-unit electric 1o0co- 
motives. The New Haven pointed out that to comply with that 
rule would impose a serious burden on that carrier without as: 
surance that there was need of inspection oftener than once in 
eighteen months, because the pin used was over-size, of the ad- 
mittedly best metal and had a much greater factor of safety than 
any rules required. Mr. Pack, however, said the bureau had 
considered the matter long and carefully, and was of the opinion 
that the time should not be lengthened. 

A question was suggested by one of the men from the 
bureau of safety whether it was all right to allow such engines 
to be used because it was possible to uncouple the units and 
use them separately, in which event the separated units would 
not be in compliance with the law requiring each end of 4 
locomotive to be equipped with an automatic coupler. The 
question was also raised as to whether the inspection bureau 
should not also prescribe the specifications for the pin and the 
metal to be used in making it. 

Mr. Pack carefully explained that if such uncoupling were 
done and the units used separately, the question would be 
whether the bureau of safety would prosecute for violation of 
the automatic coupler requirement of the law, and not whether 
the inspection bureau should require an electric locomotive to 
be so made that it could not be used in violation of the law. 
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ULE LIN 


Fortnightly Sailings Via Panama Canal 


From 


MOBILE and NEW ORLEANS 


Los Angeles ada, San Francisco, 
Oakland, Portland, Seattle and Tacoma 


Through bills of lading issued to Hawaii, Austra’ia, New Zealand and Dutch 
East Indies for trans-shipment at San Francisco. 


Calls are made at Tampa and San Diego as cargo offers. 


Monthly Sailings from the Pacific Coast 
to Houston, Mobile and New Orleans 


Through bills of lading issued from Pacific Coast Ports to Mexico, West 
Indies, Central America, South America and Europe. 














THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 
SWAYNE & HOYT, INC., Pacific Coast Agents, 
430 Sansome Street San Francisco, Calif. 
H. H. KENNEDY, Commercial Agent 


106 Merchants Exchange Bldg. St. Louis, Mo. 





INDIANAPOLIS, IND. 





TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 





Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 
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PANAMA MAIL S. 8. CO. 


Fast Freight and Passenger Service 
Scheduled sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 

To —HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 

October 17 

November 7 

December 5 
Also regular sailings for Mazatlan, Manzanillo, Acapulco, 
Champerico, San Jose de Guatemala, Acajutla, La Libertad, 
La Union, Corinto, Amapala, Puntarenas, San Juan del Sur and 

Balboa and Cristobal (Panama). 
Trans Shipment at Panama for South American and European Ports. 


OFFICES 
2 Pine Street, San Francisco, C 
10 Hanover Sq., om. York, N.Y. 606 Central Bile, Los Angeles, Cal. 


1,500,000 SQUARE FEET 
Modern Fireproof Warehouse td in Los Angeles and at the Port 
f Los Angel 


o ngeles 
Free and U. 8. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 


Space Leased for Private Warehouse, Office and he 
Desk Space with Desk and Office Service Rented 
Cetton Pressed to High Density 
We can serve you in some capacity and would suggest that you 
complete yeur file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 





TRANSMARINE LINES 


Gulf Service 


BEAUMONT, TEXAS 
SERVING 
THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 


Intercoastal Service 
LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) - 
EVERY TEN DAYS 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 _ 


General Offices: 
5 Nassau St., New York City 
Telephone Rector 0020 


a 
Buffalo, Chicage, Dallas, Fert Worth, Les Angeles, Minnsapais, 
eae oy ny ey Sy ay ey 
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RAILROAD CONSOLIDATION TALK 


The Trafic World Washington Bureas 


After a brief call on President Coolidge this week, Senator 
Watson of Indiana, chairman of the Senate interstate commerce 
committee, again talked about railroad consolidation. He left 
for Indiana after his White House visit. 

The senator said he had found a number of railway execu- 
tives interested in voluntary consolidation of railroads and that 
legislation to aid in bringing about voluntary consolidations 
would be considered at the next session of Congress. 

The Nickel Plate merger application was referred to by the 
senator who expressed the belief that approval of that applica- 
tion by the Commission would have a favorable effect on volun- 
tary consolidations. He indicated that a decision in the case 
before Congress met was expected. 

Progress made thus far in the hearing on the Nickel Plate 
application, however, it is believed, does not warrant the ex- 
pectation that a decision will be reached by the Commission by 
December 1. Even though the hearing should be concluded in 
the next few weeks, it will require considerable time for the 
record of more than 6,000 pages to be summarized for the com- 
missioners. Briefs will be filed and the usual time allowed for 
that is thirty days. The case also will be argued before the 
full Commission before it is submitted. 


NICKEL PLATE MERGER HEARING 


Arrangements were made at the hearing on the Nickel Plate 
application September 21 for O. P. Van Sweringen to resume the 
witness stand for further cross-examination September 28. Pre- 
viously it had been arranged that he should appear September 
23. R.S. Marshall, assistant to the president of the Chesapeake 
& Ohio, was cross-examined by counsel for the protesting C. & 
O. stockholders the early part of this week. At the conclusion 


of his cross-examination adjournment was taken until Septem- 
ber 28. 


K. C. S OPPOSES I. C. CONTROL 


The Trafic World Washington Bureau 


The Kansas City Southern Railway Company has asked the 
Commission to deny the application of the Yazoo & Mississippi 
Valley and the Illinois Central for authority for the Y. & M. V. 
to acquire control of the Alabama & Vicksburg and of the 
Vicksburg, Shreveport & Pacific by leases under paragraph 2 of 
section 5 of the interstate commerce act, and for authority for 
the Illinois Central to guarantee the performance of the leases. 

The K. C. S. said in a brief protesting against the applica- 
tion that the Y. & M. V. was a part of the strong Illinois Central 
system operating from Chicago to New Orleans through terri- 
tory east of the Mississippi river, while the A. & V. and the 
V. S. & P. formed what was known as the Vicksburg route and 
constituted what was commonly termed a “bridge line” han- 
dling a large volume of traffic between the north and south 
lines on the west side of the Mississippi and the north and south 
lines on the east side thereof. 

“The Illinois Central is a strong line strategically located 
east of the Mississippi river, a dominant factor in rate making 
in the territory which it traverses,” the K. C. S. said. “The 
Vicksburg route, although a short line, is not an ‘inordinately 
weak member’ of the transportation system of this country. It 
is financially sound, and, because of its importance in forming 
a connecting link between the east and west in the southern 
half of the United States, promises to prosper regardless of 
any mergers and affiliations of other lines.” 

The K. C. S. further said that the Illinois Central had never 
had any line of railroad extending west of the Mississippi into 
southwestern territory and that authorization of the proposed 
lease would enable the Illinois Central to invade that territory 
contrary to the spirit and provisions of the interstate commerce 
act, the Commission’s decisions and the plan for consolidations. 
Continuing, it said: 


This invasion would almost certainly result in the introduction, 
in the southwestern territory, of the lower rates which prevail east 
of the Mississippi River, disturbing the rate adjustment, and ma- 
terially reducing the revenues of the already financially weak car- 
riers in the southwest. In addition, the Illinois Central would natural- 
ly, as a matter of good business, attempt to obtain for itself the 
long haul on traffic from and to the northwest and southwest 
to and from the southeast and the northeast. The ultimate result 
would be the cancellation of through routes and rates which now 
exist and the disturbance of long established and existing routes 
and channels of trade and commerce, particularly in the southwest, 
and the diversion of traffic from those routes and the creation of 
new routes and channels of trade over the line of the Illinois Cen- 
tral system between points in the southwestern territory and points 
in the northeastern and northwestern sections of the country. 

The proposed lease, if made, would give the Illinois Central 
system, by reason of its control of the east side connections, sub- 
stantial control of all the principal Mississippi River crossings south 
of Cairo and north of New Orleans, together with the great strate- 
gical advantage accompanying that control. 

The Kansas City Southern contends that the application should 
be denied in its entirety, and that the Vicksburg route should be 
permitted to remain an independent line—a free and open bridge 
for traffic between the east and west in the southern half of the 
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United States. But if, in the opinion of the Commission, it sh 

appear that the best interests of the public will be served by a meal 
or consolidation of these carriers with some other lines of Tee 
road, it is urged that, in order to preserve competition as fy 
possible, the proposed lease be made to inure to the benefit of 
Kansas City Southern and other carriers desiring that Privilege 

well as to the Illinois Central, or that the proposed lease be male 
to an independent company to be owned, in equal shares, by at 
Illinois Central, this intervener, and other carriers, so that all oumed 
carrier operations over the Vicksburg route would be carried on re 
the joint benefit of all such carriers without discrimination bet.” 


them and without any preference or advantage of one carrier 
another. ver 


ACQUISITION OF CONTROL 


The Kansas City Southern has asked authority to acquiy 
control of the Kansas City & Grandview, which has acquired , 
right-of-way for the purpose of building a line from Belt Junction 
in Kansas City to Grandview, a distance of 13 miles. The ap. 
plicant asked approval of the purchase of the stock of the Kansas 
City & Grandview. 

The Southern Pacific has applied for authority to ACquire 
control, by purchase of stock, of the Holton-Interurban, oper. 


ating from El Centro to Holtville, Calif., a distance of approx. T 
mately 10 miles. 


Rat 

— U. 

SEABOARD FLORIDA PROJECTS anc 

The Seaboard Air Line Railway Company has filed an appli- ( 


cation for authority to acquire control, by acquisition of stock an; 
and lease, of the Charlotte Harbor & Northern Railway Company 
embracing approximately 133 miles of tracks. The southerly 
terminus is at South Boca Grande on Charlotte harbor, and the , 


northerly termini are at South Mulberry and Ridgewood, Fla. re: 
Referring to pending Seaboard applications covering pro. : 
posed extensions in Florida, the applicant said that the proposed tir 


west coast lines would not directly connect with its system of 
railroad and that therefore it desired and proposed to acquire 
control of the Charlotte Harbor & Northern for the purpose of 
connecting the Seaboard’s existing lines with the new construc. Se 
tion proposed along the west coast of Florida. on 

The American Agricultural Chemical Company owns the en- 
tire capital stock of the Charlotte Harbor & Northern, according 
to the application, and under a contract of sale it is provided 
that the Seaboard will lease the line for a period ending March 
1, 1928, for a rental of $290,000 for the first twelve months, 
$330,000 for the second twelve months, and at the rate of $340,000 4 
for any unexpired portion of the third twelve-month period of 
the lease. On termination of the lease, not later than March 
1, 1928, it is proposed that the Seaboard shall pay or secure to 
the chemical company not less than $5,225,000 nor more than 
$5,500,000 for the property. 





SANTA FE OPPOSES LINE 


The Santa Fe, in a return to a questionnaire sent out by 
the Commission, has set forth its objections to the application 
of the Chicago, Rock Island & Pacific for authority to build a 
line of railroad from Liberal, Kans., to Amarillo, Tex. Construc- 
tion of the line is not required by public convenience and 
necessity, the Santa Fe says, because the district that would 
be served already is adequately served with transportation 
facilities via the Santa Fe from Spearman to Shattuck Junc 
tion, and from Amarillo to Panhandle; also via applicant’s 
line from Tucumcari, N. M., to Herington, Kan., and also via 
the line of the Beaver, Meade & Englewood from Hooker to 
Forgan, Okla., a portion of which line is now under construc- 
tion by authority of the Commission. 

The Santa Fe said it had kept constantly in touch with 
the development of the territory which would be traversed by 
the proposed line and that when conditions warranted the 
construction of a new line, the counties of Sherman, Hansford, 
Moore, and Hutchinson, in Texas, could be better and more 
economically served by the extension of the Santa Fe’s line 
from Spearman, Tex. The proposed line would inevitably take 
some traffic from the Santa Fe and to that extent would im- 
pair its earnings, the protestant said. 


HEARING ON SEABOARD PROJECTS 
Recent applications of the Seaboard Air Line and companies 
affiliated with it for approval of the Seaboard’s construction 
program in Florida and the issuance of securities to finance the 


cost of construction have been assigned for hearing October 6 
before Examiners Davis and Molster in Washington. 


PROPOSED ALABAMA LINE 

The Alabama, Tennessee & Northern Railroad Corporation 
has sent to the Commission for filing an application for authority 
to construct an extension of its railroad from its present north- 
ern terminus, Reform, Ala., to Haleyville, Ala., a distance of 
78 miles. The extension would connect with the St. Louis- 
San Francisco at or near Bazemore or Glen Allen, Ala., and with 
the Illinois Central and the Northern of Alabama at Haleyville. 
Construction of the extension, according to the company, would 
be a factor in the development of the Port of Mobile and would 
afford the shortest north and south line from the coal fields 
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VISUALIZED 
DEMURRAGE 


Cue FunneL) 


wy 


! 


Old and current demurrage claims set- 
tled promptly. 









































Expedite Your Fall Shipments 
by Using This 


Entirely New Guide 


For Parcel Post and Express Shippers 


WITH ZONES and SCALES FROM CHICAGO 


Ship the Cheapest Way 
— Compare the Rates — 


This New Guide gives you AT A GLANCE Parcel Post 
Rates to all the world including every post office in. the 
U. S—and Express Rates to every office in the U. S. 
and Canada. . 

Gladly sent on approval. You have never before used 
anything to equal it. 


BUILT FOR SPEED 


Cuts your costs. Satisfaction guaranteed or money 
refunded. : 

Issued by publishers of SHIPPING GUIDES con- 
tinuously for 55 years. 
sila Attach to your letter head and return. 


THE SHIPPERS’ GUIDE COMPANY, INC. 

523 Plymouth Court, Chicago. = 
Send us your NEW CHICAGO EDITION, ‘Shippers’ Guide Comparative Rates, 
on 10-day trial. Our only obligation is the return of same if not satisfactory. 





Our Patented Graphic Charts satisfy 
shipper and railroads. 





We settle claims out of court. 





Our basically patented system shows the 
true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and switching 
delays. 


COO ROO EOE HEHE EE EE SHEE EEEE ESTEE ESEHESHEHEEEEEE TEESE EEEEEHEEEEEES 


PROPOR eee HEE EEE HEHE HEHE SHEESH EEE EEEEEEEEE EEE EEHEEE EEE EEE EEE HEHE EOEEEE EES 


Pere ere eereseesesssssscsssesssessssssesese VE Eeoeesesestesesssese 





Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 





The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. 


We make no charge for our services 
until a settlement is reached. 









Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 





We also install our system so industries 
can keep their own visual demurrage 
records. 





Gur system saves Money, Time and 
Worry. 7 





The Traffic Service Corporation 
310 Mills Building 
WASHINGTON, D. C. 







_ THE ROSS DEMURRAGE BUREAU, INC. 


17 Battery Place New York, N. Y. 
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west of Jasper, Ala., to the Gulf at Mobile, and would give the 
Illinois Central and the Frisco direct connection with the Port 
of Mobile. 


WESTERN PACIFIC EXTENSION 


The Western Pacific has applied to the Commission for au- 
thority to construct a branch line extending from a connection 
with its main line at Villinger Siding to a point 11.4 miles dis- 
tant, all in San Joaquin county, California. Spurs and sidings 
approximately 1.27 miles in length will be constructed in con- 
nection with the extension. The territory to be served by the 
proposed extension is a highly developed agricultural district, 
according to the applicant. 

Construction of the extension will be necessary in the event 
the application of the Southern Pacific to acquire control of the 
Central California Traction Company is approved, the applicant 
said. If the Central California remains an independent line, 
construction of the proposed extension will not be necessary, 
the applicant said, adding that a hearing was desired in con- 
junction with the hearing on the Southern Pacific application. 


CONSTRUCTION OF LINE 


The Madill Coal & Coke Company has applied to the Com- 
mission for authority to construct a line of railroad to connect 
the lines and tipples of the company in Indiana county, Penn- 
sylvania, with the- lines of the Pennsylvania, the Cambria & 
Indiana, and the Buffalo, Rochester & Pittsburgh. The applicant 
said the total number of miles of main track of the proposed 
new line would be about 11 miles. 


ABANDONMENT APPLICATION 


The Monroe & Texas Railroad Company has applied to the 
Commission for a certificate of public convenience and neces- 
sity authorizing the abandonment of its line of railroad from 
Alpena to Lenwil, Louisiana, a distance of 314%, miles. The appli- 
cant said it had no business, owing to the abandonment of two 
enterprises formerly served exclusively by the road, and also to 
the construction of a hard surface road paralleling the railroad. 


OPERATION OF ARKANSAS LINE 


The Reader Railroad has been authorized by the Commission 
to operate in interstate commerce a line of railroad in Ouachita 
and Nevada counties, Arkansas, beginning at a connection with 
the Missouri Pacific at Reader and extending thence in a general 
southwesterly direction a distance of approximately 23 miles. 
Request for permission to retain excess earnings was denied. 


PROPOSED M. P. EXTENSION 


The Missouri Pacific has applied for authority to construct 
and operate a branch line from a point on its line near Kincaid, 
Kan., for a distance of 2.8 miles in a southerly direction to a 
point near Mildred, Kan. The branch will serve a cement plant 
near Mildred which at the present is served only by the M.-K.-T., 
according to the application. 


RATES ON CANNED MILK 


Further hearing in Docket 14096, the Carnation Milk Prod- 
ucts Company againsnt the Ahnapee & Western et al., involving 
rates from Wisconsin points and St. Paul to destinations in the 
Mississippi Valley, was held before Examiner Sharp at Chicago, 
September 19. 

E. S. De Pass, for the Carnation Milk Products Company, 
said that a previous order of the Commission in this case had 
resulted in rates on canned milk being made from interior Wis- 
consin points on the basis of combinations, the rate from St. 
Paul being reduced four cents a hundred and the rates from 
the Middleton, Wis., group being placed on a differential of two 
cents a hundred over Madison. Then, the witness testified, the 
rates from Chicago to Mississippi Valley points were advanced 
eight cents a hundred, and the carriers, in order to have their 
combination rates properly coordinated, also raised the rates 
from Wisconsin points to the Mississippi Valley eight cents. 

Mr. De Pass said he did not see a copy of the tari aising 
the Wisconsin rates until it was too late to have it protested 
properly for suspension. It was for that reason that a further 
hearing was allowed by the Commission, he said. He said that, 
in his opinion, the basis of making rates on the basis of com- 
binations from interior Wisconsin points was wrong in theory 
and practce. He entered a number of exhibits to show the un- 
reasonableness of the rates on canned milk, showing its higher 
revenue to the carriers compared with other commodities for 
hauls of like distances. 

O. T. Cull, for the C. M. & St. P., and A. F. Cleveland, for 
the C. & N. W., testified that the rates were reasonable. They 
brought out the fact that the rates now in force were those grow- 
ing out of I. and S. 1303 and I. and S. 1515, the rates involved 
in the latter being those which the Commission allowed to go 
into effect after they had been protested. Mr. Cull pointed out 
that the carriers had defended the method of making rates from 
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interior points on the combination basis in earlier hearing, 
However, exhibits were entered to show, by comparison, that the 
rates on canned milk were reasonable. 


ee 


Digest of New Complaints | 


No, 16998, Sub. No. 1. Taylor Produce Co., Kalamazoo, Mich., y, 
Cincinnati, New Orleans & Texas Pacific et al. a 
Rates in violation of the first four sections of the act, on stray. 
berries from points in Tennessee to Kalamazoo and Battle Creek 
Mich. Asks rates for the future, and reparation. 
No. 17349, Sub. No. 1. J. Philip Bird and H. J. Haigh, as receivers of 
} age —_ Globe Rubber Co., Trenton, N. J., vs. Clyde Steamship 

o. et al. 

Rates in violation of sections 1 and 6 of the act, on asbest, 
packing, reinforced with metal, packed in burlap bales, fro 
Charleston, S. C., Waterford, N. Y., and North Brookfield, Mass 
to Trenton, N. J. Asks cease and desist order, rating for th, 
future, and reparation. 

No. 17349, Sub. No. 2. Crandall Packing Co., Palmyra, N. Y., ys 
New York Central et al. r 
Same complaint and prayer with respect to shipments of sam 


commodity from Manheim, Pa., and North Brookfield, Mass., ty 
Palmyra, N. Y. 


No. 17352, Sub. No. 1. 
et al. 

Unreasonable charges in violation of section 6 on curbing fron 
Lithonia, Ga., to St. Petersburg, Fla. Asks cease and desist order 
rates for the future, and reparation. ‘ 

No. 17375. Amber Furniture Co. et al., Chicago, Ill., vs. Chicago ¢ 
North Western et al. 

Unreasonable rates, in violation of section 6, on furniture from 
Eau Claire, Fond du Lac, Marshfield, Oshkosh and Sheboygan 
and other Wisconsin points, to Chicago. Asks cease and desist 
order and reparation. 

No. 17376. E. W. Prentiss, doing business as Phoenix Desk & Chair 
Co., San Francisco, Calif., vs. Southern Pacific et al. 

_Rates in violation of section 6 on desks and chairs from Evans. 
be nce Ind., and Herkimer, N. Y., to San Francisco. Asks repara- 

on. 

No. 17377. Hyman-Michaels Co., Chicago, Ill., vs. Director-General 
as Agent, Chicago & Calumet River et al. 

Unreasonable charges, in violation of section 4, on scrap iron, 
etc., from Chicago to Hegewisch, IIll.; and between various other 
points. Asks reparation. 

No. 17378. Cook & Gill Co., Inc., et al., Portland, Oregon, vs. Chicago 
& Alton et al z 

Charges in violation of section 6 on rubber tires and automo- 
biles from Cudahy, Wis., Detroit, Mich., and Kenosha, Wis., to 
Portland, Bend, and Corvallis, Oregon, and Seattle and Spokane, 
Wash. Asks reparation. 

No. 17379. Sherman & Reed, Inc., Butte, Mont, vs. C. M & St. P. 

Charges in violation of the first three sections of the act on 
empty containers for acetylene gas from Butte, Mont., to Seattle, 
Wash. Asks rates for the future, and reparation. 

No 17380. John F. Jelke Co., Chicago, Ill., vs. Chicago & North 
Western et al. 

Unreasonable and preferential rates, in violation of section 4, 
on condensed and evaporated milk from Huntley, Ill., to Phila- 
delphia, Pa., New York City, Hartford, Conn., Brooklyn, N. Y,, 
Newark, N. J., and other points taking the same rates. Asks 
rates for the future not exceeding those from Beloit, Afton and 
Footville, Wis., and reparation. 

No. 17381. Louis Richman and others, doing business as Richmond & 
Samuels, New York City, vs. American Railway Express Co. et al. 

Unreasonable rates on fresh vegetables and green fruit from 
California points to New York City. Asks rates, rules, regulations 
or practices for the future, and reparation. 

ead wa Gentile Bros. Co., Orlando, Fla., vs. Central of Georgia 
Unreasonable and discriminatory rates on peaches from Will- 

vale, Ga., to Pittsburgh, Pa., and diverted to Uniontown, Pa. 
Asks rates for the future and reparation. 
17383. A J. Doughty, Wilmington, N. C., vs. A. C. L. et al. 
__Unreasonable rates, in violation of section 6 of the act. on 
vegetables from Wilmington, N. C., to various interstate destina- 
tions. Asks rates for the future, and reparation. 
No. 17383, Sub. No. 1. Same vs. Same. 

Same complaint and prayer. 
No. 17383, Sub. No. 2. Same vs. Same. 

Same complaint and prayer. 


No. 17383, Sub. No. 3. J. and G. Lippmann, Inc., et al Mlizabeth 
City, N. C., vs. Norfolk Southern et al. ' i mea 
Unreasonable rates on fresh green peas from Elizabeth City, 
a eT bo eee Se, = penny for the: future, and reparation. 
s ub. No. 4. re ott et al., Elizab ity > 
Norfolk Southern et al. ee a ae a ae 
Same complaint and prayer. 
No. by oy Boston Wool Trade Assoc, Boston, Mass., vs. Santa Fe 
et al. 
ae — Py Page: four sections of the act, on wool 
and mohair from points of origin in Trans-Mississippi i ; 
to Boston. Asks reparation. wnat Tne e 


No. an’ Albert Silk Coal Co. et al., Topeka, Kans., vs. Santa Fe 
Rates on coal, in violation of the first three sections of the 
act, from points in Arkansas and Oklahoma to Topeka and 
Lawrence, Kans. Asks rates for the future, and reparation. 
- 17386. Hiram C. Wilson, Tulsa, Okla., vs. Santa Fe et al. 
Unreasonable rates on second-hand wrought iron pipe and oil 
well supplies from Depew, Okla., to Alamota, Kans., and from 
Kelleyville, Okla., to Alemota, Kans. Asks rates for the future, 
and reparation. 


No. 17387. Miller Petroleum Co., Kansas City, Mo., vs. Gulf Coast 
Lines et al. 
Unreasonable rate on petroleum refined oil from Wichita Falls, 
Texas, to Houston, Tex., and reconsigned to Westwego, La., for 
export. Asks reparation. 


No. 17388. Thompson, Weinman & Co., Inc., 
Atlantic City Railroad et al. 
Unreasonable, discriminatory and prejudicial rates on barytes, 
crude lump or jigged, from Cartersville, Ga., to points in Pennsyl- 
vania, Maryland, New Jersey and Delaware, because of lower 
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It Is Like Having a Branch Plant 


or Your Own Warehouse 
In the Metropolitan District When You Secure Space in 


KENNA 


TERMINAL 


This former U. 8S. Army Base is fast becoming a great peace-time 
center for the storage, manufacture and distribution of merchandise 
of every character. 


Kenna Terminal is in the greatest industrial center of this country, 
with 6,000,000 people within a radius of 10 miles; with direct con- 
nections with every important railroad to the Atlantic Seaboard, 
and giving berth in a 30 ft. channel to the largest ocean vessels. 
It is just like having a branch of your own when you use Kenna 
SEE Terminal for a distribution point. Your goods are available for 
PENNSYLVANIA R-R-__— oa immediate delivery in this wonderful market. Goods for domestic 
= ———<= shipment are moved by hand truck across the loading platform to 
LEHIGH VALLEY R®- the motor truck, freight car or steamer. Goods for export shipment 
are handled on a covered wharf direct to the largest steamer, or 
if coming direct from your plant, are put aboard steamer from 

the car in which they are loaded at your factory. 




















Such facilities as these could not be obtained by an individual manufacturer without a huge expenditure. 


KENNA TERMINAL, PORT NEWARK, NEW JERSEY 


Charles Milbauer, General Manager, Address P. O. Box 504, Newark, N. J. 
PEt ttt ott ot fot tort aot at ott tot Pb otct t tot ft tot Pett Pet tt Pt tte ttt Pott Pott foe tt ot tt tt tot oY 


Consult us regarding your 


WAREHOUSING 
ieee STORAGE 
gros DISTRIBUTION 


en : , . . 
Botonand Daily Deliveries by Zone System 


Maine 


Railroad within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 





Total General Storage Capacity 
9,706,000 Cubic Feet 


" 


Wharfage and Dockage — 
WHARF 


Free Stores Has Direct 
Customs Bonded Stores With Union 
Internal Revenue Bonded Stores Be a die 
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rates from North Carolina and Tennessee points. Asks rates no 
—— than from the Tennessee and Carolina points. 


Missouri Pacific et al. 
Rates in violation of sections 1 and 6 of the act, on gravel 
from Glencoe, Yeatman and Jedburg, Mo., to Greenville, Ill. Asks 


reparation. 

17390. Luckenbach Steamship Co., New York City, 
Southern et al. 

Alleges that all rates charged by defendants to and from all 
points upon all classes and commodities are unjust and unreason- 
able when applied to traffic that has been, or is to be, trans- 
ported by water by complainant through the Panama Canal to 
reach its final destination, wherever such rates and charges are 
the same as or are higher than the rates and charges via the same 
railroads between the same points on the same classes and the 
same commodities where the same have not been, or are to be, 
transported by water. Asks establishment of just and reasonable 
proportional rates and that defendants be required to establish 
proportional rates which shall be less than the local rates on all 
traffic between stations on their lines and south Atlantic and 
Gulf ports. (See Traffic World, August 22, page 428). 

17391. American Cider Vinegar Manufacturers’ 
Rochester, N. Y., vs. N. Y. C. et al. 

Attacks rates on cider vinegar from points of origin in the 
Rochester, Syracuse, Albany and New York rate basing terri- 
tory to points in the Dakotas, Minnesota, lowa, Wisconsin, Mis- 
souri, Kansas and Nebraska, as in violation of the first three 
sections of the act. Asks cease and desist order and rates for 
the future. 
17392. Joshua Hendy Iron Works, Sunnyvale, Calif., vs. Southern 
Pacific. 

Illegal charges in violation of section 6, on rough iron castings 
in bags from Joliet, Ill., to Sunnyvale, Calif. Asks reparation. 
17393. H. G. Craig & Co., Inc., et al., New York City, vs. Rutland 
et al. 

Rates in violation of sections 1, 2, 3 and 6 of the act, on un- 
finished wallpaper, oatmeal or in grain, not printed, from North 
Bennington, Vt., to Hudson Falls, N. Y. Asks rates for the future. 
. 17394. Market Street Ry. Co., San Francisco, Calif., vs. South- 
ern Pacific et al. 

Charges in violation of sections 1 and 6 of the act, on street 
railway car bodies and parts from Findlay, O., to San Francisco. 
Asks reparation. y 
17395. American Insulation Co., Philadelphia, Pa., vs. Reading, 

t al. 
. Rates in violation of the first three sections of the act, on hard 
asbestos shingles insported at Philadelphia to points in official 
classification territory. Asks rates for the future and reparation. 
No. 17396. C. U. Downing & Son, Tipton, Ind., vs. Director General, 
as agent. 

om overcharge on bituminoos coal from Rawl, W. Va., to 
Tipton, Ind. Asks reparation. 

17396, Sub. No. 1. People’s Coal & Cement Co., Indianapolis, Ind., 
vs. Lake Erie & Western et al. 

Same complaint with respect to shipments of coal from Ken- 
nerly No. 1, Pa., to Indianapolis. Asks compliance with tariffs 
for the future and for reparation. 

17396, Sub. No. 2. Muncie Oil & Coal Co., Muncie, Ind., vs. Lake 
Erie & Western et al. 

Same complaint with respect to shipment of coal from Clinton, 
Ind., to Muncie, Ind., via interstate route. Asks reparation. 
17396, Sub. No. 3. Fred Goepper et al., doing business as Fred 
Goepper and Son, Indianapolis, Ind., vs. C. lL & W. 

Same complaint as to shipments of coal from Springfield, IIl., 
to Indianapolis. Asks reparation. 
17396, Sub. No. 4. W. H. Sherry & Son, Connersville, Ind., vs. 
Cc. & O. et al. 

Same complaint with respect to shipment of coal from Holden, 
W. Va., to Connersville, Ind. Asks reparation. 

17397. Manufacturers’ Traffic Bureau et al., St. Joseph, Mich., vs. 
B. & O. et al. 
Rates and charges in violation of the first three sections of the 


No. 


Inc., vs. 


Association, 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


act, on pig iron from points in the Chicago switching district tg 


Benton Harbor, St. Joseph and Bridgman, Mich. Asks rates for 
the future. 

17398. Hector Lumber Co., Kansas City, Mo., vs. C. M. & St. P. 
eal. . 

Charges in violation of sections 1, 6 and 15 of the act, on pine 
lumber from Aberdeen, Miss., to Chicago, Ill. Asks reparation. 
17399. Board of Railroad Commissioners of the State of South 
Dakota, Pierre, S. Dak., vs. Chicago & North Western et al. 

Unreasonable and excessive rates and charges on grain and 
grain products from points in South Dakota to Kansas City, 
Omaha, Sioux City, Ia., Minneapolis and Duluth and Chicago; 
also alleges that the rates are discriminatory, and refers to 
provisions of Hoch-Smith Resolution as to discriminatory rates. 
Asks for rates for the future. 

17400. Appalachian Power Co. et al., Bluefield, W. Va., vs. Nor- 
folk & Western. 

Rates and charges in violation of section 1, on coal from points 
in the Pocahontas, Tug River, Thacker, Clinch Valley No. 1, and 
Clinch Valley No. 2 districts, to Bluefield, W. Va., and Bluefield, 
and Glyn Lyn, Va. Asks rates for the future, and reparation. 
17401. E. J. Lavino & Co., Philadelphia, Pa., vs. Reading et al. 

Rates in violation of section 6 of the act, on manganese ore 
— points in Utah and Montana to Sheridan, Pa. Asks repara- 
tion 
. 17401, Sub. No. 1. 
Pa., vs. Same. 

Same complaint and prayer with respect to shipment of 
manganese ore from Green River, Utah, to Temple, Pa. 

17402. Edwin F. Daniels & Co., Inc., et al., Chicago, Ill., vs. 
cc. ¢. & Ot... et ah 

Illegal rates and charges in violation of section 6, on bi- 
tuminous coal from various points in Illinois and Indiana to 
rT via interstate routes. Asks reparation in the sum of 
17403. L. M. Van Hart, Connersville, Ind., vs. C. I & W. et al. 

Alleges overcharge on coal from mines in Kentucky to Conners- 
ville, Ind. Asks reparation. 

17403, Sub. No. 1. Greenfield Ice & Fuel Co., Greenfield, Ind., vs. 
Pennsylvania et al. 

Alleges overcharge on coal from Plymouth, W. Va., to Green- 

field, Ind. Asks reparation. 


No. 17404. Express Publishing Co., San Antonio, Tex., vs. G. H. & 
S. A. et al. 


Unreasonable rates and charges on newsprint paper from Europe 


No. 


No. 


Seaboard Steel & Manganese Corp., Temple, 


Van Dusen & Baumberger Co., Inc., Greenville, Ill., vs. ° 
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No. 


No. 


No. 


No. 


No. 17415. The Arnold Automobile Co. et al., Wichita, Kans., vs. 
Santa Fe et al. 

Rates in violation of sections 1 and 6 of the act, on self-pro- 
pelling freight vehicles from Detroit and Lansing, Mich., to 
Wichita, Kans. Asks reparation. 

(The following list of traffic clubs will be published from time 
to time. We ask 


changes or additions of which they have any knowledge.) 
Pres.; E. H. Russell, Secy. and Treas. 
Secy. 
Kibbey, Pres.; G. L. Ferguson, Secy. 
Porter, Secy.-Treas. 

C. C. Kailer, Secy. 

Eugene Wallace, Secy.-Treas. 
Stanfiel, Pres.; W. G. Kidd, Secy. . 


Agents of Boston. F. W. Briggs, Pres.; 
Secy.-Treas. 


R. D. Simons, Pres.; W. H. Connell, Secy.-Treas. 
R. M. Leith, Pres.; C. L. Sager, Secy. 
O. J. Farron, Secy.-Treas. 

Niven, Secy. 

E. C. Hansen, Secy. 

ell. Secy. 

Secy. 
C. H, Brown, Secy. 

Darling, Chairman; P. F. McManus, Secy. 
M. T. Otto, Secy. 

Stone, Secy.-Treas. 

A. J. Christiansen, Secy.-Treas. 

R. F. Watt, Secy. 
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via Galveston and Houston, Tex., to San Antonio, Tex. Asks 
rates for the future, and reparation. 

17405. E. A. Baehl & Co., Fort Benning, Ga., vs. Central of 
Georgia. 

Rates and charges, in violation of sections 1 and 6 of the 
on sand and gravel from Montgomery, Ala., 
Asks reparation. 


wo eee Extract Corp. et al., Nashville, Tenn., vs. L. & 
. et al. 

Rates and charges in violation of the first three sections of 
the act, on tanning extract from Nashville, Tenn., to Kitchener 
Ont., Canada. Asks rates for the future, and reparation. : 


act, 
to Fort Benning, Ga. 


. 17406, Sub. No. 1. Same vs. Same. | 

Same complaint and prayer on shipments of same commodity I 
from Nashville to Huntsville, Ont. y 
. 17407. American Lumber & Export Co. et al., Birmingham, Ala. \ 
vs. Alabama and Vicksburg et al. ‘ ) 


Rates in violation of sections 1, 2, 3 and 6 of the act, on lumber \s| 
from points in Alabama and Mississippi to points in Kentucky, 


New Jersey, Michigan and Ohio. Asks rates for the future, and | 
reparation. 
. 17408. Riegel Sack Co., New York, N. Y., vs. Central of New 
Jersey et al. \™ 
Rates and charges in violation of the first four sections of the | 
act, on burlap bags from Jersey City, N. J., to Philadelphia, Pa,, 
and suburban or nearby points. Asks rates for the future, and 
reparation. 
17409. Southern Glass Co., Los Angeles, Calif., vs. G. H. & S. A. 


et al. 

Unreasonable rates on tank blocks from St. Louis to Logs 
Angeles. Asks rates for future and reparation. 

17410. Texas Industrial Traffic League et al., Dallas, Tex., vs, 
Abilene & Southern et al. 

Prejudicial, preferential and unreasonable rates on grain and 
grain products from points in Texas to points in Oklahoma; 
alleges that rates between points in Oklahoma are materially less, 
distance considered, than rates from Texas to Oklahoma. Asks 
rates for future. 

17412, Kansas City, Kaw Valley & Western vs. Santa Fe et al. 

Alleges discrimination against complainant as result of provision 
in defendants’ tariff providing that rates on sand to industrial 
and team tracks of the Kansas City, Clay County & St. Joseph 
Railway Company will apply only where movement is over not to 
exceed three lines, because this provision prevents shipments 
over complainant’s line. Asks cease and desist order and can- 
cellation of provision complained of. 

17413. The Keystone Steel & Wire Co., Peoria, Ill., vs. Chicago 
& Alton et al. 
Unreasonable rate on iron and steel articles from South Barton- 


ville (Peoria), Ill. to Indianapolis, Ind. Asks rates for the 
future and reparation. 





that readers notify us of any errors or of any 


Akron, O.—Traffic Study Club of Akron. W. R. Garrison, 
Akron (0.) Traffic Club. C. J. Laney, Pres.; H. L. Sovacool, 
Albany, N. Y.—Capital District Traffic Assocaition. D. G. 
Atlanta—Traffic Club of Atlanta. J. A. Streyer, Pres.; F. B. 
Baltimore—Traffic Club of Baltimore. G. M, Smith, Pres.; 
Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Birmingham (Ala.) Traffic and Transportation Club. J. W. 


Boston, Mass.—The Association of Railway and Steamboat 
W. M. Macomber, 


Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
Buffalo—Industrial Traffic Club of the Niagara Frontier. 
Buffalo Transportation Club. R. S. Brennesholtz, Pres.; 
Chicago Traffic Club. E. S. Buckmaster, Pres.; H. E. Mac 
Chicago, Junior Traffic Club of. C. W. Webster, Pres.; 
Cincinnati Traffic Club. R. E. Smith, Pres.; Robert McDow- 
Cleveland Traffic Club. A. Z. Baker, Pres.; R. A. Morman, 
Columbus, O., Transportation Club. C. O. Ruggles, Pres.; 
Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Dayton, O.—Miami Valley Traffic Club. H. T. Ratliff, Pres.; 
Dallas Traffic Club. W. H. Hitzelberger, Jr., Pres.; A. J. 
Davenport, Ia.—Tri-City Traffic Club. A. R. Ebi, Pres.; 


Decatur (Ill.) Transportation Club. L. F. Boss, Pres.; 
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American Chain of Warehouses, Ine. 


ESTABLISHED 1911 


A Group of Warehouses in Ninety Distributing Centers 


Financially Responsible Ideally Located to Serve All Territories 
Thoroughly Experienced in All Details of Merchandise Distribution 


We will be pleased to furnish shippers with rates and all other information 
of interest in connection with the handling of 
their accounts in any city. 


A directory showing in detail facilities of all warehouses available upon request. 
For further information write our nearest representative 


O. V. HUKILL, Eastern Representative ~ P. F. CASSIDY, Western Representative 


415 Greenwich Street (sy 203 So. Dearborn Street 
Phone Walker 4600 Phone Harrison 3300 
New York City — Chicago, Ill. 


to 
The Largest 
Frade lerritory 
West of the 
Y) Mississippi 


Write us for 
Distribution Costs 
of Your Commodity 
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Des Moines Traffic Club. C. L. Epley, Pres.; B. R. Harris, 
Secy.-Treas. 

Denver Traffic Club. Richard Flick inger, Pres.; C. B. Ra- 
der, secy. and Treas. 

Denver Commercial Traffic Club. R. H. Hitt, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 
Detroit Traffic Club. W. C. Cowling, Pres.; G. W. Musson, 
Secy. 


Elmira (N. Y.) Traffic Club. D. P. Faul, Pres.; M. J. Wil- 
son, Secy.-Treas. 


El Paso Traffic Club. J. J. Finney, Pres.; C. W. Water- 
man, Secy.-Treas. 

Erie Traffic Club. F. O. Johnson, Pres.: M. W. Eismann, 
Secy. 

Evansville (Ind.) Transportation Club. W. J. Popp, Pres.; 
H. K. Rogers, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. J. A. Curtin, Chairman; 
E. J. Lennart, Vice-Chairman. 

Fort Worth Traffic Club. C. S. Elliot, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. J. D. Quinn, 
Pres.; L. A. Martin, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. 
Macgregor, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. C. B. Fox, Pres.; A. R. Canfield, 
Secy. 

Indianapolis—The Traffic Club of Indianapolis. 
mer, Pres.; H. L. Smith, Secy. 

Jackson (Mich.) Transportation Club. H. W. Hewson, 
Pres.; W. A. Kern, Secy. 

Jacksonville Traffic Club. O. H. Page, Pres.; Jesse Pollett, 
Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. L. C. King, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. W. K. Forrest, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. A. H. Bock, Pres.; H. W. Moore, 
Secy. 


Kansas City Traffic Club. C. W. Miller, Pres.; L. A. Luttrell, 
Secy.-Treas. 

Knoxville (Tenn.) Traffic Club—R. P. Morris, Pres.; H. V. 
Schetler, Sec’y-Treas. 


Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. W. 
Peters, Chairman; A. J. Kohler, Secy. 


Lansing (Mich.) Traffic Club. J. C. Van Norstrand, Pres.; 
C. V. Colvin, Secy. 


Little Rock (Ark.) Traffic Club. Max Mayer, Pres.; J. A. 
Lee, Secy.-Treas. 


Los Angeles Transportation Club. J. E. Light, 
A. T. Smith, Secy.-Treas. 

Los Angeles Women’s Traffic Club. Ella A. Hausen, Pres.; 
Gertrude B. Sears, Secy. 


Louisville Transportation Club. F. L. Speiden, Pres.; W. T. 
Vandenburg, Secy. 


Madison, (Wis.) Traffic Club. 
Cavanaugh, Secy.-Treas. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 


Marion (0O.) Traffic Club. S. D. Ross, Pres.; L. R. Johnson, 
Secy. and Treas. 


Memphis Traffic Club. H. W. Stigler, Pres.; H. H. Schutt, 


W. H. Cowdin, Pres.; J. E. 


J. G. Krae- 


Pres.; 


S. L. Foote, Pres.; R.’ H. 


Secy. 
Milwaukee Traffic Club. R. L. Gainer, Pres.; Ervin Manske, 
Secy. and Treas. 
Minneapolis Traffic Club. A. A. D. Rahn, Pres.; F. S. Pool, 
Secy. 

Mobile Traffic and Transportation Club. H. E. Warren, 
Pres.; T. C. Schley, Secy. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. 

Newark Traffic Club. G. W. Shannon, Pres.; R. W. Tims, 
Secy. 

New England Traffic Club, Boston. 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. 
Yung, Secy. 

New York Traffic Club. 
Swope, Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

(Continued on page 734) 


F. W. Hunt, Pres.; 
J. M. Cousins, Pres.; W. G. 
W. A. Schumacher, Pres.; C. A. 
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J. P. Quigley has been appointed assistant general freight 

agent of the Union Pacific at Los Angeles. A. J. Seitz has beep 

made general agent, freight department, at Salt Lake City. 

Edward T. Olander has been made commercial agent of the 
Erie at Peoria, Ill. G. C. Manning has been appointed freight 
traffic manager at New York. F. D. Austin has been made 
freight traffic manager at Chicago. H. F. Bell has_ been ap. 
pointed foreign freight traffic manager at New York. 

C. W. Scheihing has been appointed agricultural agent for 
the Okiahoma Railway at Oklahoma City, Okla. 

Samuel Rea, president of the Pennsyivawa, will retire Octo- 
ber 1 from active service, at the age of seventy years. 

J. C. Whiteford has been made general freight agent in 
charge of rates, divisions and tariffs for the Philadelphia & Nor. 
folk Steamship Company. 

R. E. Harton has been appointed freight solicitor for the 
Richmond, Fredericksburg & Potomac at Richmond@, Va., to sue. 
ceed W. E. Phaup, deceased. 

Commissioner Lissner, of the Shipping Board, sailed Sep- 
tember 19 for a brief visit to Europe. 

G. F. Wheeler has been appointed freight claim agent for 
the Michigan Central at Detroit. A. K. Masters, vice-president, 
has resigned. 

It is announced by N. D. Chapin, traffic manager, chat the 
Solvay Process Company, Semet Solvay Company, Atmospheric 
Nitrogen Corporation, Brunner, Mond Canada, Limited, the Kan. 
sas Chemical Mfg. Company (the Solvay Process Company, 
Lessee), the Utah-Salduro Company and Delray Connecting Rail- 
— Company now have their general traffic department at New 
fork. 

M. L. Campbell has been appointed freight traffic manager 
for the International Railway Company at Lockport, N. Y. F. J. 
Schantz has been made general freight agent at Lockport, N. Y. 

O. C. Sandburg has been made superintendent, Peru division, 
of the Wabash at Peru, Ind. 

S. George Tate, formerly associated with G. W. Sheldon 
& Co., the American Express Company, and at one time travel- 
ing freight agent for the Michigan Central, has been appointed 
outdoor freight representative of the London Midland & Scottish 
Railway at New York City. 

F. R. Lipscomb has been made traveling freight agent, the 
Kansas City Southern, at Joplin, Mo. 

The Traffic Club of Chicago gave a farewell luncheon Sep- 
tember 24 in honor of R. B. Robertson, assistant freight traffic 
manager, Union Pacific, who leaves to become assistant traffic 
manager of the Union Pacific at Los Angeles October 1. He 
will be succeeded by F. L. Feakins, now general agent at Phila- 
delphia. Mr. Feakins will be succeeded by H. L. Lauby. Gentry 
Waldo has been appointed assistant freight traffic manager at 
Omaha and the position of assistant to the vice-president in 
charge of traffic has been abolished. 

C. H. Stutz has been made commercial agent of the Gulf, 
Mobile & Northern at Shreveport, La. 

Hugh S. Fry has been appointed traveling freight agent of 
the Alabama & Vicksburg at Chicago. 

Carlton Hicks, formerly traveling agent of the Erie and 
member of the Association of Railroad and Steamboat Agents of 


Boston, died at his home in West Somerville, Mass., Septem- 
ber 22. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Wichita met at luncheon at the Wichita 
Club September 24. 





The Traffic Club of St. Louis met at luncheon at the Cham- 
ber of Commerce September 21. J. M. Patterson, of Putney, 


Ga., president of the National Pecan Growers’ Association, was 
the speaker. 





The Traffic Club of Atlanta held an old-fashioned barbecue 
September 26 at Gramling’s Barbecue Pits, Woodward Springs, 
at the River Works. A number of out-of-town guests attended 
the first event in the club’s winter activities. 





The Transportation Club of St. Paul held its opening weekly 
meeting of the fall season in the Windsor Room, Saint Paul 
Hotel, September 22. F. G. Dorety, general solicitor of the 
Great Northern, spoke on the “Constitution.” 





The Traffic Club of Minneapolis met at luncheon at the 
Nicollet Hotel September 24. Cornish Bailey, field secretary of 
the National Rivers and Harbors Congress, was the speaker. 





The ‘Traffic Institute of Kansas City has announced the open- 
ing of its fourth year, 1925-1926. The organization is fostered by 
the Kansas City Traffic Club and has ag its object the instruc- 
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WETZEL DROP FRONT TARIFF FILES 


(PATENTED) 





KNOWLEDGE 


—The greater a man’s 
knowledge of what has 
been done, the greater 
his power of knowing 
what to do. 


Write us for information. 





P. A. Wetzel Company 


Manufacturers 


A Stack of Wetzel Drop Front Tariff File Sections SPRINGFIELD, ILLINOIS 


(Measuring outside 45 inches wide, 5784 inches high and 18 inches deep) 
This outfit can be obtained with the same sized drawers throughout 
Start with any number of sections and build up as your requirements grow. 





TWO USEFUL BOOKS 


o A hensi f the problem of 
FREIGHT ROUTING mt iia 1. D. Collier. Penalipabe Sines 





full of practical information. 


DEMURR AGE T ARIFFS . An attempt, by G. Lloyd Wilson, to clarify the 

e subject of demurrage and to explain, in non- 
technical language the rules which govern the 
assessment of demurrage in the United States. 





These practical and useful books, durably bound in boards, 
will be sent to you postpaid, at fifty cents each. Or you 
may have the two for seventy-five cents. 


And don’t forget Professor Huebner’s FUNDAMENTALS OF TRAFFIC, about which 
the traffic manager of the chamber of commerce of a large city wrote us: ““The form in 
which it is gotten up seems to me to far exceed anything along the line that I have 
ever seen.” Th:ee dollars a copy. (20% discount to Traffic World subscribers). 


THE TRAFFIC SERVICE CORPORATION 


Merchandise Department 
418 So. Market St. Chicago, Illinois 
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tion of traffic students in the interpretation and application of 
freight tariffs and classification. The advanced class will open 


the evening of September 29, and the elementary class, Octo- 
ber 1. 





The Traffic Club of Kansas City met at luncheon in the 
Venetian Room, Hotel Baltimore, September 17. 





The Tuscarawas County Traffic Club opened its fall season 
with a meeting at the Chamber of Commerce rooms, New Phila- 
delphia, O., September 19. James J. Reilly, of the Canadian 
National and Grand Trunk, was the principal speaker. 





The Traffic Club of New York will hold its regular meeting 
at the Waldorf-Astoria September 29. The election of the nom- 
inating committee will be held at this time. A program of pro- 
fessional talent is being arranged. 





The Women’s Traffic Club of Los Angeles held a meeting 
at the Alexandria Hotel September 16. Major Roger Marchetti 
gave a lecture on the Harter act and J. M. Ford, general agent 
of the Salt Lake & Utah at Los Angeles, spoke on traffic man- 
agement of an industrial concern. Entertainment was furnished 


by the club’s “Ukulele Ladies.” The next meeting will be heid 
September 30. 





The Transportation Club of Louisville will hold its annual 
dinner at the Brown Hotel October 8. The Rev. Claude Reeder, 
formerly rector of “The Little Church Around the Corner,” New 
York, will be the toastmaster. The invocation will be pro- 
nounced by the Rev. George W. Schuhman, vicar-general, Cath- 
olic Diocese of Louisville. Mayor Huston Quin will deliver the 
address of welcome. The speakers will be Henry A. Palmer, 
editor of The Traffic World and president of the Associated 
Traffic Clubs of America, and Alfred P. Thom, general counsel, 
Association of Railway Executives, Washington, D. C. The club 
will have as its guests the delegates to the convention of the 


Associated Traffic Clubs of America at Louisville September 7 
and 8. 





The Miami Valley Traffic Club will hold its first meeting of 
the season at the Hamilton Club, Hamilton, O., October 5. 





The Pacific Traffic Association will hold its next meeting 
at the Transportation Club, Palace Hotel, September 29. Will 
C. Wood, superintendent of public instruction of California, will 
speak on a topic of his own selection. Dr. Mien Woo, editor of 
“Young China,” will deliver an address on “The Relationship 
Between China and America.” <A reel of motion pictures en- 
titled “Headlights,” furnished through the courtesy of the Edison 
Lamp Works of the General Electric Company, will be shown. 
The club will hold its annual outing at Pinehurst Park Sep- 


tember 27. A “Heap Big Smoke” was held at the Emporium 
Men’s Club September 24. 





The Traffic Club of Denver has ratified the resolutions 


adopted by the Associated Traffic Clubs of America at the Kan- 
sas City meeting. 





The Brooklyn Traffic Club held its first meeting, following 
the summer recess, September 18. W. P. Hedden, research agent 


of the New York Port Authority, spoke on food distribution in 
New York. 


TRAFFIC CLUBS 


(Continued from page 732) 


New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. D. A. Dashiell, 
Pres.; S. D. Hathamay, Secy. 


Oklahoma City Traffic Club. T. B. Hendrick, Pres.; L. M. 
Voss, Secy.-Treas. 


Omaha, The Traffic Club of; J. A. Kuhn, Pres.; M. V. C. 
McCormack, Secy. and Treas. 


Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Secy.-Treas. 

Pennsacola (Fla.) Traffic and Transportation Club. A. L. 
Reinschmidt, Pres.; P. W. Reed, Secy. 

Peoria Transportation Club. V. V. Boatner, Pres.; O. B. 
Eddy, Secy.-Treas. 


Philadelphia Traffic Club. E. H. Porter, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia, 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 

Pittsburgh Traffic Club. W. F. Morris, Jr., Pres.; A. H. Orr, 
Secy. 
Pittsburgh, The Traffic and Transportation Association of. 
H. A. Dietz, Pres.; E. J. Siemon, Secy. 
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Port Huron, Mich.—St. Clair River District Transportation 
Club. W. H. Markle, Pres.; F. W. Dunkel, Secy. 

Portland (Ore.) Industrial Traffic Club. W. E. Rose, Pres.: 
W. F. Holtbuer, Secy. 


Portland (Ore.) Transportation Club. H. H. Keck, Pres, 
F. O. Curtis, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. H. Hanley, Chairman; BE. C. Southwick, Secy, 

Richmond (Va.) Traffic Club. W. C. Hull, Pres.; R. A, 
Saunders, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
af Commerce. W. H. Hartwig, Chairman;. F. W. Burton, Secy. 

Saginaw (Mich.) Traffic Club. L. H. Bayless, Pres.; D, 
MacDonald, Secy.-Treas. 


St. Louis Traffic Club. B. H. Daily, Pres.; S. E. Wilson, 
Secy 


St. Paul Transportation Club. L. R. Capron, Pres.; C, A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. 
W. D. Turbeville, Secy.-Treas. 

San Francisco Transportation Club. J. C. Rohilfe, Pres.; 
H. G. Ilderton, Secy. 

San Francisco-Pacific Traffic Association. 
Pres.; R. H. Burke, Secy. 

San Francisco Women’s Traffic Club. Constance Purrington, 
Pres.; Winifred G. Bauer, Secy. 

San Diego (Calif.) Traffic Club. G. A. Cookson, Pres.; W. M. 
Krames, Secy. 


Savannah Traffic Club. M. B. Nichols, Pres.; J. W. Morgan, 
Secy.-Treas. 


Seattle Transportation Club. R. C. Johnston, Pres.; C. N. 
Compton, Secy.-Treas. 


Shreveport (La.) Traffic Club. T. J. Ostendorff, Pres.; H. L. 
Viser, Secy. 


Sioux City Traffic Club. L. E. Petry, Pres.; R. C. Burke, 
Secy.-Treas. 

South Bend (Ind.) Traffic Club. 
Orewiler, Secy.-Treas. 

Springfield (Mass.) Traffic Club. E. F. Smallwood, Pres.; 
B, A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 


Stark County (Ohio) Traffic Club. T. B. Ray, Pres.; L. D. 
Ellis, Secy. 


Syracuse Traffic Club. 
Secy. 


Toledo Transportation Club. J. F. Ryan, Pres.; W. J. Chis- 
holm, Secy. 


Trenton (N. J.) Traffic Club. J. G. Brady, Pres.; G. B. 
Mace, Secy. 


Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. H. W. Roe, 
Pres.; R. R. Trimble, Secy. 

Tuscarawas County (Ohio) Traffic Club. John Ihnot, Pres.; 
H. B. Bodenhamer, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 

Utica (N. Y.) Traffic Club. R. F. King, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 


Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy,- 
Treas. 


Washington Traffic Club. S. R. Bowen, Pres.; R. F. Rich 
ardson, Secy. 


Wheeling (W. Va.) Traffic Club. P. M. Neigh, Pres.; S. C. 
Williams, Secy. 


Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 
Wichita Traffic Club. H. L. Low, Pres.; K. C. Parkhurst, 
Secy. 
Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 


Worcester (Mass.) Traffic Association. F. A. Champagne, 
Pres.; J. H. Lane, Secy. 


York (Pa.) Traffic ClubClyde Shelley, Pres.; B. N. Git 
gerich, Secy. 


Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.; 
P. B. Wait, Secy.-Treas. 


J. E. Pennington, Pres.; 


R. S. Busby, 


J. P. Stahr, Pres.; G. W. 


H. C. Stanton, Pres.; F. M. Varah, 


DOCKET OF THE COMMISSION 


Note. items in the Docket marked with an asterisk (*) are —_ 
having been added since the last issue of The Teaffic World. Can * 
lations and postponements announced too late to show the change 
this Docket wil! be noted elsewhere. 

September 28—Washington, D. C.—Examiner Brinkley: ¢ the 
Val. Dkt. No. 466—In re tentative valuation of the property 0 

Detroit & Toledo Shore Line R. R. Co. 

September 28—Chattanooga, Tenn.—Examiner Johnson: NLRB. 

6479 and Sub. No. 1—Southern Sewer Pipe Works vs. L. &: * therh 

1. and S. No. 2446—Wagon parts, Chattanooga, Tenn., to 50 

es soig tr t at Washington, D. C 
September rgument at Washington, D. C.: ’ : 

15225—Board of Railroad Commissioners of the State of Iowa vs. 

Cc. R. R. of N. J. et al. 
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One of the 111 


WE own and operate 111 
sales and service stations 
in the principal American 
cities, and these are assisted 
by the work of hundreds of 
dealers. The branch house 


above is located at Albany, 
N.Y. 


The view below shows an 
International Truck owned by 
the Pittsburgh Plate Glass Co., 
on the 6-mile sweep of the 
celebrated Gandy Bridge over 
the Bay at Tampa, Fla. 


HE INTERNATIONAL line 

includes a 2000-lb. Speed 
Truck, Heavy-Duty Trucks 
ranging from 3000 to 10,000 
lbs. max. caps., International 
Motor Coaches, and McCor- 
mick- Deering Industrial 
Tractors. 


THE TRAFFIC WORLD 


INTERNATIONAL 


Largest Company-Owned 
Truck Service Organization 
in the World! 


ee is a wonderful layer of customer protection this Company 
has spread over the land. No truck user can be far from an 
International Company-owned branch. The above map 
shows where our 111 branches are, after 20 years of truck 
building. All of them are splendidly equipped for serving 
International owners in the community. 


Service is one factor; practical design and quality construc- 
tion are others. The experience of 20 years has produced a 
mechanically correct truck, known for many such details as the 
International removable cylinders, the special steer-easy steer- 
ing gear, and the special auxiliary rear springs. Today the 
entire capacity of 3 great factories is required for the manu- 
facture of International Trucks. 


Write for catalog on any model or the full line. 


INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 
606 So. Michigan Ave. , Rett Chicago, Ill. 
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1. & S. No. 2317—Coal from Niagara Frontier to points in W. T. L. 
Territory. 


September 28—Pittsburgh, Pa.—Examiner Copenhafer: 
14960—Freehold Lumber Co. vs. C. & O. Ry. et al. 
Sept. 28—Washington, D. C.—Examiner Law: 
—— ox 3702, Excess income of the Detroit & Toledo Shore Line 
. R. Co. 
September 28—Kansas City, Mo.—Examiner Disque: 
1. & S. No. 2453—Rice from Arkansas, Louisiana and Texas to 
Western Trunk Line and Central territories. 
September 29—Pittsburgh, Pa.—Examiner Copenhafer: 
12420—Carnegie Steel Co. vs. Director-General, as agent, Penn. 
R. R. et al. 
September 29—Argument at Washington, D. C.: 


+ 2 + om Jobbers & Manufacturers Assn. vs. A. T. & S. F. 
y. et al. 


15363—M. W. Warren Coke Co. vs. Santa Fe et al. 
Finance No. 4508—Proposed operation of line by Pennsylvania R. R. 
and Pennsylvania, Ohio & Detroit R. R. 
September 30—New Orleans, La.—Examiner Cummings: 


I. & S. No. 2481 and ist supplemental order—Petroleum from Arkan- 
sas to Louisiana and Texas. 


September 30—Chicago, Ill.—Examiner Sharp: 
1. & S. No. 2497—Storage in transit on Import Traffic. 
September 30—Kansas City, Mo.—Examiner Disque: 
"Ee aa Robinson Milling Co. et al. vs. Abilene & Southern Ry. 
o. et al. 
September 30—Argument at Washington, D. C.: 
16112—Ogden Grain Exchange vs. Abilene & Southern Ry. et al. 
September 30—Pittsburgh, Pa.—Examiner Copenhafer: 
17050—Andrews Bros. Co., Inc., et al., vs. Penn. R. R. 
October 1—Washington, D. C.—Examiner O’Neill: 
Valuation No. 427—In re tentative valuation of the properties of 
the Sewell Valley R. R. Co. and Loop & Lookout R. R. Co. 
a 1—Chicago, Ill.—Examiner Sharp: 


° - No. 2496—Express rates on fruits and vegetables between 
Mountain-Pacific and Eastern territories. 


October 1—New Orleans, La.—Examiner Cummings: 

1. & S. No. 2488—Rice, carloads, from New Orleans, La., to Bowling 
Green, Ky. 

Portions Fourth Sectlon Application No. 1952 filed by Louisville 
& Nashville R. R.—In re charge for transportation of rice, car- 
loads, from New Orleans, La., to Bowling Breen, Ky. (To be 
heard in connection with I. & S. No. 2488.). 

October 1—Washington, D. C.—Examiner Woodrow: 


Val. Dkt. No. 451—In re tentative valuation of the property of Ches- 
wick & Harmar Railroad Company. 


October 1—Washington, D. C.—Examiner Boyden: 
Val. Dkt. No. 467—In re tentative valuation of the property of the 
Hannibal Connecting R. R. Co. . 
October 1—Kansas City, Mo.—Examiner Disque: 
17089 and Sub. No. 1—Hale-Halsell Co. vs. M.-K.-T. R. R. et al. 
October 1—Big Stone Gap, Va.—Examiner Johnson: 
I. & S. No. 2468—Brick and clay products from Big Stone Gap, Va., 
to Kentucky and Ohio and Mississippi River crossings, 
October 2—Argument at Washington, D. C.: 
Finance No. 4475—Application Boston & Maine Railroad to abandon 


its North Weare & Manchester and Milford branches in Hillsboro 
and Merrimack Counties, N. H. 


Finance No. 4476—Application Boston & Maine Railroad to abandon 
operation of the New Boston Railroad in Hillsboro County, N. H. 


Finance No. 4549—Application Boston & Maine Railroad to abando 
its Bethlehem Branch in Grafton County, N 


* a 
Finance No. 4550—Application Boston & Maine Railroad to abandon 
its Belmont Branch in Belknap County, N. H. 


Finance No. 4551—Application Boston & Maine to abandon operation 
of Petersborough R. R. in Hillsboro Co., N. H 


Finance No. 4552—Application Boston & Maine Railroad to abandon 
its Keene Branch in Hillsboro and Cheshire Counties, N. H. 
October 3—Kansas City, Mo.—Examiner Disque: 
1. & S. No. 2462—Grain and grain products from Des Moines, Ia., to 
Arkansas and Oklahoma. 
October 5—Washington, D, C.—Director Burnside: 
* Finance No. 3754—Excess Income of the Gulf Coast Lines. 
* Finance No. 3754—Excess Income of the Gulf Coast Lines. 
October 5—Lynchburg, Va.—Examiner Konigsburg: 


* 17172—Traffic Bureau-Chamber of Commerce, Lynchburg, Va., vs. 
B. & Ar. R. R. Co. et al. 
* bah Oe Bureau-Chamber of Commerce vs. B. & O. R. R. 
o. et al. 


* 17314—Traffic Bureau (Lynchburg) Chamber of Commerce vs. Penn. 
R. R. Co. et al. 


October 5—Washington, D. C.—Examiner Hendon: 


Valuation No. 502—In re tentative valuation of the property of the 
Prescott & Northwestern R. R. Co. 


October 5—Washington, D. C.—Examiner Faris: 


Valuation No. 458—In re tentative valuation of the property of the 
New Iberia & Northern R. R. 


Valuation No. 3—In re tentative valuation of the property of New 
Orleans, Texas and Mexico R. R. Co. 


Valuation No. 361—In re tentative valuation of the property of the 
St. Louis, Brownsville & Mexico Ry. Co. as of June 30, 1919. 


Valuation No. 371—In re tentative valuation of the property of 
Louisiana Southern Ry. Co. 


Valuation No. 459—In re tentative valuation of the property of the 
Orange & Northwestern R. R. Co. 


Valuation No. 460—In re tentative valuation of the property of the 
Beaumont, Sour Lake & Western Ry. Co. 


Valuation No. 464—In re tentative valuation of the property of San 
Benito and Rio Grande Valley Ry. Co. 


Valuation No. 486—In re tentative valuation of the property of the 
Houston & Brazos Valley Ry. Co. 


October 5—Chicago, Ill.—Examiner Sharp: 


Il. and S. No. 2504—Ice from Illinois and Wisconsin to the Chicago 
District. 


October 5—Washington, D. C.—Examiner Rasch: 
Valuation No. 500—In re tentative valuation of the property of 
Oneida & Western R. R. Co. 
October 5—Washington, D. C.—Examiner Wagner: 
16123—The Canyon Coal & Coke Company et al. vs. B. & O. R. R. 
et al. (Further hearing.) 
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October 5—Charleston, W. Va.—Examiner Johnson: 

1. & S. No. 2499—Salt from Ohio and W. Va. points to Ohio ang 
Indiana points. 

October 5—Portland, Ore.—Director Manhaffie: _ 

Finance No. 4730—In the matter of the application of the Oregon 
California & Eastern Ry. Co. for a certificate of public con. 
venience and necessity authorizing the construction of lines of 
railroad in Klamath and Lake Counties, Ore. 

Finance No. 4810—In the matter of the application of the Oregon 
Trunk Ry. for a certificate of public convenience and necessity 
authorizing the constructiion of lines of railroad in Deschutes anq 
Klamath counties, Ore. 

Finance No. 4914—In the matter of the application of the Centra] 
Pacific Ry. Co. for a certificate of public convenience and neces. 
sity authorizing the construction of a line of railroad in Klamath 
County, Ore., and Modoc County, Calif. 

Finance No. 4924—In the matter of the application of the Southern 
Pacific Co. for authority to acquire control of the Nevada-Cal- 
ifornia-Oregon Ry. = purchase of capital stock. 

Finance No. 4941—In the matter of the application of the Southern 
Pacific Co. for authority to acquire control of Oregon, California 
& Eastern Ry. Co. by purchase of capital stock. 

October 5—Brownsville, Tex.—Director Mahaffie: 

Finance No. 4823—Application San Antonio & Aransas Pass Ry. Co, 
for a certificate of public convenience and necessity authorizing 
the construction of an extension of its line of railroad from 
Falfurrias to the Rio Grande River. 

October 5—Washington, D. C.—Examiner Haley: 

Finance No. 3845—Excess income of the Montour Railroad Company, 

October 5—Bellefonte, Pa.—Examiner Copenhafer: 
17004—Chemical Lime Co. et al. vs. Bellefonte Central R. R. Co. et al. 
17005—Chemical Lime Co. et al. vs. A. C. & Y. Ry. et al. 
17217—George C. Meyer et al. vs. Bellefonte Central R. R. et al. 

October 5—Brownsville, Texas.—Commissioner Woodlock: 

Finance No. 5005—Application of San Antonio & Aransas Pass Ry, 
Co. for a certificate of public convenience and necessity authoriz- 
ing the construction of a line of railroad from a point near Edin- 
burg to a point near Harlingen in Hadalgo and Cameron Coun- 
ties, Texas. 

October 6—Washington, D. C.—Examiners Davis and Molster: 

* Finance No. 5041—Application Seaboard-All Florida Railway Com- 

pany for a certificate of public convenience and necessity au- 
thorizing the construction of a line of railroad from West Palm 

Beach to Miami and Florida City, Fla. 

Finance No. 5042—Application Seaboard-All Florida Railway Com- 
pany for a certificate of public convenience and necessity au- 
thorizing the construction of lines of railroad from a point near 
Fort Ogden to Fort Myers, from Fort Myers easterly along the 
Caloosahatchee River, from Fort Myers to the Estero River, 
from the Fort Myers-Estero Line to Punta Rassa, Fla. 

Finance No. 5067, and Sub. Nos. 1, 2 and 3—Applications of the 
East and West Coast Ry., Finance No. 5067, The Florida West- 
ern & Northern R. R. Co., Finance No.. 5067, Sub. No. 1, and 
the Seaboard-All Florida Railway Company, Finance No. 5067, 
Sub. No. 2, for authority jointly to execute proposed first mort- 
gage and to issue first mortgage bonds thereunder, and applica- 
tion of the Seaboard Air Line Ry. Co., Finance No. 5067, Sub. 
No. 3, for authority to assume obligation and liability in respect 
of said bonds. 

Finance No. 5068—Application Seaboard Air Line Ry. Co., for au- 
thority to acquire (a) by purchase of stock and by lease of the 
railroad and other properties of the Seaboard-All Florida Ry.; 
(b) by lease of the railroad and other properties of the Florida 
Western & Northern R. R. Co.; and (c) by lease of the railroad 
and other properties of the East & West Coast Railway. 

Finance No. 4883—Application Naples, Seaboard & Gulf Ry. Co., 
for a certificate of public convenience and necessity for authority 
to construct a line of railroad from Naples, to Fort Myers, Fla. 

October 6—Charleston, W. Va.—Examiner Johnson: 
17255—West Virginia State Railroad Commission vs. 

Co. et al. 

October 6—Washington, D. C.—Examiner Roberts: 
Valuation No. 482—In re tentative valuation of the properties of 

the Tennessee and North Carolina R. R. Co. et al. 

October 6—Pittsburgh, Pa.—Director Bartel: 
16067—Maintenance-of-way expenditures. 

October 6—Kansas City, Mo.—Examiner Disque: 

* 17130—Russell Grain.Co. vs. A. G. S. R. R. et al. 

October 6—Washington, D. C.—Examiner Way: 

Val. Dkt. No. 495—In re tentative valuation of the property of the 
Aberdeen & Rockfish R. R. Co. 

October 7—Washington, D. C.—Examiner Walsh: 

Valuation No. 505—In re tentative valuation of the property of the 
Rock Port. Langdon & Northern Ry. Co. 

October 7—Kansas City, Mo.—Examiner Disque: 

1. & S. No. 2465 (ist supplemental order)—Grain and grain products 
from Colorado to Wisconsin. 

October 7—Washington, D. C.—Examiner Marchand: 

Valuation No. 207—In re tentative valuation of the properties of 
Main Central R. R. Co. et al. 

Valuation No. 101—In re tentative valuation of the property of the 
Portland Terminal Company. 

Valuation No. 221—In re tentative valuation of the property of 
Boston & Maine R. R. System. 

Valuation No. 123—In re tentative valuation of the property of 
the St. Johnsbury and Lake Champlain R. R. Co 


Valuation No. 116—In re tentative valuation of the property of 
the Montpelier and Wells River R. R. 


October 7—Argument at Washington, D. C.: 
Finance No. 2806—In re application of Southeastern Railway Com- 
pany for a certificate of public convenience and necessity. 


i 2s ae Corporation Commission vs. Arizona Eastern R. R. 
oO. et al. 


October 7—Harrisburg, Pa.—Examiner Copenhafer: 

* 15380 (and Sub. No. 1)—The Atlas Portlarid Cement Co. vs. Adiron- 
dack & St. Lawrence R. R. Co. et al. 

October 8—Jefferson City, Mo.—Public Service Commission = 

* Finance No. 4773—In the matter of the application of the Bevier 
Southern Railroad Company for a certificate of public convenience 
and necessity authorizing the abandonment of a portion of its 
line of railroad in Macon County Missouri. 

October 8—Washington, D. C.—Examiner Harraman: R 

*16707—Eastern Shore of Virginia Produce Exchange vs. Penn. R. K. 


* 


* 


* 


Penn. R. R. 
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Reduce Terminal Delays 
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FAST FREIGHT SERVICE 


DEMANDS ADEQUATE FREIGHT TERMINALS AND HIGH SPEED TRAINS 






THE ELECTRIC RAILWAYS 


MEET THIS DEMAND 
IN 


INDIANA—OHIO— MICHIGAN 







A large map of the Central Electric Freight Territory 
will be mailed free upon application to 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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October 8—Hutchinson, Kan.—Examiner Cheseldine: 
* 17229—Antony Produce Co. et al. vs. B. & A. R. R. 
Central R. R. Co., lessee) et al. 


October 8—Chattanooga, Tenn.—Examiner Konigsberg: 
* 17345—Peerless Woolen Mills vs. Ala., Tenn. & Nor R. R. Corp. et al. 
October 8—San Francisco, Calif.—Railroad Commission of the State 
of California: 
Finance No. 5008—Application of Southern Pacific Co. for authority 
in lllinois Classification Territory. 
to acquire control of the Central California Traction Co. by pur- 
chase of Capital stock. 
October 8—Chicago, IIl.—Examiner Sharp: 
1. & S. No. 2505—Refrigeration of less carload perishable freight 
October 8—Argument at Washington, D. C.: 
15377—Arizona Corporation Commission vs. Arizona Eastern R. R. 
et al. 
October 9—Parkersburg, W. Va.—Examiner Stough: 
* 16482—The Parkersburg Rig & Reel Co. vs. M.-K. T. R. R. Co. et al, 
*17212—The Parkersburg Rig & Reel Co. vs. Santa Fe et al. 
October 9—Atlanta, Ga.—Examiner Konigsberg: 


* 1. & S. No. 2463 and ist Supplement—Bananas from Gulf Ports to 
Southeastern points. 


Portions Fourth section Application 2176 et al.— 
October 9—Wichita, Kan.—Examiner Cheseldine: 
* 17348—The Boyle Commission Co. vs. C. B. & Q. R. R. et al. 
* 17124 and Sub. Nos. 1 and 2—Cuthbert Cut Stone Co. vs. St. L.-S. F. 
Ry. Co. et al. 
October 9—Washington, D. C.—Examiner Boyden: 
Valuation No. 504—In re tentative valuation of the properties of 
the Oklahoma, New Mexico & Pacific Ry. Co., and The Ringling 
& Oil Fields Ry. Co. 
October 9—Argument at Washington, D. C.: 
11455—Manufacturers Association of York, Pa. vs. Penn. R. R. et al. 
October 10—Atlanta, Ga.—Examiner Konigsberg: 
* 16805—Cairo Syrup Co. et al. vs. A. C. L. R. R. et al. 
' October 10—Muscatine, Ia.—Examiner. Disque: 
+ 16963—-Automatic Gravel Products Co. et al. 
Ry. et al. 
October 12—Pittsburgh, Pa.—Examiner Kettler: 
* 17038—Booth & Flinn, Ltd., vs. Penn. R. R. 
2 —a Engineering and Foundry Co. vs. B. & O. R. R. Co. 
et al. 
October 12—Salisbury, Md.—Examiner Berry: 
* 1. & S. No. 2512—Petroleum from Rochester, N. 
Delaware and Maryland. 
October 12—Washington, D. C.—Examiner Harraman. 
*1. & S. No. 2458—Restriction, Routing on Westbound Trans- 
continental Traffic via Salt Lake & Utah R. R. 
October 12—Atlanta, Ga.—Examiner Konigsberg: 
*17352—W. T. Macken vs. A. C. L. R. R. et al. 
* 17283—Bradley and Woertz vs. Ill. Cent. R. R. Co. et al. 
Fourth Section Application Nos. 2045, 1952 and 458. 
October 12—Cincinnati, O.—Examiner Stough: 
* 1. & S. No. 2500—Transit privilege on rosin and turpentine at 
Florida, Kentucky and Ohio points. 
October 12—Ponca City, Okla.—Examiner Cheseldine: 
* 17357—Kay County Gas Co. vs. G. C. & S. F. Ry. et al. 
October 12—Peoria, Ill.—Examiner Disque: 
16985—Illinois China Co. et al. vs. Santa Fe et al. 
October 12—Argument at Washington, D. 


es 
14883 (and Sub. Nos. 1 to 3, incl.)—West Virginia Pulp & Paper 
Co. vs. Baltimore & Ohio R. R. Co., et al. 


1. & S. No. 2130—Pulpwood from Washington, D. C., to Tyrone-Lock 
Haven, Pa., group points. 


13852—Swift & Co. vs. Georgia Northern Ry. et al. 


October 12—Washington, D. C.—Examiner Kelley: 


- Valuation No. 511—In re tentative valuation of the property of the 
Missouri & North Arkansas R. R. Co. 


October 12—Minneapolis, Minn.—Examiner Jewell: 
* 1. & S. No. 2490—Classification ratings on insulating material. 


October 12—Washington, D, C.—Examiner Law: 
“a No, 3903—Excess income of the Roscoe, Snyder & Pacific 
y. Co. 
October 12—Washington, D. C.—Examiner Davis: 

Finance No. 4943—Application of Norfolk & Western Ry. Co. for au- 
thority to acquire control, by lease, of the railroad of the Vir- 
ginian Railway Company. 

October 13—Pittsburgh, Pa.—Examiner Kettler: 

* 17257—American Cement Tile Manufacturing Co. vs. A. & A. R. R. 
Corp., et al. 

October 13—Salisbury, Md.—Examiner Berry: 

* 17095—William F. Allen & Co. et al., vs. A. C. L. R. R. et al. 


October 13—Cincinnati, O.—Examiner Stough: 
* 17107—The Charles Bondt Paper Mills Co. vs. A. & W. P. R. R. et al. 


October 13—Minneapolis, Minn.—Examiner Jewell: 
*17214—-Stott Briquet Company vs. Penn, R. R. et al. 


October 13—Atlanta, Ga.—Examiner Konigsberg: 

*' 17323—Sonoco Products Co. vs. A. C. L. R. R. et al. 

October 13—Oklahoma City, Okla.—Examiner Cheseldine: 

* 16802—Texas Cement Plaster Co. vs. A. & S. Ry. et al. 

* 17297—Bonicelli Wholesale Grocery Co. et al. vs. A. & W. Ry. Co. 
et al. 

October 14—Cincinnati, O.—Examiner Stough: 


* ms se _— Nos. 1 and 2—The Proctor & Gamble Co. vs. B. & O. 
- et al. 


R. 
* 17338—The Charles Boldt Glass Co. vs. B. & O. R. R. et al. 
October 14—Minneapolis, Minn.—Examiner Jewell: 
* 17289—Northrup, King & Co. vs. Santa Fe et al. 
October 14—Oklahoma City, Okla.—Examiner Cheseldine. 
* 17166—Turner-Altus Co. et al. vs. Santa Fe et al. 
October 14—Washington, D. C.—Examiner Walsh: 


' Valuation No. 528—In re tentative valuation of the Sibley, 
Bisteneau & Southern Ry. Co. 


October 14—Chicago, Ill.—Examiner Disque: 


‘ 15234—Divisions of Freight Rates in Western and Mountain-Pac- 
ific territories. 
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October 14—Atlanta, Ga.—Examiner Konigsberg: 

* Fourth Section Application No. 12697 et al., filed by Charles Barhan, 
Chairman, Southern Freight Association. 

October 15—Denver, Colo.—Examiner Howell: 

* 17133—Nebraska Cement Co. vs. C. B. & Q. R. R. et al. 

October 15—Cincinnati, Ohio—Examiner Stough: 

* Fourth Section Applications No. 12733 and 12724, filed by Louisyi, 
& Nashville R. R. Co.—In re Class rates for transportation 
traffic via its line from Cincinnati, O., to Maysviile, Ky., anj 
in re transportation iron and steel articles, Buffalo, etc., 
Louisville, Lexington, Paris and Winchester. 

October 15—Youngstown, O.—Examiner Kettler: 

* 17204—Concrete Steel Co. vs. B. & O. R. R. et al. 

October 15—Washington, D, C.—Examiner Kephart: 

Valuation No. 428—In re tentative valuation of the property y 
Genesee & Wyoming Railroad Company and Halite & Northen 
Railroad Company. 

October 15—Washington, D. C.—Examiner Norman. 

Valuation No. 398—In re tentative valuation of the property of 
Piney River & Paint Creek R. R. Co. (Further hearing.) 

October 15—Washington, D. C.—Examiner O'Neill: 

Val. Dkt. No. 483—In re tentative valuation of the property of the 
Angelina & Neches River R. R. Co. 

October 15—Argument at Washington, D. C.: 


1. & S. No. 2441—Pig iron from Southern points to Northern ani 
Western points. 


October 15—Washington, D. C.—Examiner Way: 


Val. Dkt. No. 525—In re tentative valuation of the property of the 
Bauxite & Northern Ry. Co. 


October 15—Washington, D. C.—Examiner Law: 

Finance No. 3829—Excess income of the Midland Valley Railroad 
Company. 

October 16—Milwaukee, Wis.—Examiner Jewell: 

* 17341—The Servidor Co. vs. C. M. & St. P. Ry. Co. 

* 17355—Pfister & Vogel Leather Co. vs. Erie R. R. Co. et al. 

October 16—Philadelphia, Pa.—Examiner Berry: 

* 17395—American Insulation Co. vs. Reading Co. et al. 

October 16—Denver, Colo.—Examiner Howell: 

* 17292—The Nuckolls Packing Co. vs. Santa Fe et al. 

October 16—Aberdeen, S. D.—Examiner Fleming: 

* = 2 Commercial Club et al. vs. Camas Prairie R. R. 

o. et al. 

October 16—Washington, D. C.—Examiner Harraman: 

* 17094—Elk River Coal & Lumber Co. vs. B. & O. R. R. et al. 

October 17—Milwaukee, Wis.—Examiner Jewell: 

* ee Tinsel Manufacturing Co. vs. C. & N. W. Ry. Co. 
et al. 

October 17—Griffin, Ga.—Examiner Konigsbere: 

* 17306—H. V. Kell Co. vs. C. N. O. & T. P. Ry. et al. 

October 19—Philadelphia, Pa.—Examiner Berry: 

* 1730i1—Lukens Steel Co. vs. Penn. R. R. et al. 

* 17308—E. I. du Pont De Nemours & Co. vs. N. O. & N. E. R.R. 
Co. et al. 

October 19—Cleveland, O.—Examiner Kettler: 

* 17311—The Medal Brick & Tile Co. vs. B. & O. R. R. Co. et al. 

October 19—Salt Lake City, Utah.—Examiner Howell: 

. "— “" McDonald Chocolate Co. vs. Bamberger Electric R. R. 

o. et al. 

October 19—St. Louis, Mo.—Examiner Stough: 

* 1. & S. No. 2483—Coal Southern Illinois to St. Louis, Mo., and re- 
lated points. 

October 19—Fargo, N. D.—Examiner Fleming: 

* 17399—Board of Railroad Commissioners of the State of South Da- 
kota vs. C. & N. W. Ry. Co. et al. 

October 19—Ashland, Ky.—Kentucky Railroad Commission: 

* Finance No. 4966—A pplication of Eastern Kentucky Ry. Co., Sturgis 
G. Bates, receiver, for a certificate of public convenience and ne- 
cessity authorizing the abandonment of its railroad. 

October 19—Columbus, Ga.—Examiner Konigsberg: 

* 17220—O. A. Mann & Co., vs. A. C. L. R..R. Co. 

October 19—Chicago, IIl.—Eraminer Jewell: 

* 16773—American Fruit Growers, Inc., of Illinois et al. vs. A. & R. 
R. R. Co. et al. 

October 19—Washington, D. C.—Examiner Marchand: 

Valuation No. 167—In re tentative valuation of the property of the 
East Jersey R. R. & Terminal Co. 
October 19—Washington, D. C.—Examiner Halderman: 


Valuation No. 457—In re tentative valuation of the properties of 
the C. & O Ry. Co. et al. sbhae 


Valuation No. 477—In re tentative valuation of the property of 
the C. & O. Ry. Co. of Ind. slits 


Valuation No. 179—In re tentative valuation of the property of 
Nelson & Albemarle Ry. Co. 
October 19—Washington, D. C.—Examiner Boyden: 


Val. Dkt. No. 496—In re tentative valuation of the property of Abi- 
lene and Southern Ry. Co. 


October 19—Washington, D. C.—Examiner Corbitt: 
Valuation No. 476—In re tentative valuation of the property of the 
Atlantic & Western Railroad Company. 
October 19—Washington, D. C.—Examiner Faris: 
Val. Dkt. No. 336—In re tentative valuation of the properties of the 
Long Island Railroad Company et al. 
October 19—Argument at Washington, D. C.: 
9200—Railway Mail Pay. 
October 20—St. Louis, Mo.—Examiner Stough: 
* a & Bush Pig Iron & Coke Co. vs. W. Md. Ry. Co. 
et al. 
October 20—Fort Worth, Tex.—Examiner Cheseldine: 
* 16124—Acme Brick Co. vs. A. & V. Ry. et al. 
October 20—Chicago, Ill.—Examiner Jewell: 
* 17190—Racine Crushed Stone Co., vs. C. M. & St. P. Ry. et al. 
* 17337—Racine Crushed Stone Co. vs. C. M. & St. P. Ry. et al. 
October 20—Philadelphia, Pa.—Examiner Berry: 
* 17339—C. F. Simonin’s Sons, Inc., vs. C. I. & W. R. R. Co. et al. 
October 20—Washington, D. C.—Examiner Fowler: 
Valuation No. 523—In re tentative valuations of the properties of the 


Clinton & Oklahoma Western Ry. Co. and The Cheyenne Railroad 
Co. 
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Chicagoan # 


New Yorker 





i! 
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ee 2s | Niagara Falls 
— a Port Huron 
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Bg Sey 
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Battle Creek 
Chicago 





Now Equipped with 
Observation Lounge Cars 


These through trains between Chicago and 
New York now have observation cars, with 
comfortable lounge compartments for the free 
use of all Pullman passengers. Both trains 
offer daylight ride over the interesting Lehigh 
Valley route, via Niagara Falls. 


The Chicagoan leaves Pennsylvania Station, 
in the heart of New York City, 11:50 a. m., 
arriving in Chicago 2:50 p.m., next day—a 
convenient hour for connections to the West. 


The New Yorker leaves Dearborn Station, 
Chicago (Canadian Nat’l Rys.), 12:45 noon, 





aS), 


Direct Route arriving in New York 5:45 p. m., in time for 
a dinner and evening engagements. 


For Reservations, etc., communicate with 
nearest Lehigh Valley Representative. 


Lehigh Valley Railroad 


The Route of The Black Diamond 
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October 20—Argument at Washington, D. C.: 
13288 (and Sub. No. 1)—Mississippi Valley Iron Co. vs. Chicago & 
North Western Ry. et al. 
October 21—Detroit, Mich.—Examiner Kettler: 
* 14991—General Motors Corp. vs. Director General of Railroads, as 
Agent, XN. YT. C. RB BR. Co. 
October 21—Washington, D. C.—Examiner Hendon: 
Valuation No. 499—In re tentative valuation of the property of the 
Laurinburg & Southern R. R. Co. 
October 21—Washington, D. C.—Examiner Folsom: 
Valuation No. 515—In re tentative valuation of the property of the 
Chattahoochee Valley Ry. Co. 
October 21—Washington, D. C.—Examiner Brinkley: 
Valuation No. 445—In re tentative valuation of the 
the Grand Trunk Ry. Co. of Canada et al. 
' Valuation No. 478—In re tentative valuation of the 
the Grand Trunk Western Ry. Co. et al. 
Valuation No. 512—In re tentative valuation of the properties of 
the Detroit, Grand Haven & Milwaukee Ry. Co. et al. 
Valuation No. 517—In re tentative valuation of the property of the 
Pontiac, Oxford & Northern R. R. Co. 
Valuation No. 535—In re tentative valuation of the property of the 
Toledo, Saginaw & Muskegon Ry. Co. 
Valuation No. 544—In re tentative valuation of the property of the 
International Bridge Co. 
Valuation No. 545—In re tentative valuation of the property of 
the Grand Trunk Milwaukee Car Ferry Co. 
‘Valuation No. 546—In re tentative valuation of the property of 
the Detroit & Huron Ry. Co. 
' Valuation No. 550—In re tentative valuation of the property of 
the St. Clair Tunnel Co. 
October 21-23—Argument at Washington, D. C.:: 
Val. Dkt. No. 327—In re tentative valuations of the properties of 
the Great Northern Railway Co. and Montana Eastern Railway Co. 
Val. Dkt. No. 52—In re tentative valuation of the property of Farm- 
ers Grain & Shipping Company. 
Val. Dkt. No. 53—In re supplemental tentative valuation of the prop- 
erty of Brandon, Devils Lake & Southern Railway Co. 
Val Dkt. No. 82—In re tentative valuation of the property of Mon- 
tana Western Railway Co. 
Val. Dkt. No. 201—In re tentative valuation of the property of Min- 
neapolis Western Railway Co. 
Val. Dkt. No. 213—In re tentative valuation of the property of 
Duluth Terminal Railway Co. 
Val. Dkt. No. 218—In re tentative valuation of the property of the 
Duluth and Superior Bridge Company. 
October 22—Lansing, Mich.—Public Utilities Commission of Mich.: 
* Finance No. 4723—In the matter of the joint application of the 
Grand Rapids & Indiana Ry. Co. and the Penn. R. R. Co., lessee, 
for authority to abandon the Jennings Branch and that part of the 
Missaukee Branch between Veneer Junction and Michelson, Mich. 
October 22—Washington, D. C.—Examiner Johnston: 
¢ Valuation No. 529—In re tentative valuation of the property of the 
Pittsburgh, Lisbon & Western R. R. Co. 
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October 23—Washington, D. C.—Examiner Boyden: 
Valuation No. 420—In re tentative valuation of the property o 
Cumberland & Manchester R. R. Co. (Further hearing.) 


October 23—Visalia, Calif.—Examiner Hoover: 
* 17294—The Lemon-Cove-Woodlake Growers & Shippers Associatio, 
vs. Santa Fe et al. 7 


Wctober 24—Argument at Washington, D. C.: 
1. & S. No. 1885 and 1938—Brick and clay products from, to, and 
between points in Southern Territory (1 and 2). 
Supplemental Fourth-Section Order No. 8895—Brick and clay proj. 
ucts from, to, and between points in Southern Territory. 


October 26—Jackson, Miss.—Examiner Konigsberg: 


* |, & S. No, 2511—Transit on grain and grain products at A, @y 
Ry. stations. 


October 26—Washington, D. C.—Examiner Hill: 
14012—Sewell Valley R. R. vs. C. & O. Ry. 


October 26—Washington, D. C.—Examiner Kephart: 
‘ Valuation No. 235—In re tentative valuation of the properties of th 


Virginian Ry. Co. and the Virginian Terminal Ry. Co. (Further 
hearing.) 


October 26—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3689—Excess income of the Dayton Goose 
Railway Company. (Further hearing.). 


October 26—Argument at Washington, D. C.: 
15407—Alabama-Georgia Syrup Co. vs. A. C. L. R. R. et al. 


October 26—Washington, D. C.—Examiner Woodrow: 
Valuation No. 236—In re tentative valuation of the property of the 
Baltimore, Chesapeake & Atlantic Ry. Co. (Further hearing.) 
October 26—Washington, D. C.—Examiner Hill: 
* 17014—Greenbrier & Eastern R. R. Co. vs. C. & O. Ry. Co. et al. 
October 27—San Francisco, Calif.—Examiner Howell: 
* 17227—The Stuart S. Smith Co. vs. Santa Fe et al. 
* 17118—Albers Bros. Milling Co. vs. Southern Pacific Co. et al. 
October 27—Washington, D. C.—Examiner Marchand: 
Valuation No. 202—In re tentative valuation of the property of 
Chicago & Eastern Illinois Railroad. 
October 27—Argument at Washington, D. C.: 
15082—Capital Grain & Feed Co. et_al, vs. Illinois Central R. R. et al. 
15508—French Battery & Carbon Co. vs. Chicago & North Westen 
Ry. Co. et al. 
October 28—Argument at Washington, D. C.: 
15722—American Graphite Co. vs. D. & H. Co. et al. 
oe Bedford Copper Co. vs. N. Y. N. H. & H. RR, 
et al. 
15876—The Columbia Steel Co. et al, vs. B. & O. R. R. et al. 
14663—The Columbia Steel Co. vs. B. & O. R. R. et al. 
October 28—Washington, D. C.—Examiner Harraman: 


-— 13583—-Burroughs Adding Machine Co. et al. vs. Mich. Cent. R, R. 
Co. et al. 
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AMERICAN FREIGHT BUREAU 


160 Nassau Street New York, N. Y. 
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FREIGHT SERVICE — 
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A Pm. All Points in the East and South 
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Northwest, Western Canada 


North Pacific Coast 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLIe« 
CATE. This document must be delivered railroad agent at initial point with the shipment and 
accompany same to Conat ian port of entry. 


Boston, Mass., 40 Central St. Pitts Pa., 2041 Oliver Bldg. 
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LD prey eh Y is one of the outstanding 
characteristics of the Port of Norfolk —a char- 
acteristic which has been directly reflected in the 
oe consistent increase in export and import 
trainic. 


The shipper using this port has learned that 
‘steamship sailings can be depended upon as adver- 
tised—that rail and terminal congestion do not occur 
—that handling is expeditious — that storage and in- 
surance costs are at a minimum. 


This assurance of dependability runs through 
every phase of Norfolk’s port service. There is no 
seasonal congestion. Both rail and steamship lines 
guard against this by providing facilities that give 
unusual flexibility at all times. 








The Municipal Union Terminal and the Mu- 
nicipal Grain Elevator, served by all of the port’s 
eight railroads on an equal basis through the Norfolk 
and Portsmouth Belt Line Railroad, give a rail and 
water interchange opportunity which is unequalled 
at any port for economy and efficiency. 








Solve your foreign trade problems by using 
a port that is effectively demonstrating its 


dependability every day in the year. 
NORFOLK PORT COMMISSION 


NORFOLK, VIRGINIA 


“Port of Quick Dispatch and Economical Handling’’ 


No. 1 THE TRAFFIC WORLD 


“The Alps, The Rhine, The Battlefield Line” 


The popular scenic route between 


WASHINGTON 


THE NATION’S CAPITAL 





Over the Blue Ridge and Alleghany Mountains 
An Ever Changing Panorama of Wonder Scenes 


White Sulphur, W. Va., and Hot Springs, 
Va., on line of the C & O, are two all- 
year resorts of wide renown. Only a 
night’s ride from New York. 


The C & O is noted for such excellent trains as 
the “‘F F V’”’ and the “Old Dominion Limited’”’ 


COMFORT—SERVICE 


Dining car cuisine par excellence 


JNO. D. POTTS, Pass. Traffic Manager, Richmond, Va. T. H. GURNEY, General Pass. Agent, Richmond, Va. 
F. E. LANDMEIER, Western Pass. Agent, St. Louis, Mo. GEO. COOMBS, Asst. General Pass. Agent, Cincinnati, O. 
J. B. EDMUNDS, Gen. Agent, Washington, D. C. R. E. PARSONS, District Pass. Agent, Louisville, Ky. 

O. N. SPAIN, Eastern Passenger Agent, Washington, D. C., and 299 Broadway, New York City. 
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“the Port of 
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‘The Port 
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Build your factory at 


, WILMINGTON, DEL. 
The Port of Personal Service” 


The Marine Terminal of Wilmington is 
just 125 miles from NewY ork, 25 miles from 
Philadelphia, and 75 miles from Baltimore. 


Seventy miles from the ocean capes, we 
are ideally situated from the standpoint 
of location. 


Serviced by three leading railroads — 
Pennsylvania, Reading, B. & O. — one 
reason for quick service. 


Modern in every detail of equipment and 
conveniences which keeps our costs very low. 
Then— 

We have the ability and willingness to 
serve you as you have never been served be- 
fore. That’s the reason why we get business. 
We would like to talk shipments with you. 

Just drop a line and see how we act 


CHARLES H. GANT, Manager 
Wilmington Marine Terminal WILMINGTON, DEL. 





WILMINGTON 


on the Delaware 


WORLD 


Lower 


Distributing Costs 
To The Northwest 


Look at the Map! 


Notice the ideal location of Duluth at the western 
tip of the Great Lakes. It’s the very gateway to 
the Northwest—the natural distributing point to 
the most prosperous country in the United States. 


Look at our wonderful Terminal and read of our 
unusual facilities for efficiently serving you. 


Free deliveries to our docks by all Package 
Freight lines and on all freight routed 
“Lake and Rail.” 


10 cents Insurance rate in our great, fire- 


proof, concrete warehouse. 


Lower Distribution costs, “Trap-car” serv- 
ice during Navigation Season—Less Cartage 
—No Demurrage. 


350,000 sq. ft. General Storage. 1,000,000 
cu. ft. Cold Storage. 


Wholesaling, Manufacturing, and “Branch 
office” space. 


Get your merchandise into our Terminal now during 
Lake navigation and avoid paying all-rail rates 
during the winter months. Use us as your North- 
western Branch. Let us submit our costs. 


THE McDOUGALL-TERMINAL 
WAREHOUSE CO. 


G. R. STEVENSON, Manager, Storage Dept. 
DULUTH MINNESOTA 
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) ACE Package Freight 


” KING Passengers JACK 
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“Packages” are different than “passengers.” 


Freight can be slammed around because it’s helpless, but passengers 
won't stand for rough-neck methods. 


We honestly try to handle your freight as though you were watching 
us. Of course, we fall down sometimes. It’s absolutely impossible to pre- 
vent all breakage, but we try mighty hard to deliver your merchandise in 
as “good order” as we receive it. 


We also make fast time and our rates are low. We are the only exclusive 
package-freight line on the Lakes that controls its own Terminals and that 
maintains its sailing schedule (one boat every other day). 


We operate between Duluth and Port Huron, Michigan, with Eastern and 
Western Trunk Line connections. We’re parties to published joint through 
rates between Eastern and Atlantic States points and the Northwest. 


No, we’re not perfect, but we’re endeavoring to improve the package- 
freight service on the Lakes. 


_ Minnesota-Atlantic Transit Co. (‘Temis') Duluth 


F. R. Levins, Vice Pres. in Charge of Traffic ‘“ A. R. Sheff, General Freight Agent 
Minneapolis—J. L. Losie, West. Traf. Mgr.; E. E. Swan, Comc’l Agt., 205 Metropolitan Life Bldg. 
St. Paul—W. G. Craig, Gen’l Agt., 709 Merchants Bank Bldg. 
New York—Gordon Paterson, East. Mgr.; George P. Russell, Gen’] Agent; I. R. Jones, Trav. Frt. Agt., Woolworth Bldg. 
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SOUTHERN PACIFIC LINES 
























bd 
= ® Q 
za 
ti a> 
z ° ae 
3.5 
3 nd ate 
Wm 35". 
° ~ 
3 - a 
<i 35 2 a4 A wort 
= Ze =— 8 
a3 3% 2 3 Wyo. x 
<0 5% ks 
® ® n F.HAMM 


i, A. PALM 









}, J. HAMM 




















































®@ @ 
~ Eg 
& g Sa All subs 
= ‘s 8 Pde etification | 
a = e808 All remi 
a. 3 oa Fo, | BRORATION 
a ———— 
pees Hd oH 
Zaks - DNE YEAI 
a . § 
8 ® e 3 
= 
a $ 
a 
y - 
3 
2 3 
3 =) @ @ A 
Bees ee ) 
z2 4: oF Bg fronti 
ix] 
ae 2S es | Just 
Fe Ms we ee | ie that 
< Saba) ae 
® ® EQ eo natio 
aa 3 Smit! 
situa 
i lutio 
3 8 ® @ 
= 3 an 11 
5 8 a " 
- sa 
e ree iff 
¢ a w ey di e 
> Be SC am 
PA Ee wha 
Se (=) E a2 Bry 
azo 3 So gar¢ 
£ <3 Rg oF ® 
ER aa - of t 
= e 
a 4 Con 
® agri 
® ®@ real 
Ys ra oe 
s £ aS as | 
q 3 ats 
ole F-} greg but 
Zot ; 
ne 4 3 ae ind 
— 
£3 Sa aca he 
ae as = aM str 
a @ pon sight of thousands of wild ducks feeding The first ducks to reach Lake Merritt in the 8 in 
@® ®@ peacefully in the heart of a great city, within a fall are the sprig, most of them coming from “= t 
few feet of speeding automobiles and watching the Klamath reservation in Oregon. The next 0 
crowds, can be enjoyed any day during the winter migratory flight, consisting of teal, shovelers, @ ® ch 
months at Oakland, California. The ducks come  pintail, widgeon, green wing teal, gadwell and a | 
we from great distances to the refuge of Lake Merritt, mallards, comes from the flats of Alaska. The 3 2 - 
3 a 160-acre body of salt water within the city, where next and last flight, canvasbacks and redheads, Ez oe 1s 
» 3 they are protected and fed twice daily at the ex- come from the Yukon delta and the Saskatche- 3g =O ti 
3 = pense of the municipality. wan country. > “a 
BRE nm 8 - th 
e s° z * r 
& 
° oa | 
a4 oC} : r 
BR <P 5 r 
<a 3 
8 ® ” t 
( 


